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COMPETITION, NOT DESTRUCTION 

In the discussion of the Gooding bill, which would 
take away from the Commission its power to grant depar- 
tures from the fourth section on account of water compet- 
tion, there is much idle talk, on both sides, of attempts by 
the railroads, under fourth section permission, to “destroy“ 
water competition and, on the other hand, by the steamship 
lines to “destroy” railroad competition. It may be that, 
unrestrained, the railroads would do this, as, undoubtedly, 
they have done in the past, or, on the other hand, that the 
steamships would do it, as they are pretty successfully doing 
it now, in some cases. The same thing applies to the inland 
waterway situation. What is going on is competition for 
business. Competition cannot be allowed without restraint, 
human beings being what they are. All that we ask is 
that competition be permitted under restraint. The Com- 
mission is charged with the duty of fostering both rail 
and water transportation. Can it not be trusted to do this? 
If it is not allowed to do it, have not the water lines an 
undue advantage? If it is not required to do it might not 
the railroads have an undue advantage? In other words, 
why not let the Commission decide when fourth section 
relief is necessary and proper and to what extent, instead 
of laying down an absolute rule that will prevent the rail- 
roads from meeting, in a legitimate way, water competition ? 
Whatever one side or the other may desire or attempt in 
the way of “destruction” may be prevented by a fair and 
wise Commission under just and reasonable laws. We ask 


no more than that and no one ought to ask either more 
or less. 


THE SANE VIEW ON TRANSPORTATION 

In every transportation problem of general impor- 
tance, there is a truth. By that we mean there is an 
ideal position that is fair and just and that embodies 
economic wisdom. The reason we do not more often 
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by ignorance or self interest. The ignorance is there 
because we do not try to see and understand. The self 
interest is a reason for refusing to try to see. What is 
most needed is that this ignorance be removed and that, 
for self interest as a motive for action, there be substi- 
tuted public interest—and it is strange to those who 
have thought little on the matter how often public 
interest is identical with self interest in the broad and 
permanent sense. 

We do not mean, of course, that we are the only 
ones with the sane view on transportation. There are 
others, though many of them, to be sure, are sane only 
in private, while they act with the crowd with which 
they are supposed to be identified when a question comes 
to a public test, or else they are silent. Some, of course, 
being employed by others, do not always feel free to 
express their real views, though this is often unnecessary 
timidity. For ourselves, we try always to be inde- 
pendent and take what seems to us the sane and fair 
view. We do not assert, of course, that we are always 
right, but we do say that we never depart from what 
we consider to be the sound view, all things and all 
interests considered. And we believe there is an increas- 
ing number of persons who are coming to see that it is 
not only right but that it pays to take the broad view— 
to consider, not so much the immediate profit, but what 
is fair and, therefore, what is profitable in the long run. 
The Associated Traffic Clubs of America, for instance, 
is one of the agencies for promoting this kind of broad 
and fair consideration through cooperative effort. It has 
not yet effected and possibly never will effect, to any 
considerable extent, direct legislation or decisive changes 
in administrative policies, but it is bringing about, we 
believe, in no uncertain way, a broad consideration of 
and action on transportation policies that, if continued, 
is bound to have increasing results. 

With even the comparatively small nucleus of right- 
thinking persons we have now in the transportation field 
we hope to see victories won and their number increase 
as the nucleus grows. We shall never arrive at perfec- 
tion, of course. There never was but one perfect man. 
There never was and never will be a perfect society. 
There never will be perfection in our transportation 
policies—but we may strive for perfection and, with an 
increasing number striving for that ideal, we may at 
least approach it. 


It is easy to announce high-sounding principles. 
Everybody agrees with them. Everybody approves the 







THE TRAFFIC WORLD Vol. XXXVII, No. 7 





“Flowing Gold” 
Via MRACIION 











Here is a solid train of oil in tank cars such as is frequently hauled 
over the Illinois Traction System, and pulled by one of our 1000 
horsepower electric locomotives. These train-loads of oil move 
regularly from the southwestern fields to the eastern manufactur- 


ing districts and are received from and delivered to connecting 
railroads. 


Illinois Traction System, with standard equipment and joint rates 
and connections with all steam railways, offers the car lot shipper 


prompt, careful handling of freight to or from any point in the 
United States. 


“Personal Service to Shippers” 


itinois? fraction System 


Traffic Dept., Springfield, Illinois 
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Golden Rule—and nobody obeys it when it is applied 
to his specific case. Let us then be practical and apply 
these principles to some of the transportation problems 
of the day and see how they work out. 

Let us take, first, the question of adequacy of rail- 
road revenue. Everybody who reasons knows that he 
cannot have satisfactory service if the company from 
which he buys that service is impoverished. He does 
not get good gas or electric service from a public service 
company that is prevented by rates that are too low 
from doing business at a profit. He does not get com- 
fortable or decent transportation from a street car com- 
pany that is not permitted to make money. Similarly, 
he does not get and ought not to expect good service 
from a railroad company that is not permitted to earn 
an adequate revenue. He does not get it in his every day 
service and he does not get it in the long run of the 
needs of commerce, in proper extensions of line and 
additions to equipment. So, aside from all question of 
fairness to the men who have put their money into trans- 
portation service, out of mere selfishness, everybody 
should desire that the railroads from which he buys 
transportation be prosperous. ‘This has always been 
known and admitted but it has not always been prac- 
ticed and it was never admitted in the law until the 
transportation act of 1920 was enacted. Indeed, the 
purpose and function of the Interstate Commerce Com- 
mission seemed to many to be to keep railroad rates at 
the lowest point possible without confiscation of the 
properties. 

This view was somewhat natural, since the inter- 
state commerce law was enacted and the Commission 
was created largely because of abuses practiced by the 
railroads. But it was the wrong view, for all that, and 
it was corrected by the transportation act, which pro- 
vided that the railroads as a whole or by groups, deter- 
mined by the Commission, should be entitled to earn 
an adequate net revenue based on the valuation of their 
property used for transportation purposes, under honest 
and economical management. This percentage of return 
was fixed by Congress for the first year and after that 
was left to the Commission. The Commission has fixed 
it at five and three quarters per cent. Though there is 
still some question as to the correctness of the valuation 
on which this percentage is figured, there is little serious 
disposition to say that five and three quarters per cent, 
figured as provided by the law, is too much. Nearly 
everybody admits, in general, that it is fair and not 
exorbitant and that the carriers ought to have it. Every- 
body knows, on the other hand, that the level of rates 
has not permitted their earning it, as a whole, nor in 
any of the regions established by the Commission, except 
the southern region. And yet what do we see? 

With shippers, and state commissions, and other 
state authorities admitting, or at least not denying, that 
the carriers in the west are entitled to five and three 
quarters per cent net revenue on their valuation, they 
flocked to the hearings held throughout the west to block 
the efforts of the carriers to get it. They went to ridicu- 
lous lengths to prevent it. Farmers, and state commis- 
sioners, and agricultural experts, so-called, were put on 
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the witness stand by the dozen to show that the farmer 
in the west was a candidate for the poor house and that 
a five per cent increase in freight rates would complete 
his ruin. Nor was this sort of evidence confined to 
farmers and their representatives. 

On the other hand, we find the carriers in the south, 
where they have been for some time earning more than 
five and three quarters per cent, turning a deaf ear to 
the reasonable demands of shippers, not that they reduce 
their earnings below the present point, but that they 
refrain from pushing plans that would result in still 
greater earnings. We do not see any menace in the 
fact that the southern carriers are earning somewhat 
more than the five and three quarters per cent prescribed 
by the law as adequate, and we do not think the law 
meant that the carriers should never be allowed to earn 
more than that. We regard it rather as an irreducible 
minimum below which it was thought dangerous to 
allow the carriers to fall. But we do think the level 
of earnings in the south justifies the shippers in protest- 
ing against further advances and we believe it would 
be a gracious and, in the long run, a profitable act for 
the carriers to grant some reductions voluntarily in that- 
region. It would do much to bring about good feeling 
and cooperation. 

The attitude of shippers in the west and carriers in 
the south merely illustrates the inability of both sides 
to see that their interests are mutual, that there is such 
a thing as fairness and equity, and that the situation 
demands a realization on each side that the other is 
disposed to obey the law and to take economic justice 
into consideration. The action of the southern carriers 
is no excuse for that of the western shippers, nor is the 
action of the western shippers an excuse for the southern 
carriers, though each will use the action of the other 
to bolster up his own cause. 

In all this we do not lose sight of the fact that there 
are specific cases in which there might be exceptions to 
a general increase or a general decrease in rates. The 
trouble is that every fellow, however liberal he may be 
in discussing the general subject, thinks his own case 
is an exception when the actual proposed reduction or 
increase comes along. Nor do we lose sight of the 
complications caused by the fact that, even with a gen- 
eral level of rates in a given region that is not producing 


‘an adequate revenue for the carriers as a whole in that 


region, some individual carriers are earning more than 
the five and three quarters per cent. That is a condition 
that will always exist under our present system of mak- 
ing rates. There have been suggestions looking toward 
its cure. The so-called Potter plan for pooling the pro- 
ceeds of a five per cent increase is one of them; but, 
thus far, the plan has not met with any considerable 
degree of approval. However that may be, the plan of 
making rates that would produce an adequate revenue 
by regions was thought, at the time, to be the best that 
could be devised, and no one that we know of has pro- 
posed a better one since. It is the law and it should be 
obeyed. The carriers should have an increase in the 
west and the carriers in the south should suffer a reduc- 
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tion, or, at least, be prevented from making further 
increases. 

We shall hope to take up, in future editorials, some 
of the other transportation problems in which the ele- 
ment of fairness, as opposed to self interest, is most 
highly involved. 


ST. PAUL INVESTIGATION 


Continued hearing of the St. Paul investigation was begun 
before Commissioner Cox and Examiner Bardwell at Chicago, 
February 8. The case for the railroad is nearing completion 
with the presentation of technical witnesses as to the quality 
of coal and the efficient manner of its use in locomotive firing. 
O. W. Dynes, general solicitor for the road, was expected to 
rest his case within a day or so, following further cross-exam- 
ination of H. E. Byram, former president, now one of the read’s 
receivers. 

At the opening day of the Chicago hearing, the St. Paul’s 
chief chemist and two coal inspectors were called to testify as 
to the manner in which coal was selected and tested for use 
by the carrier. These witnesses were put on the stand to give 
expert testimony as promised when Mr. Oliphant’s competency 
was challenged at the Washington hearing when he began to 
testify as to the good quality of coal derived from the mines on 
the line of the Chicago, Milwaukee & Gary, a subsidiary of the 
St. Paul. 

H. W. Ostrom, chief chemist of the C. M. & St. P., testified 
that samples were regularly sent in from three sources to the 
laboratory at Milwaukee for analysis. The three sources, he 
said, were mines, cars and composite dumpings of cars. He 
told how each sample was selected by the coal inspectors, labeled 
as to seurce, and then mailed in. He told of results of his 
analysis, tending to show that coal derived from mines on the 
line of the Gary road, and also the company’s mine at Cherry, 
Ill., was of comparatively good quality and made a good fuel 
for locomotive use. 

Irving Gill and Thomas Moss, coal inspectors for the St. 
Paul, testified as to the manner in which they went over the 
lizes of the road inspecting coal mines. They said there was 
a tendency for impurities to be allowed to creep into the prod- 
ucts of the mines if the coal was not inspected. These impuri- 
ties, they testified, were due to carelessness on the part of 
miners. They said that, for the taking of samples, the analysis 
of which had been presented by Mr. Ostorm, there had been no 
special selection, but that they had chosen samples just as they 
did regularly. 

L. K. Sillcox, superintendent of the mechanical division, said 
the inspection of coal had resulted in the road’s getting the best 
for its money. He said a uniform grade of coal was had asta 
result of inspection and analysis and this resulted in efficiency, 
for the uniform grades meant comparatively regular firing con- 
ditions, which made for efficiency. 


J. E. Bjornholm, assistant superintendent of motive power, 
testified that coal from Indiana mines was a little better than 
that from the Illinois mines of the company for locomotive fuel. 
He also said lump coal was better than fine coal for fuel, be- 
cause there was less loss and less impurities in the lump. 


S. W. Fordyce, of St. Louis, stock and bond holder in the 
Gary road, received permission ‘to make a statement with ref- 
erence to questions put Mr. Byram, in Washington, on which 
newspaper reports had been based, saying that Mr. Fordyce had 
offered the Gary to Percy Rockefeller for a million dollars. Mr. 
Fordyce said he had made no such offer, that he had no power 
to do so, and that, in fact, he had known nothing about the sale 
of the road until after it was consummated. 

The hearing progressed slowly February 9 and 10, with sev- 
eral recesses and much detailed cross-examination. The phase 
of the case being dealt with was the presentation of testimony 
on behalf of the road tending to show that it was not unwise in 
acquiring the Chicago, Milwaukee & Gary, becaues of the su- 
perior coal for fuel purposes derived from mines along that line. 
There was an effort to break down the testimony of all the coal 
witnesses and particularly that of C. E. Trotter, superintendent 
of the motive power division of the Nickel Plate, who presented 
exhibits to show the results of tests made by his road of the 
comparative efficiency of mine run and lump coal for fuel pur- 
poses. 

Mr. Trotter introduced statistics tending to show that, per 
thousand gross ton miles hauled, less coal was consumed when 
lump coal was used than when mine run was used. It was this 
showing that was made with respect to Indiana coal that was 
partly the basis of the St. Paul’s effort to show that the coal 
on the line of the Gary was as good as, if not better than, coal 
from its own company’s mine in Cherry, Il. 

R. K. Prentiss, in cross-examining Mr. Trotter, developed 
that the witness had been sent to Chicago for a conference with 
St. Paul officials before the exhibits were prepared, and counsel 
made an effort to bring out that the showing made was the 
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result of a special test for the purpose of this hearing, rather 
= one of a series of tests commonly made by the Nickel] 
ate. 

Mr. Trotter said he saw Mr. Sillcox, of the St, Paul, ang 
told him that the Nickel Plate had made tests of coal and Mr, 
Sillcox made an appointment with several officials of the St, 
Paul, including Mr. Byram, for Mr. Trotter. At this conference, 
the witness said, he was asked if he would prepare exhibits of 
whatever the Nickel Plate had in its files with respect to the 
results of operations with mine run and with lump coal. Hp 
said he returned to Cleveland, told his superior officers what 
was wanted, and they set him to work. 

Mr. Prentiss reminded him that earlier in the cross-examina. 
tion he had said that he was told to leave out the name of the 
Binkley Coal Company, from whose mine the coal came. Mr. 
Prentiss asked him why. The witness said he was told by his 
superior Officials to leave it out—to leave out any reference to 
any company or any mine. On re-direct, Mr. Dynes wanted to 
know whether the results of the test would in any way be 
affected by the inclusion in the exhibit of the name of the 
Binkley Coal Company. The witness said not. 

Mr. Prentiss made an objection to the exhibits on the 
grounds that they were the result's of special tests, under special 
conditions, with specified engines and engine equipment, and 
that a better showing might have been made under other con- 
ditions. Mr. Dynes replied that the test was to be taken for 
what it was; that it attempted to fool nobody and no one would 
be fooled by it. He said that it was intended only to establish 
a trend of comparison between the two kinds of coal and that 
the figures were all that were available comparing the two kinds 
of coal under like conditions. Commissioner Cox said he would 
rule later on the motion to strike out the exhibits. 

The phase of the case wherein Chicago bankers are to be 
called to testify as to what they may know of the conditions of 
the sale of the Chicago, Milwaukee & Gary and the Chicago, 
Terre Haute & Southeastern, has been postponed. Frank 0. 
Wetmore, of the First National Bank of Chicago, was repre- 
sented by counsel, who asked that Mr. Wetmore be excused 
for a time because of business that required his presence in 
New York. F. F. Taylor, of the Illinois Merchants Bank, and 
Vice-President Osgood, of the First Trust and Savings, were 
excused along with Mr. Wetmore. They will be called, probably, 
at a hearing in New York within the next two or three weeks. 


An end of the testimony with regard to the quality and effi- 
ciency of coal was reached at the Chicago hearing in the St 
Paul investigation before Commissioner Cox, February 11, when 
Mr. liphant, who had been withdrawn at Washington, was again 
withdrawn after exhibits he presented had been challenged and 
not allowed to enter the records. The exhibits were based on 
other testimony given in the present case and Commissioner 
Cox had ruled earlier that such exhibits would not be allowed. 
O. W. Dynes, general solicitor for the road, withdrew the wit- 
ness until the exhibits could be reworked. 

Mr. Dynes furnished counsel for the various security hold- 
ers’ defense committees with the bill of complaint, answer, and 
order in the receivership proceedings, vouchers allowed for 
legal services, and cost studies. He then called Ralph M. Shaw, 
attorney, of Winston, Strawn and Shaw, who acted for the re- 
ceivers, for cross-examination on the vouchers. A. R. Grady, 
assistant attorney-general of Wisconsin, developed that the pe- 
riod for which the first voucher paid for Mr. Shaw’s services 
began March 16 and that the receivership did not begin until 
March 18. Mr. Grady wanted to know if Mr. Shaw had not 
acted for the Binkley Coal Company in filing the bill of com- 
plaint. Mr. Shaw said he had. Mr. Grady then sought to de- 
velop that the voucher of the St. Paul paid fer Mr. Shaw’s serv- 
ices to the Binkley Coal Company. Mr. Shaw would not say so 
in so many words, allowing that “any man of intelligence would 
be satisfied with facts on the record.” Mr. Grady pressed for 
an answer and Commissioner Cox said he thought the answer 
might be yes or no. Mr. Shaw said he acted for and was paid 
by what he termed the corporation, and that included the Binkley 
Coal Company. 


Mr. Grady developed that Mr. Binkley had come to Mr. 
Shaw’s office and seen him about preparing a complaint follow- 
ing a meeting in New York the Sunday before the receivership 
began. What he wanted to make clear was that the action of 
the board of directors hinged on that of the meeting of counsel 
in New York Sunday, when it was decided that a.receivership 
should be entered and a complainant selected. Mr. Grady also 
tried to bring out that there had never been a demand on the 
St. Paul, as stated in the bill of complaint, for payment of the 
Binkley bill, nor had there been a refusal of payment. Mr. Shaw 
said the facts spoke for themselves and would not answer 
further. 
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Why Government Operation Is Expensive.—“Outside of letter 
carriers and clerks and those directly concerned with the han- 
dling of the mails, the civilian employes of the United States 
government include the largest number of loafers, time-killers, 
and buck-passers that I have ever seen brought together under 
one banner,” is what Representative Martin L. Davey, of Ohio, 
says about the civilian employes of the United States govern- 
ment. He does not seem to know the Commission force. He 
ysed those words to Thomas J. Donnelly, secretary of the Ohio 
Federation of Labor, who had sent him a resolution of that 
organization in support of legislation to better the conditions 
of government clerks and improve federal service through reme- 
dial legislation. Davey said he was in sympathy to a consid- 
erable extent with the spirit of the resolution, but that he de- 
sired to call attention to certain things. Among those things 
was the large number of loafers, time-killers, and buck-passers, 
the fact that the employes did not put in more than ten months 
a year, and that, in his estimation, eliminating the postal em- 
ployes, more than half the government employes were the most 
expert loafers and time-killers in America. Buck-passing, he 
said, was the favorite and accomplished practice. To support 
his charges in that respect, Davey included copies of letters from 
former civilian employes and present employes. Answering the 
query as to how he knew, he said he had found it necessary, as 
a member of Congress, to serve, personally, probably more than 
25,000 persons who had not been able to obtain from their serv- 
ants in the government service, attention to the matters about 
which they had asked. Usually, Davey said, he had been able 
to obtain action within a week. He said that “service” was 
irony when applied to the business end of the United States 
government, adding that “we should get rid of 100,000 tax-eating 
drones, coordinate the various activities of the government, 
eliminate senseless duplication of effort or alleged effort, and 
establish a reasonable basis of work and service.” That is what 
he has in mind in urging the passage of a bill giving the Presi- 
dent, for two years, full power to shuffle, rearrange, and abolish 
bureaus, commissions, and agencies of the government, except 
where they are judicial, and to increase the pay of the worthy 
and efficient employes of the government, using some of the money 
so saved for increasing their pay. Davey admitted there were 
competent, necessary, and deserving employes of the government 
who were held down and injured by the army of useléss and 
inefficient ones. The whole purpose of the correspondence is 
displayed by the abstract presented. It shows it was not got 
together to have a bearing on the question of government owner- 
ship or government operation of anything. That is why, it is 
believed, it is good for the eyes of those who cherish the delu- 
sions that state socialism is the cure for the evils that afflict 
society, as the virile Mussolini thought before he found that 
men on the government pay roll will not work as they do when 
they work for themselves or for someone willing to “bawl out” 
the loafers or get rid of them, if they will not come out of their 
trances. Practically all government officials are “easy bosses.” 
Employes, especially in the older days, were all workers in poli- 
tics and, if a boss insisted on an honest day’s work for an honest 
day’s pay, the pay-roll army turned against him and threw him 
out of office. For the same reason a large number of elected 
Officials are constrained to get back of labor unions when they 
demand wages or changes in working conditions that are not 
warranted by economic conditions. The railroad labor unions, 
in preparing to make demands for a restoration of wages of 
1920, the peak year, were not unaware of the fact that, in the 
coming spring and summer, senators and representatives will 
be asking for votes in primaries and at general elections. One 
might say, with moral certainty, that demands of that sort are 
not presented in politically “off years,” though the striking hard 
coal miners refused, in a politically off year, to continue work 
at the rates and terms in the contract that expired last Sep- 
tember. It is a further moral certainty that demands that Pres- 
ident Coolidge do something in the hard coal strike are made by 
anti-Coolidge men, Democratts and Republicans, who are expect- 
ing to run for office or who are trying to help their party. The 
man whose party is out of office always heckles the party in 
bower in that way. 





Pinchot Spanking Complete.—Apparently the Pennsylvania 
Senate has completed the spanking of Governor Pinchot, begun 
when the supreme court of that state decided that the Pennsyl- 
vania commission was an agency of the legislature, while the 
governor and the Senate thereof were agents of the legislature 
in the selection and confirmation of the members of that com- 
Mission. It has done that by confirming the nominatons of 
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Commissioners Stewart and Martin, two Pinchot appointees who 
fell into the bad graces of the governor by voting in the matter 
of street railway fares in Philadelphia against the wishes of the 
governor, and by refusing to confirm the nominations of Com- 
missioners Scatterggod and Evans, who voted as the governor 
wished them to vote. That was either for a postponement of a 
decision that the Philadelphia traction company was entitled 
to higher fares or against the higher fares. In order to get at 
the men it wished to confirm, the Senate ordered the secretary 
of the commonwealth to send to it the original appointments 
made by the governor before his nominees failed to vote as he 
desired them to vote, and on which there had never been any 
action. After the Pinchot appointees had refused to vote as the 
governor had told them to vote, he sentinnew nominations of those 
who had pleased him, omitting the names of those who had not 
voted as he wished. The Senate, however, disregarded the sec- 
ond message of appointment, acted on the men in the first mes- 
sage it approved and left the Pinchot-obeying members without 
the necessary confirmation. The vote for the confirmation of 
the recalcitrants was 40 to 4 and against the ones who took 
orders from the governor, 34 to 9. Among those who do not 
regard Pinchot as the greatest statesman Pennsylvania has ever 
produced there is an idea that the action of the Senate puts 
an effective end to the orders, harassments, and attemped domi- 
nation by the governor over the commission. Yet there are those 
who know Pinchot so well that they cannot believe he can be 
put out in any such manner—or in any manner not involving 
the use of an ax. 





Brimstone May Get to Court.—Hints have come to Washing- 
ton to the effect that the Brimstone Railroad and Canal Company 
may decide to go to court about the order of the Commission 
in docket No. 12969, the Brimstone divisions case, the effect of 
which is to require the company to pay over to the Southern 
Pacific and the Kansas City Southern, its two connections, about 
half a million dollars on account of payments received by it 
from them as divisions out of the joint rates on sulphur and 
fuel oil, principally, since August 1, 1921. Neither trunk line 
made any complaint about the divisions paid by it. The Commis- 
sion, on its own motion, initiated the proceeding, made a cost 
study, and came to the conclusion that the divisions were un- 
reasonable and inequitable to the extent indicated in the orders, 
the last of which was dated December 14, 1925. If either trunk 
line ever made a complaint that the divisions were unjust or 
inequitable or amounted to a rebate by it to the proprietary 
sulphur company, the fact is held in the breast of the Commis- 
sion and not spread on the record. The case, for the reason that 
it was initiated by the Commission, has attracted the attention 
of industries owning railroads. In substance, the rule laid down 
in that case is that an industrial railroad may make an agree- 
ment with a trunk line about divisions, but it does so at the risk 
of having the Commission, years afterward, on its own initiative, 
go into the question and order the industrial railroad to return 
hundreds of thousands to the trunk line which has not alleged 
it was damaged by or dissatisfied with the division agreement. 
It is believed that the Commission bases its claim of power in 
that respect on what many regard as obiter by the Supreme 
Court in the tap line case, in which it remarked that, of course, 
the Commission had power to prevent rebates. The rebate sec- 
tion is a criminal section. The Commission is not empowered 
anywhere to say what constitutes a rebate, but, in effect, its 
practice, in tap or industrial line divisions cases, is to assert 
the possession of such power. In dealing with the Commission 
a carrier can hardly afford to take the chance of refusing to obey 
an order because the penalties are so heavy, even if it were 
figured that refusing to obey would be the best way to bring 
the matter to the attention of the courts. It is believed, there- 
fore, that whatever discussion there has been on the subject has 
been on the basis of the Brimstone going to court rather than 
standing pat and forcing the Commission to make the move 
toward the court house to get a mandatory injunction, or wait- 
ing for the trunk lines to sue for the money the Commission 
nominally has handed them. ' 





Looking Wise About Oil.—This week the federal government 
held an open hearing as part of its grand inquest into the oil 
situation, almost coincident with the publication by the Depart- 
ment of Commerce that, at the beginning of the year, citizens 
of the United States owned 19,999,436 of the world’s supply of 
25,973,928 motor vehicles, or about 80 per cent of the whole 
number. Something more than a year ago President: Coolidge, 
at the suggestion of Secretary Work, appointed an oil conserva- 
tion board, composed of the secretaries of war, navy, interior, 
and commerce, Dr. Work being head of the Interior Department, 
and a doctor of medicine as well. For thirteen months the board 
gathered data from oil men, geologists, automotive engineers, 
and editors of oil trade publications. This week Dr. Work got 
the leaders to come to Washington to make formal addresses on 
the views they set forth in their contributions to the board, the 
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fundamental question being: “Is the supply of oil about ex- 
hausted, and, if it is, how are we going to find what we need 
for the internal combustion engine, or, if we can’t find it, what 
can we do to make what we have last longer?” All such in- 
quiries evoke laughter in some quarters, because, ever since 
1861, two years after Drake completed the first well, geologists 
have been predicting the end of oil. About the time the geolo- 
gists get a particularly lugubrious wail into print, some wild- 
ecatter finds more oil than can be cared for for many months. 
The American Petroleum Institute, in its report, pointed out 
many things that could be done to piece out the present sup- 
posedly limited supply, but did not go into the question of con- 
servation, as conservation, to any extent. That caused criticism 
of its course by oil men, some of whom came here to emphasize 
their observations about its lack of cooperation with the men 
in the government service whose fundamental proposition was 
that something had to be done to conserve the small amount of 
oil the geologists intimate remains to be taken out of the ground. 
Dr. Work conducted open forums on the subject, morning, noon 
and night, on the two days he had the oil men and those inter- 
ested in the subject here so as to obtain a large record on which 
the board may found the report it will feel constrained to make 
after it has considered the things that have been said. The coun- 
try supplies about two-thirds of the oil used by the world, or, 
in other words, not enough to keep its own machines going. 





Rules of Practice and Practice.—The Commission’s rule of 
practice require one who desires to attack one of the com- 
ponents of a through rate to aim his arrow at the whole rate. 
It is generally followed, Only once in a while has a complainant 
the temerity to say that he is attacking a particular part and 
let his pleading go in that way. The result is that many a com- 
plaint is like the figure presented by Alexander Stephens, vice- 
president of the Confederate States of America, according to the 
Lincoln description of that physically slight man. Stephens was 
not a robust man, so he wore big overcoats and mufflers. Lincoln 
watched him divest himself of his overcoat and mufflers with 
amazement and then observed that it was a pretty big husk to 
contain such a small nubbin. A case in point is No. 15816, United 
Zinc Smelting Corporation vs. Baltimore & Ohio, on which Ex- 
aminers Frederick M. Dolan and C. W. Griffin submitted a pro- 
posed report this week. It took six lines of type in The Traffic 
World to set forth, briefly, the attack the complaint made on 
rates to points in Ohio, West Virginia, Pennsylvania, Indiana 
and Illinois. The examiners, however, summed up the matter 
by saying that, while the attack was against the whole rates 
to the consumption points, it was really aimed against the initial 
factors, the same being the rates from the mines in the Miami- 
Joplin district to East St. Louis. It may be, it has been said in 
defense of the rule, that, if the Commission relaxed it so as: to 
allow attacks to be made in such a direct way, some complain- 
ants would become too “sketchy” in their pleadings. The tend- 
ency of a man who is making a complaint is to assume that, 
because he knows all about the matter, everybody must be 
equally well informed and that, therefore, practically no language 
is needed to set forth the grievance. A. E. H. 


FINANCE APPLICATIONS 


The Colfax Northern Railway Company has applied for au- 
thority to abandon its line from a mine of the Colfax Consolidated 
Coal Company in Jasper county, Iowa, to the town of Colfax, 
Ia. The mining operations have ceased and the line, six miles 
long, it is represented, is no longer needed. 

The Pennsylvania, Ohio & Detroit Railroad Company, a sub- 
sidiary of the Pennsylvania, has applied for permission to aban- 
don its Apple Creek branch extending from Kramore to West 
Lebanon, O., a distance of 9.5 miles. The business of the branch 
has fallen off to such an extent there is now only one freight 
train a week. 

The Western New York & Pennsylvania Railway Company, 
another subsidiary of the Pennsylvania, has asked for permission 
to abandon its Lakeville branch, extending from Tryonville to 
Lincolnville, Pa., a distance of seven miles. One freight train 
per week carries the traffic of that branch now. 

The Clarion River Railway Company has applied to the Com- 
mission for authority to abandon its line of railroad extending 
from a connection with the Pennsylvania at Croyland to Hallton, 
Pa., a distance of 12 miles. The road was built to serve a 
timber territory, but the timber has been cut and the traffic is 
insufficient to pay the cost of operation. 

The Baltimore & Ohio has applied to the Commission for 
permission to issue $34,308,500 of refunding and general mort- 
gage 5 per cent bonds and sell $30,000,000 to Kuhn, Loeb & Co. 
and Speyer & Co. at 92.5 per cent. Arrangements for that sale 
have been completed, subject to approval by the Commission. 
Out of the proceeds of the sale it proposes to pay a debt of 
$9,000,000 owing to the Director-General and due March 1, 1930, 
to retire $6,900,000 of short-term notes due March 1, 1926, and 
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to anticipate payment of a loan from the United States, amount. 
ing to $2,900,000. Out of the remainder it proposes to use 
$5,000,000 in part payment of new equipment and the balance 
for other corporate purposes. 


Application has been made to the Commission by the &. 
Louis-San Francisco to issue $7,800,000 of 4.5 per cent equip. 
ment trust certificates, to be sold to Speyer & Co. and J. & W. 
Seligman & Co. at 97 per cent of par. The proceeds are to be 
used in part payment on equipment consisting of 14 passenger 
cars, 2,500 box cars, 1,000 automobile cars, 500 gondolas and 25 
locomotives. The estimated total cost of the equipment to be 
acquired is $10,400,000. 


The Chesapeake & Ohio has asked for authority to acquire 
the Island Creek Railroad by the purchase of the capital stock 
having a par value of $400,000 and the assumption of a debt 
owed by the railroad company to the Island Creek Coal Com. 
pany, of $465,550. The railroad is about 5.5 miles long, extend- 
ing from Logan to Holden, W. Va. 


The Hocking Valley Railway has applied for authority to 
issue and sell $6,000,000 of six months 5 per cent secured gold 
notes and to pledge $7,500,000 of general mortgage bonds as 
security for the notes. The proceeds are to be used to meet 
the cost of retiring $6,000,000 of two-year notes now outstanding. 


The Peoria Terminal Company has applied for a certificate 
to acquire and operate the Peoria Railway Terminal Company 
and to issue $1,500,000 of general mortgage bonds and 4,991 shares 
of capital stock which will be used in paying for the property 
to be acquired. 


The Tennessee Central has applied to the Commission for 
permission to issue 60,000 shares of no par value stock to be 
exchanged for 30,000 shares of common stock of a par value of 
$100 and to issue and sell 5,000 shares of preferred stock at 
not less than 95 per cent of par, the money to be used for addi- 
tions and betterments. It has also asked for permission to issue 
and sell $1,500,000 of first mortgage bonds to White, Weld & Co. 
of New York at 95 per cent of par, the proceeds of the sale to 
be used in paying off a loan from the government. 


The Natchez, Columbia & Mobile has applied to the Commis- 
sion for permission to acquire trackage rights over six miles of 
non-carrier railroad owned by the Denkman Lumber Company 
in Lawrence county, Mississippi. 


N. Y. P. & C. CASE REOPENED 


The Commission has reopened finance docket No. 4741, con- 
struction of line by New York, Pittsburgh & Chicago Railroad, 
for further hearing at such time and place as may hereafter be 
fixed. ‘Thereby it has given that company a further opportunity 
to present evidence in support of a project first broached by 
the late E. H. Harriman and now sponsored by L. F. Loree. 
Such further opportunity was asked by Charles Evans Hughes 
when he argued the case in January, on the report proposed 
by the examiners on the application of the company for a cer- 
tificate of convenience and necessity for its construction. 

The proposed report was adverse in the sense that it said 
that the Commission should not grant the certificate unless a 
more particular showing in its behalf should be made by the 
applicant. The company, at the argument, showed a willingness 
to go farther with the making of a record when an opportunity 
should be granted it. Mr. Hughes, in comment on the report 
which called attention to the fact there was no definite financing 
plan, said it was not customary to make plans for financing in 
advance of permission to construct a line. He suggested that 
when a railroad man such as Mr. Loree approved the construc- 
tion of a railroad the financing of the proposition was a thing 
that would be taken up after there was a determination and a 
permission to build. 


MINNESOTA FOURTH SECTION CASE 


Later reports as to the indictments of railroads in Minne- 
sota alleging violation of the state’s fourth section (See Trafiic 
World, February 6, p. 388) are taken to indicate that they 
merely allege that the railroads, in carrying out the Commis- 
sion’s orders in what are known as the Watertown and Fargo 
cases, disregarded the state law and made rates not such as 
had been ordered by the Minnesota commission. The railroads, 
with a view to being left free to obey the federal commission’s 
mandate, it appears, obtained an injunction from the federal 
court, forbidding the attorney-general and the Minnesota com- 
mission to interfere with them. The injunction did not run 
against any county attorney. It now appears the attorney in 
Hennepin county procured the indictments alleging the making 
of rates in violation of the state law, in that the fourth section 
was violated and unduly preferential rates were established. 
Whether the indictments are based on the theory that the fed- 
eral orders are ineffective or on the theory that the railroads 


went beyond the scope of the Commission’s orders does not yet 
appear. 
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MITSUI FINDING REVERSED 


The Commission, in further hearing on No. 13103, Mitsui: & 
Company, Ltd., vs. Director-General, as agent (mimeographed), 
has reversed the finding in the original report, 81 I. C. C. 169. 
It now finds that the complainant bore the charges on shipments 
of imported tin covered by the complaint and that the rates 
were unreasonable on the shipments from San Francisco to 
Chicago, Newark, N. J., and New York, to the extent they ex- 
ceeded $1.25 per 100 pounds, but that they were not unjustly 
discriminatory or unduly prejudicial. 

No decision as to the character of the rates was made in 
the original report. The Commission said none was necessary 
pecause it said the record disclosed no privity between the 
complainant and the consignee, Mitsui & Company of New York. 
The complaint was brought by the consignee, a distinct legal 
entity, the Commission said, with no privity between it and the 
Japanese corporation. 

From the evidence at the second hearing the Commission 
found that the complainant was a Japanese corporation which 
had been licensed to do business in New York, as a foreign 
corporation, that it bought the tin in China in April and May, 
1918, sent it to San Francisco and by rail to the destinations 
mentioned; that on the shipments to New York it directly paid 
the charges; on those to Newark they were paid by the pur- 
chaser, who was reimbursed by the complainant, and those to 
Chicago by the forwarding agent of the complainant, on its 
account. After that recital of ultimate facts, the Commission 
said that the complainant was the only party entitled to repara- 
tion, if any should be awarded in this case. It said its first 
report was based on evidence that was admittedly erroneous 
and that therefore its finding was in error. 

Freight charges amounting to $12,266-on eight carloads were 
collected at the applicable fourth class rates which were in 
effect a few days after the cancellation of the import rates, in 
1918. A rate of $1.25 was established while the shipments were 
in transit. That was more than double the former rate. The 
order of the Commission requires Andrew W. Mellon, the present 
Director-General, to pay the complainant $6,708 with interest 
from December 1, 1918. In disposing of the case the Commission 
said: 


Defendant contends that the import rates established on July 
1, 1918, were not reasonable maximum rates, but were made with 
regard to commercial conditions and the necessities of importers 
whose business had been established on the basis of the low 
import rates formerly in effect. He justifies the further reduc- 
tion of May 29, 1919, by the return of water competition and a 
policy to restore as far as possible pre-war commercial condi- 
tions. He states that the low import rate of 56.2 cents was made 
without giving consideration to the usual elements of rate mak- 
ing, but was the result of efforts of the carriers to equalize Pacific 
coast ports with Atlantic ports through which this traffic moves 
from the Orient by way of the Suez and Panama canals. The 
previous rate of 56.2 cents and the 75-cent rate effective May 29, 
1918, are not in issue; complainant is contending for reparation 
to the basis of the $1.25 rate which was established on July 1, 
1918, two days after its shipments were waybilled at San Fran- 
cisco and while they were en route to destinations. The domestic 
class rates were applicable on this traffic for only six days. In 
fact, prior to June 25, 1918, defendant had issued a statement de- 
claring his intention of publishing the reduced import rate sought 
by complaint. An increase of 400 per cent almost immediately 
followed by a material reduction, and later followed by a further 
reduction, creates a presumption of unreasonableness which the 
the record fails to rebut. The rate sought is 222 per cent of the 
rate in effect prior to June 25, 1918. No evidence of unjust dis- 
crimination or undue prejudice was submitted. 

We find that the applicable rates were unreasonable to the 
extent that they exceeded $1.25 per 100 pounds; that complainant 
made the shipments as described and bore the charges thereon 
at the rates herein found unreasonable; that it was damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rate herein found rea- 
sonable; and that it is entitled to reparation in the sum of $6,708.20, 
with interest. This amount includes the overcharge mentioned. 


FARGO CLASS RATES 


The Commission, in a report written by Commissioner Camp- 
bell, on I. and S. No. 2507, class rates between upper Mississippi 
River crossings and Minnesota and North Dakota (mimeo- 
graphed), has found not justified the proposed interstate class 
rates between upper Mississippi River crossings and related 
points and destinations in Minnesota and North Dakota, without 
prejudice, however, to the filing of rates in conformity with 
the views on the subject expressed by the Commission. 

_ The suspended schedules, which weer to have become effect- 
ive September 25, 1925, proposed increased class rates between 
points in Iowa, Illinois, Wisconsin and Minnesota, included 
within the so-called Burlington group, and Fargo, N. D. They 
also proposed increased and reduced class rates between the 
Burlington group and Jamestown, Jamestown Junction, State 
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Hospital and Wahpeton, N. D., Breckinridge and Moorhead, Minn., 
and other points in Minnesota and North Dakota on the Orton- 
ville-Fargo branch of the Chicago, Milwaukee & St. Paul and 
the Midland Continental. They were suspended upon the pro- 
tests of shippers and their organizations in Iowa, Illinois and 
North Dakota until January 9, but the carriers voluntarily post- 
poned the effective date until March 10, so as to permit of the 
disposition of the case. 

The Burlington group, so-called, the report said, was not a 
group within the ordinary meaning of the word, but was the 
result of a flattening of rates so as to produce the effect of a 
group, by the application of the rules of the fourth section to 
the class rate scale in effect from the uppér Mississippi crossings. 
The railroads said that the general basis of class rates between 
Western Trunk Line territory and points in Minnesota and North 
Dakota was combination on the Twin Cities, on the lines of the 
Great Northern and Northern Pacific. That basis, however, they 
said, had frequently yielded, under the influence of the long- 
and-short-haul part of the fourth section, to the intermediate 
application of joint rates from Chicago, Omaha, Kansas City and 
the upper Mississippi crossings, the result being the formation 
of large groups. 

The revision proposed was the outgrowth of the changes 
made by the Commission’s decision in Fargo Commercial Club 
vs. A. & W., 98 I. C. C. 691. Rates in compliance with that 
decision became effective from Chicago and Omaha to Fargo on 
September 1, 1925. In disposing of the case Mr. Campbell said: 


Respondents do not contend that under a proper adjustment of 
class rates the eastbound rates should exceed the westbound rates 
between Fargo and Iowa, Illinois, and Wisconsin. They argue that 
the eastbound class rates which became effective September 11, 1925, 
from Fargo to Chicago are not in excess of reasonable maximum 
rates for application in both directions and urge that the westbound 
rates between those points prescribed in the Fargo case are lower 
than might reasonably have been found proper. Nevertheless, they 
state, we have permitted the establishment of higher rates east- 
bound to Chicago than we prescribed westbound from that point, and 
that until that situation is made the subject of a formal complaint 
no finding as to the reasonableness of the practice of maintaining 
higher rates eastbound than westbound in this general territory 
should be made. Apparently responsdents have overlooked the fact 
that the increases which we permitted to become effective east- 
bound from ‘Fargo to Chicago were in the fourth-class and class-A 
rates and that such increases brought them only to the level of the 
fourth-class and class-A rates prescribed westbound. They urge, 
too, that the record affords no basis for a finding that the crossings 
or interior Iowa should be accorded joint class rates on a basis lower 
than Chicago from and to Fargo, and that we should find the pro- 
posed eastbound rates justified upon that ground alone. 

Transportation conditions between the crossings and Fargo, on 
the one hand, and between Chicago and Fargo on the other, are not 
materially different, and the difference of 93 miles between the dis- 
tance of 640 miles from Chicago and the average distance of 547 miles 
from the crossings can not be ignored. 

We find that the proposed schedules have not been justified. We 
further find that reasonable maximum class rates between the cross- 
ings on the one hand and Fargo and Moorhead on the other are 
and for the future will be the following, in cents per 100 pounds: 


Classes 1 2 3 4 5 A B S D E 


Comte ...... 151 128 106 83° 54 65 50 41 33 27 

We further find that reasonable maximum class rates from the 
crossings to Fargo for application on traffic from points east of Chi- 
eago in central, trunk-line, and New England territories are and 
for the future will be the following, in cents per 100 pounds: 
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An order will be entered requiring the cancellation of the pro- 
posed schedules and discontinuing this proceeding, without prejudice 
to the filing of new schedules in conformity with the foregoing 
findings. 


Commissioner Hall, dissenting, said: 


In my opinion the facts set forth in the majority report do 
not warrant any scale of local rates to Fargo from the Mississippi 
River cities below that prescribed by us from Omaha, and estab- 
lished at the same time from interior Iowa. Nor do I concede the 
propriety of a finding which will result in scales beginning at $1.78 
first class, from Fargo to Omaha, $1.40 to interior Iowa and $1.51 to 
the river crossings, as defined. Perhaps these discrepancies will be 
ironed out by the exigencies of the fourth section but our findings 
should be on a more definite and concise basis. 


COAL REDUCTIONS DISAPPROVED 


In a report written by Commissioner Woodlock on I. and 8S. 
No. 2483, Coal, Southern Illinois to St. Louis, Mo., and Related 
Points, mimeographed, the Commission, by division No. 1, found 
the carriers, led by the Missouri Pacific and Burlington, had not 
justified proposed reduced rates over specified routes or lines, on 
coal, from points in the southern Illinois, Murphysboro, Cen- 
tralia, and Du Quoin districts to St, Louis and near-by points in 
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Missouri. It ordered the suspended schedules canceled and dis- 
continued the proceedings. The cuts in the rate from southern 
Illinois were particularly considered. The rate, at present over 
all routes, is $1.385, and the proposed rate, limited to certain 
routes, is $1.35. 

Reductions proposed from the intermediate groups or dis- 
tricts, Du Quoin, Centralia and Murphysboro, were one-half, one 
and three cents, respectively. Mr. Woodlock said the present 
rates were the outgrowth of the Commission’s decision ig Illi- 
nois Coal Cases, 62 I. C. C. 741 and 64 I. C. C. 751, in which the 
Commission prescribed maximum and minimum differentials to 
be observed by the carriers in making rates from the various 
groups in Illinois to destinations in Illinois, Indiana, Iowa, Mis- 
souri and various northwestern states. He pointed out that, 
while the decisions were made in 1921, more than three years 
elapsed before carriers filed schedules in reputed compliance 
therewith. 

The reduced rates, he said, were to apply from mines on the 
Missouri Pacific, Burlimgton and others, the latter coming in 
not because they approved what was proposed, but to protect 
themselves. In closing his discussion of the case, Mr. Woodlock 
said: 


As a part of the July 19, 1925, adjustment the carriers published 
an interstate rate and also an intrastate rate of $1.135 to apply from 
the southern Illinois group to East St. Louis reflecting the usual 
25-cent differential between St. Louis and East St. Louis. The inter- 
state rate became effective but the intrastate rate was suspended 
by the Illinois Commerce Commission. The suspension left in effect 
an intrastate rate of $1.10 and as the movement from the southern 
Illinois group to East St. Louis is intrastate there is now a difference 
of 28.5 cents between the St. Louis and East St. Loois rates. Re- 
spondents say that this situation is unduly prejudicial to St. Louis 
to the extent of 3.5 cents and urge that the reduction here proposed 
would restore the proper relationship. However, to approve the $1.35 
rate to St. Louis merely because it would bear a proper relation- 
ship to the intrastate rate to East St. Louis would be to hold that 
intrastate rates may control interstate rates. See Danville, Va., Class 
and Commodity Rates, 38 I. C. C. 742. 

The Missouri Pacific and Chicago, Burlington & Quincy do not 
serve the Belleville group but the Illinois Central serves both the 
southern Illinois and Belleville groups and also serve related groups 
in Illinois, Indiana and western Kentucky. The Illinois Central is 
practically forced to maintain no higher rates from the southern Illi- 
nois group than are maintained by its competitors serving that group. 
If the differentials now in force as between the various groups are to 
be maintained and the integrity of the July 19, 1925, adjustment pre- 
served, the ultimate effect of the 3.5-cent reduction here proposed 
from points in the southern Illinois group to the St. Louis district 
would be to make a corresponding reduction from the other origin 

roups to the St. Louis district and this in turn might lead to re- 

pnt al from those groups to other destination territories. Based 
on the 1924 tonnage of 6,261,563 tons from the western Kentucky, 
southern Illinois, Du Quoin, Belleville, Springfield and Ayershire 
groups to the St. Louis-East St. Louis district alone, would mean 
a reduction in the revenues of the carriers as a whole amount- 
ing to over $200,000, and if a corresponding reduction were made to 
points west of St. Louis the amount would be still greater. 

Upon the record we find that the proposed reduced rates have 
not been justified. An order will be entered requiring the cancela- 
tion of the suspended schedules and discontinuing the proceeding. 


. SHREVEPORT SUGAR ADJUSTMENT 


A finding of undue prejudice and a method for removing it 
that will relate rates on sugar from southern Louisiana produc- 
tion points to Shreveport to the rates on sugar to Texarkana, 
Hope, Ashdown and Nashville, Ark., has been made in No. 15776, 
4 States Grocery Company vs. Kansas City Southern et al., 
and a sub-number, Plunkett-Jarrell-Dildy Company vs. New Or- 
leans, Texas & Mexico et al., mimeographed. The finding is 
not a direct one under the thirteenth section but when the car- 
riers re-form their tariffs in conformity therewith the effect will 
be the same. The complaints, as amended, alleged the rates on 
sugar, from New Orleans and other points in that state taking 
the New Orleans basis, to Texarkana, Ashdown, Hope and Nash- 
ville were unreasonable, unjustly discriminatory and unduly pre- 
judicial in comparison with the rate to Shreveport, in violation 
of the first and third sections. 

Complainants contended, said the report, made by division 
No. 4, that either the rate of 26 cents to Shreveport should be 
increased or the rates to the other points, 48 and 50 cents, 
should be reduced by the establishment of specific differentials 
over the Shreveport rate. The Commission found, among other 
things, that the complaining points served a population of 474,394, 
while Shreveport, in an equally extensive territory, served fewer 
than 456,552 persons. The complainants also said the lower 
minimum applicable to Shreveport tended to augment the undue 
prejudice for the reason that the Shreveport dealers might pur- 
chase sugar in smaller quantities, thereby being enabled to take 
advantage of market fluctuations in sugar and have less capital 
tied up in sugar than their Arkansas competitors. They gave 
examples of bringing in carloads and shipping out in less than 
carloads, in which operation the Shreveport dealers had wide ad- 
vantages. The Commission, however, called attention to the 
fact that in each of the examples, the transaction involved a haul 
to.the more distant Arkansas points and then a haul back toward 
Shreveport. It also said no complaint was made of the less-than- 
carload outbound rates. 

The Commission said the New Orleans Joint Traffic Bureau, 
an intervener, while admitting that the difference in rates was 
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too great, strenuously urged that the alleged undue prefereng 
for Shreveport should not be removed by increasing the rate to 
that point. It contended, the report said, the rates to points jp 
Louisiana could not be properly considered without considers. 
tion of the rates from Sugarland and Texas City, Tex., suga 
originating points, and Fort Wentworth, Ga., another sugar re 
fining point, all alleged to be in active competition with Ney 
Orleans. : 

Carriers, the report said, admitted the prejudice but ¢op. 
tended the rates to the Arkansas points were reasonable anj 
said the undue prejudice should be removed by increasing the 
rate to Shreveport to the level of the scale prescribed in the 
Memphis-Southwestern Investigation, 77 I. C. C. 478. 

The Commission said the record showed the New Orleans. 
Shreveport rate was originally established to meet the competi. 
tion of boat lines on the Red river no longer existing and not 
likely, the Commission thought, to be restored in the immediate 
future. The original competitive rate, it said, had been maip. 
tained by reason of orders of the Louisiana commission. The 
Commission called attention to the fact that in September, 1924, 
the Mississippi-Warrior Barge line established a rail-and-water 
rate of 21 cents and that that was a new form of competition, 
In the event, it said, the Memphis-Southwestern level were to 
be established, it would require the raising of that 21 cent rate 
to about 36.5 cents per 100 pounds. 

Question was raised by the New Orleans Joint Traffic Bu. 
reau, said the report, as to whether the Commission had juris. 
diction, under the pleadings in these complaints, to require the 
carriers to increase the Louisiana rates to remove the alleged 
undue prejudice, because they had failed to allege a violation 
of the thirteenth section. The Commission said the complain. 
ants sufficiently set forth facts putting both carriers and the 
state authorities upon notice that the maintenance of the lower 
state rate was challenged. It also said it was proper to say that 
the state authorities were also notified of the hearings, but were 
not represented, In disposing of the case, the Commission said: 

While the complaint attacks the rates from New Orleans and all 
points in Louisiana grouped therewith, the evidence is largely con- 
fined to the rates and traffic from New Orleans, Gramercy, Reserve 
and Three Oaks. Our finding will, therefore, be similarly confined 
but if it should develop that there are substantial commercial rea- 
sons for maintaining a larger group of sugar-producing points in 
Louisiana, the rates from such group may well be based on the ap- 
proximate weighted average distances from the points therein, rather 
than on the distances from New Orleans. We find, therefore, that 
the present rates on sugar, in carloads, from New Orleans, Gramercy, 
Reserve and Three Oaks, La., to Texarkana, Ark.-Tex., and to Hope, 
Ashdown and Nashville, Ark., are, and for the future will be just 
and reasonable maximum rates. We further find that the rates on 
sugar, in carloads, from New Orleans, Gramercy, Reserve and Three 
Oaks to Texarkana, Hope, Ashdown and Nashville are, and for 
the future will be, unduly prejudicial to such points and unduly 
preferential of Shreveport to the extent that the rates to Texarkana 
and Hope exceed, or may exceed, the rates to Shreveport by more 
than 5 cents per 100 pounds, and to the extent that the rates to 
Ashdown and Nashville exceed, or may exceed, the rates to Shreve- 
port by more than 7 cents per 100 pounds. 

No order will at present be entered, but defendants will be given 
an opportunity to reach an agreement with the state commission 


of Louisiana with respect to the intrastate rates involved in harmony 
with the above finding. 


BRICK DIFFERENTIALS PRESCRIBED 


In a report written by Commissioner McManamy, in No. 
15061, Western Brick Company et al. vs. New York Central et 
al., mimeographed, the Commission, by division No. 1, found 
rates on articles in the uniform brick list, from Danville, IIl., to 
points in Wisconsin, Michigan, Minnesota and North Dakota, not 
unreasonable but unduly prejudicial. It prescribed a relationship, 
ee made effective not later than April 12, upon statutory 
notice. 

Complainants, brick makers at Danville, alleged the rates 
from Danville to destinations chiefly in the states mentioned, 
were unreasonable, unduly prejudicial and unduly preferred 
competitors at Chicago, Streator, Decatur, Springfield and Gales- 
burg, Ill., and at other points. The Commission was asked to 
prescribe reasonable and non-prejudicial rates for the future 
and to award reparation. The Commission found, as heretofore 
set forth, an unduly prejudicial and preferential situation, but it 
said the complainants had not shown that they suffered any 
damage on account of the undue prejudice and denied repara- 
tion. In describing the complaint and the contentions, and in 
disposing of the case, the Commission said: 





In National Paving Brick Manufacturers Association vs. A. & V: 
Ry. Co., 68 I. C. C. 218, decided April 4, 1922, hereinafter referred 
to as the General Brick Case, we specified articles that should com- 
prise the so-called uniform brick list. We also prescribed rates on 
such articles of $1.75 from Danville and from Attica, Ind., to Chi- 
cago and points taking the same rate, and of $2.15 from the same 
origins to Milwaukee, Wis., and fixed specific differentials over 0 
under those rates from numerous other Indiana and Illinois brick- 
producing. points. These include substantially all the points of origin 
here dealt with. 

Complainants seek the restoration of substantially the 1911 ad- 
justment, which is said to have been satisfactory. We found in the 
General Brick case that, inasmuch as the 1911 adjustment had been 
established by the carriers after an exhaustive rate check and con- 
sideration of the competition between various producing points, sub- 
stantially the same relationship should be restored and maintained as 
far as practicable without unduly affecting the revenues of the cal- 
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riers. We further found that for long-haul traffic of this character 
Danville should be included in a so-called Wabash Valley group, com- 
prising such other points as Attica, Veedersburg, Crawfordsville, 
ayuga, Hillsdale, Clinton, Terre Haute, and Brazil, Ind. Prior thereto 
Danville, which was on the same basis as St. Louis, Mo., took rates 
northward slightly lower than the Indiana points. 

Complainants have been and still are opposed to the grouping 
of Danville with the Indiana points. Intervener, Indiana State Cham- 
ber of Commerce, on the other hand, asks that the group be con- 
tinued intact. Defendants assert that a better adjustment would 
result from the application of different rates from extreme points of 
the group, such as Danville and Attica on the north and Terre Haute 
and Brazil on the south. The group as at present constituted is ap- 
proximately 71 miles long between Attica and Center Point, Ind., and 
48 miles wide between Danville and Crawfordsville. The average dis- 
tance from the entire group to Chicago is approximately 158 miles. 
The Indiana State Chamber of Commerce excepts to the inclusion 
of Center Point in this group on the ground that it is not a brick- 
producing point. However, Center Point is an origin point of raw 
materials used in the manufacture of clay ge and these raw 
commodities are embraced in the uniform brick list and take the 
same rates as the other items. Hence its inclusion seems proper. 
Danville and Attica are not grouped with Terre Haute and Brazil on 
southbound traffic, but take rates 15 cents higher. 

All of the so-called Wabash Valley points may well continue to 
take the same rates on long-haul traffic eastbound and westbound, 
put for northbound movements they should be divided into two sub- 
groups, one embracing all points north of the Cincinnati, Indianapolis 
& Western Railroad and the other including all points on and south 
of that line. Our findings in the General Brick Case are modified 
accordingly. The average distances from these sub-groups to Chi- 
cago are approximately 132 miles and 172 miles, respectively. They 
will here be designated as Northern and Southern Wabash Valley 
groups. 

We find that the assailed carload rates on articles in the uni- 
form brick list as described in National Paving Brick Manufacturers 
Association vs. A. V. Ry. Co., 68 I. C. C. 213, from Danville, Ill., to 
the territory definéd, are not unreasonable, but that they are, and 
for the future will be, unduly prejudicial to complainants and un- 
duly preferential of their competitors at the other Illinois origin 
points named, to the extent that they exceed, or may exceed, rates 
which will reflect the following relationships of Danville to such 
other points: 

Rate difference, in 
cents per 100 pounds 
Over points Under points 
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¥ Points in Wisconsin north of Milwaukee, Wis., and east cf the 
lines of the Illinois Central to Madison, Wis., the Chicago, Milwau- 
kee & St. Paul to Portage, Wis., the Minneapolis, St. Paul & Sault 
Ste. Marie to Junction City, Wis., and the Chicago, Milwaukee & St. 
Paul, thence northward to the Wisconsin-Michigan state line, and in 
that portion of northern Michigan east of an imaginary line extend- 
ing thence to Lake Superior. 

t Points in Wisconsin, Minnesota and North Dakota on and west 
of the railroad lines and dividing line as described in (1). 
_ * Danville, Ill., and points in Indiana north of the line of the 
Cincinnati, Indianapolis & Western Railroad. 

§ Points in Indiana on and south of the line of the Cincinnati, 
Indianapolis & Western Railroad. 


Commissioner Lewis, dissenting said that no issue as to ihe 
propriety of the Wabash valley group was presented but that, 
on the contrary, the complainants disclaimed any attack upon 
the group as constituted in the General Brick case. He pointed 
out that the group was established by a supplemental order in 
that case after the railroads had refused to carry ‘out the Com- 
mission’s original order. He said the parties to that case had a 
right to rely upon the decisions in that case unless and until an 
attack was made upon the group and everybody given an oppor- 
tunity to be heard on such an issue. He said that now to break 
up that group with respect to traffic here involved in a proceed- 
ing in which no such issue was presented by the pleadings was 
unfair to the parties having the right to rely upon the decisions 
and orders in the General Brick case. 


Speaking of the part of the report approving the use of Cen- 
ter Point, in figuring the extreme distance in the group, he said 
no reference was made to Center Point in the decision in the 
General Brick case. He said he had been unable to locate any 
evidence in the record relating to Center Point other than the 
fact that on a map introduced by the complainant it was shown 
a8 part of the group. He said it was his view that the group 
should not be disrupted on this particular traffic except on a 
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much clearer showing of necessity therefor than was apparent 
on this record. 


SEWER PIPE AND WALL COPING 


The Commission, by division No. 4, in a report written by 
Commissioner Meyer, on No. 13878, Chicago Fire Brick Co. et al. 
vs. Ahnapee & Western et al., mimeographed, has found rates 
on sewer pipe and wall coping, in carloads, from Brazil and 
Mecca, Ind., to destinations in Illinois, Wisconsin and Minnesota 
unreasonable and unduly prejudicial. It has prescribed bases 
for the making of new rates but issued no order, expecting the 
railroads to work out an adjustment in conformity with the 
bases shown within ninety days. In the event they do not, the 
Commission will consider the entry of a proper order. 

Complainants, manufacturers of clay products at Brazil and 
Mecca, alleged the rates to destinations in Illinois, Wisconsin, 
upper Michigan, Minnesota, Iowa and Missouri were unreason- 
able, unjustly discriminatory and unduly prejudicial to them 
and unduly preferential of competitors in Illinois, Iowa, Missouri 
and Minnesota. They asked for new rates and reparation. The 
rates are sixth class in Official, class A in Southern, and class 
E in Illinois and Western Classifications. The class rates in 
the Illinois district were prescribed in Illinois Classification, 
55 I. C. C. 290, and 56 I. C. C. 202, when rates the same as 
C. F. A. rates were ordered into effect. Since the hearing class 
rates from Brazil and Mecca, the report said, to Wisconsin, 
Iowa and Missouri, had been changed in conformity with the 
Commission’s decision in Indiana Public Service Commission vs. 
A. T. & S. F., 88 I. C. C. 709, called the Indiana-Twin Cities case, 
and Indiana Public Service Commission vs. A. T. & S. F., 88 
I. C. C. 729, called the Indiana-Missouri River case. To those 
cases, the Commissioner said, this one was closely related. The 
complainants contended that rates in conformity with the In- 
diana-Twin Cities case would result in a proper adjustment to 
points in upper Michigan about which no findings were made. 
The findings are as follows: 


We find that the rates on sewer pipe and wall coping from 
Brazil and Mecca to points in Illinois Classification territory were, 
are, and for the future will be, unreasonable and unduly preju- 
dicial to the extent they exceeded or may exceed the contempo- 
raneously applicable rates for like distances from St. Louis to the 
same destinations. ; 

We further find that the rates on sewer pipe and well coping 
from Brazil and Mecea to destinations in Wisconsin not included 
in the Illinois Classification territory and to destinations in Min- 
nesota embraced in the complaint, except St. Paul and Duluth, 
were, are, and for the future will be, unreasonable and unduly 
prejudicial to the extent that the rates therefrom to the Duluth 
group exceeded or may exceed the contemporaneously applicable 
rates from St. Louis to that group; that the rates therefrom to 
points in the St. Paul group exceed by more than one from St. 
Louis; and that the rates therefrom to the remainder of the terri- 
tory in question exceed the contemporaneously applicable rates 
thereto from St. Louis, the rates from St. Louis to the groups 
and territory just described to be properly related to the present 
rates from St. Louis to Duluth and St. Paul. 

This proceeding, as is readily apparent, is closely related 
to the Indiana-Twin Cities Case, and the Indiana-Missouri River 
Case, our findings in which effected a general change in the class- 
rate adjustment from Indiana to a large part of the destination 
territory here considered, and is itself in the nature of a prayer 
for a more or less general readjustment of rates which have 
been in effect for a long period of years. Under similar circum- 
stances we have repeatedly denied reparation. Moreover, the tes- 
timony regarding the paying and bearing of the charges is 
somewhat unsubstantial. Reparation will be denied. 

No ordér will be entered at this time, but defendants will be 
expected to establish rates in conformity with the foregoing find- 
ings within ninety days from the issuance of this decision, failing 
which we will consider the entry of an appropriate order. zZ 


REPARATION ON ROUGH GRANITE 


A finding of unreasonableness and an award of reparation 
have been made in No. 16347, J. P. Burgoin & Co. vs. Chicago, 
Burlington & Quincy et al., mimeographed, as to the rates on 23 
carloads of rough granite from Middlebrook and Iron Mountain, 
Mo., to Elmwood, Ill., shipped between December, 1920, and 
April, 1923. The complaint alleged the rates were unreasonable 
and discriminatory. The Commission, by division No. 4, found 
them unreasonable to the extent they exceeded 24 cents before 
and 21.5 cents after July 1, 1922, and awarded reparation to that 
basis. 


SHALE BRICK REPARATION 


A retroactive application of a rate of 7 cents, applicable on 
common brick made from low-grade surface clay to brick made 
of a mixture of low-grade shale and surface clay, has been au- 
thorized in No. 16649, Reliance Brick Co. vs. Missouri, Kansas & 
Texas et al., mimeographed. The Commission, by division No. 
4, found the rate on common brick from Iola, Kan., to Kansas 
City unreasonable and authorized the carriers to waive under- 
charges. A rate of 8.5 cents was applicable. Under the descrip- 
tion of common brick made in the first report on National Paving 
Brick Manufacturers’ Association vs. Alabama & Vicksburg, 68 
I. C. C. 218, the brick shipped did not come within the descrip- 
tion because of the mixture of clay and shale. The shipments 
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in question were made between January 16 and November 27, 
1923. In the second report, 80 I. C. C. 179, the Commission 
changed the description so as to include brick made from com- 
mon shale, The rate on common clay brick made by the scale 
in the first report was 7 cents. The carriers assessed that rate 
on the shipments of the complainant and then made no defense 
against the complaint alleging it to be unreasonable and unduly 
prejudicial. The Commission said it was unreasonable, but not 
unduly prejudicial. as 


PASSENGER SERVICE COMBINATION 


The Commission, in a report on No. 17876, Twin Cities-Head 
of-the Lakes Joint Passenger Train Service, written by Commis- 
sioner Lewis, mimeographed, has approved the joint passenger- 
train service and division of earnings therefrom, proposed by the 
Northern Pacific and the Soo Line, between Twin Cities and 
Duluth, Minn., and Superior, Wis. No opposition to the proposed 
pooling arrangement was voiced at the hearing, said Mr. Lewis. 
The applicants, he said, estimated a total saving of $115,000 a 
year in their operating expenses from the discontinuance of the 
Soo late night trains. The Northern Pacific, he said, estimated 
a like saving from the discontinuance of its late afternoon trains. 
The American Railway Express Company estimated its saving, 
by reason of the discontinuance of the Soo night trains, at be- 
tween $3,000 and $4,000 a year. 


RIG IRON FINDING REVERSED 


The Commission has reversed itself, in part in No. 14760, 
Parkersburg Rig & Reel Company vs. Chicago, Rock Island & 
Pacific et al., mimeographed. The original decision was made in 
95 I. C. C. 181. It réversed the finding of unreasonableness of 
rates on rig irons in the past and denied reparation. It affirmed 
the finding of unreasonableness as to rates from Parkersburg, 
W. Va., to destinations in Louisiana, Arkansas, Oklahoma, Kan- 
sas, Montana, and California for the future, making a general 
readjustment and also the prescription of rates for the future. 
The report also covers No. 14760 (Sub-No. 1), Same vs. Missouri 
Pacific Railroad Company et al.; No. 12056, Same vs. Director- 
General, as Agent, Baltimore & Ohio Railroad Company et al.; 
No. 13506, Same vs. St. Louis-San Francisco Railway Company 
et al.; and No. 13537, Same vs. Chicago, Milwaukee & St. Paul 
Railway Company et al. 

It applied the rule laid down by the Supreme Court in Dan- 
zer & Co. vs. Gulf & Ship Island, decided June 8, 1925, as to the 
applicability of section 206(f) and dropped some shipments from 
consideration. Commissioner Hall, who wrote views, and Com- 
missioners Meyer and Campbell, who did not, dissented. 


COMMISSION REVERSES SELF 


The Commission, on reconsideration in No. 14852, F. M. 
Jones et al. vs. Pennsylvania, mimeographed, has reversed its 
original finding, in 93 I. C. C. 697, and come to the conclusion 
that the rates charged on bicycles, carloads, from Little Falls, 
N. Y., to San Francisco and from Middletown, O., to Oakland, 
Calif., were inapplicable and awarded reparation. It further 
held that claims for reparation on a shipment of bicycles from 
Westfield, Mass., to San Francisco and one from Middletown, O., 
to Oakland were abandoned because they were not presented for- 
mally until more than two years after the cause of action accrued 
and more than six months after notice to the claimant that they 
could not be settled informally. 

Originally the Commission held first class rates were ap- 
plicable. The complainant contended that a bicycle came within 
the description of a light, non-self-propelling passenger vehicle 
on which a commodity rate, much less than the first class rate 
assessed, was applicable. On reconsideration the Commission 
found that in United Cycle & Supply Company vs. B. & O., 93 
I. C. C. and 101 I. C. C. 334, it considered the same question of 
tariff construction and came to the conclusion for which the com- 
plainant in this case contended, wherefore it reversed the former 
finding that the first class rate was applicable and made an 
order of reparation. 


REPARATION ON LUMBER 


The Commission, by division No. 4, in No. 16367, Gulf Red 
Cypress Company vs. Alcolu Railroad Company et al. (mimeo- 
graphed), has found the rate on cypress, ash and maple lumber, 
from Gable, S. C., to Cincinnati, 40.5 cents, applied on 20 car- 
loads, shipped between February, 1923, and May, 1924, unrea- 
sonable to the extent it exceeded 36.5 cents, the present basis. 
It awarded reparation to that basis. 


SECOND REPARATION ORDER 

The Commission, by division No. 4, in No. 16137, Jackson 
Traffic Bureau, for Binswanger & Co., vs. St. Louis- San Fran- 
cisco et al. (mimeographed), following Jackson Traffic Bureau vs. 
St. Louis-San Francisco, 88 I. C. C. 188, has found the rate 
charged on two carloads of common window glass shipped from 
Okmulgee, Okla., to Jackson, Miss., unreasonable to the extent 
it exceeded 69.5 cents. In the first report reparation was 
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awarded to the party that bore the charges up to 73 cents. The 
second complaint was in behalf of the party that bore the charges 
in excess of 73 cents. In this report the Commission affirmeg 
its former report and awarded reparation to Binswanger & (po, 
for the part of the rate in excess of 73 cents. 


LOG RATES UNREASONABLE 

A finding of unreasonableness and an award of reparation 
have been made in No. 16608, Crook Son & Co. vs. Kalamazoo, 
Lake Shore & Chicago et al. (mimeographed), as to the sixth 
class rates on eleven carloads of logs from Pawpaw and Lay. 
ton, Mich., to Hicksville, O., in January, February and March, 
1923. The Commission, by division No. 4, found the rates up. 
reasonable, but not otherwise unlawful. The Commission saiq 
the sixth class rates of 17 and 18.5 cents, over different routes, 
were unreasonable to the extent they exceeded 16.5 cents. The 
complainant, the report said, sought reparation to the basis of 
a rate 65 per cent of sixth class, the basis prescribed by the 
Commission for logs In Indiana Public Service Commission ys, 
Ann Arbor, 85 I. C. C. 533. 


SOLID ASPHALT RATES 


A finding of unreasonableness has been made in No. 16548, 
Sall Mountain Company vs. Atchison, Topeka & Santa Fe et al 
(mimeographed), as to rates on solid asphalt, in iron barrels 
and drums, carloads, from West Port Arthur and Port Arthur, 
Tex., to Porter, Ind. The Commission, by division No. 4, found 
the rates unreasonable to the extent they exceeded the con- 
temporaneous combinations to and from Whiting, Ind., and 
awarded reparation to that basis. Thirteen carloads were cov- 
ered by the complaint. It alleged the rates, between June 13 
and 28, 1921, and on February 17, 1923, and delivered between 
June 24 and July 18, 1921, and on March 1, 1923, were unrea- 
sonable and in violation of the aggregates part of the fourth sec- 
tion. The claim was informally presented June 25, 1923. There- 
fore, the report said, reparation on shipments delivered or 
tendered for delivery more than two years prior to that date 
were barred. The applicable rates, it said, were the Chicago 
combination. Contemporaneously there was a lower combination 
on Whiting, Ind., but the governing tariff was so restricted that 
the Whiting combination was not applicable. In April, 1924, 
a joint rate of 34.5 cents was established. 


CARETAKER FARE CASE 


The Commission, by division No. 4, in No. 15932, Samuel 
Werner, Inc., et al. vs. Director-General of Railroads, as agent, 
mimeographed, found the collection of passenger fares for the 
transportation of attendants with carloads of live poultry, 
shipped from points in various states to Hoboken, N. J., between 
January 11 and January 24, 1920, was unreasonable and awarded 
reparation on six of the seven shipments involved, the exception 
having been made on account of the failure of the complainants 
to include it in the informal cases. They brought it forward in 
the formal case for the first time. The Director-General made 
objections of various sorts, but they were overruled, the Com- 
mission finding, among other things, that the consignors and 
consignees had an arrangement among themselves under which 
each bore one-half of the transportation charges and that the 
agency arrangement between them made it the duty of the 
complainant to present the question of refunds of passenger 
fares that were imposed, for a short time, in 1920 because tariff 
publications were not such as to carry out the intention of the 
carriers not to collect passenger fares from the attendants 
whose ministrations to the lading relieved them from care in 
that matter. : 


BEDDING OF LIVESTOCK 


On reconsideration in No. 13107, National Live Stock Ex- 
change vs. Santa Fe et al. (mimeographed), the Commission 
found the rules and charges of the railroads governing the bed- 
ding of livestock cars not unreasonable for application of all the 
defendants. It has reversed the findings in former reports in 
that regard (80 I. C. C. 747, and 87 I. C. C. 157), in so far as 
inconsistent with the present findings. In the former findings it 
held that some carriers had included the cost of bedding in their 
line-haul rates and that they were, therefore, not entitled to 
make separate charges for bedding. 


NOVEL IDEA REJECTED 


In a report on No. 13524, Hammond Iron Works vs. Pennsy!- 
vania et al., mimeographed, the Commission, by division No. 4, 
has found interstate rates on iron and steel articles, from points 
in the Pittsburgh district, Cleveland, Youngstown, Buffalo and 
Claymont, Del., to Warren and Struthers, Pa., not unreasonable 
or otherwise unlawful. It has, however, found the charges of 
the Pennsylvania for the interchange and switching, at Warren, 
of interstate inbound carload shipments on iron and steel de- 





























stined to Struthers unreasonable to the extent they exceeded. 66. 
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cents per net ton prior to July 1, 1922, and 60 cents per ton 
thereafter. That charge is to be published not later than March 
33, Only two interstate shipments were shown to have been 
taken from Warren to Struthers. Reparation was denied be- 
cause there was no showing that the complainant paid and bore 
the charges at the fifth class local rate, which the Commission 
said, on an ordinary load of steel, would amount to about $99. 


Rates from the points of origin mentioned in the foregoing 
ragraph were alleged to be unreasonable, unduly prejudicial 
and in violation of the long and short haul part of the fourth 
section. The complainant, the report said, in the manufacture 
of steel storage tanks bought its iron and steel upon the Pitts- 
purgh plus basis, the same as its competitors. It said that the 
real attack was upon the intrastate rates over the two short 
routes of the Pennsylvania from Pittsburgh to Warren. One of 
those is via Red Bank, 190 miles, and the other view New Castle, 
170 miles, the Red Bank being the route generally used. There 
are more circuitous routes via Ohio junctions. Two carloads 
moved by the interstate routes in the eight months preceding the 
fling of the complaint. The carriers insisted they were so 
routed as to make a showing in support of the complaint. Such 
a movement, the Commission said, could hardly be considered 
substantial in view of the complainant’s statement that its 
freight charges on this traffic amounted to $100,000 annually. 
The switching question arose in connection with the transfer of 
these shipments from the New York Central to the Pennsylvania, 
the delivering line. In disposing of the case the Commission 
said: 


Defendants objected upon jurisdictional grounds to the receipt or 
consideration by us, under the issues here presented of any evidence 
relating to intrastate rates. It is complainant’s contention that 
the Pennsylvania by fixing over its short intrastate route rates al- 
leged to be excessive controls and upholds to an unreasonable level 
the rates via interstate routes, thereby imposing an unjust burden 
upon interstate commerce. We are asked to remedy this situation 
by reducing the intrastate rate from Pittsburgh to Warren to an 
amount claimed reasonable by complainant on the theory that, this 
being the basing rate, such action will result in the establishment 
of reasonable and nondiscriminatory interstate rates from Pitts- 
burgh and other iron and steel producing points in this territory. 
This is a novel theory. No attempt is made to show that any per- 
sons or localities in intrastate commerce are favored or persons or 
localities in interstate commerce prejudiced by reason of the ex- 
isting rate adjustment. Neither is there any claim that the intra- 
state rate fails to produce for the service which it covers a just 
share of the carrier’s revenue as compared with the level of inter- 
state rates; the contention is rather that the earnings under the 
rates applicable to both classes of routes are too high. It is obvious 
from the foregoing that there is not here presented a situation such 
as would bring any of the intrastate rates in question under our 
jurisdiction. The most that we can do in this proceeding is to de- 
termine whether the interstate rates in issue, including those in 
effect via interstate routes between Pittsburgh and Warren, are un- 
reasonable or otherwise in violation of the interstate commerce act. 


At the time of the hearing herein, the rates from points in the 
Pittsburgh district to Warren, intrastate and interstate, were 23.5 
cents, carloads, and 33.5 cents, less-than-carloads, these being the 
fifth and fourth-class rates, respectively, applicable on iron and 
steel articles under the so-called Disque scale in effect in central 
territory, based on the distance of approximately 170 miles over the 
short line of the Pennsylvania through New Castle, although, as 
indicated above, the iron and steel traffic between the points re- 
ferred to moves over the 190-mile route through Red Bank. Computed 
at 294 miles, the average distance over the two interstate routes 
hereinbefore named, these rates would yield ton-mil earnings of 16 
mills, carloads, and 23 mills, less-than-carloads, as contrasted with 
25. mills, carloads, and 35 mills, less-than-carloads, by the intrastate 
route used. The rates named became effective with the general re- 
ductions of July 1, 1922. Prior to that time they were 26 cents, 
carloads, and 37 cents less-than-carloads. Class rates have been in 
effect from Pittsburgh to Warren since January, 1919, at which time 
the commodity rates which previously applied were canceled by the 
Director General of Railroads. 

Some time prior to the filing of this petition complainant filed 
with the Public Service Commission of Pennsylvania a complaint in 
which it also sought a reduction in the intrastate rates from Pitts- 
burgh to Warren. Since the hearing herein a decision has been ren- 
dered by the state commission finding the rates referred to unrea- 
sonable and pnjustly discriminatory in comparison with other intra- 
state rates and requiring the Pennsylvania to establish and maintain 
“until the rates on iron and steel in this territory are finally adjusted 
on an equitable basis’? commodity rates of 18.5 cents, carloads, and 
22.5 cents, less-than-carloads. This carload rate is the same in 
amount as that prescribed by us for 170 miles, the short-line dis- 
tance between Pittsburgh and Warren, in the recent case of Jones 
& Laughlin Steel Corp. vs. B. & O. R. R. Co., 96 I. C. C. 682-694, 
for application from points in the Pittsburgh district to points in 
Indiana and Illinois. As applied to the 190-mile intrastate route over 
which the traffic moves, the rates prescribed by the state commission 
will yield ton-mile earnings of 19 mills, carloads, and 24 mills, less- 
than-carloads. It will be observed that these earnings are higher 
than those shown above for the interstate routes, computed at the 
rates in effect prior to the reductions ordered by st&te authority. 
If the carriers forming the interstate routes elect to continue to 
meet the applicable intrastate rates, it is obvious that on any of this 
traffic which they may secure their earnings will be still further re- 
duced. The Pittsburgh-Warren interstate rates complained of are 
not shown to be unreasonable or otherwise unlawful. 


_ We find that the interstate rates on iron and steel articles from 
points in the Pittsburgh district, Cleveland and Youngstown, Ohio, 
Buffalo, N. Y¥., and Claymont, 1., to Warren and Struthers, Pa., 
were not and are not unreasonable or otherwise unlawful. 

We further find that the charges of defendant Pennsylvania 
Railroad Company for the interchange and switching at Warren of 
interstate inbound carload shipments of iron and steel articles con- 
Signed to Struthers have been and are unreasonable to the extent 
they exceeded, prior to July 1, 1922, 66 cents per net ton, and subse- 
quent thereto and for the future, exceeded or may exceed 60 cents 
per net ton. An appropriate order will be entered. 

But two shipments are shown to have moved at the charges 
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herein found unreasonable, and there is no showing that complainant 
paid or bore the charges thereon. Reparation will be denied. 


COMMISSION ORDERS 


The Commission has denied the petition of the Frankfort & 
Cincinnati to reopen finance No. 2954, Abandonment of Frankfort 
& Cincinnati Railway, for further hearing. 

The Commission has denied the petition of the Port Angeles 
Western praying that so much of the report and order entered 
in finance No. 4706, operation of line by Port Angeles Western 
Railroad, on August 25, 1925, has dismissed the petitioner’s re- 
quest for permission to retain excess earnings under the provi- 
sions of paragraph (18) of section 15-a of the interstate com- 
merce act be reconsidered, and its application in proceeding for 
permission to retain excess earnings be reinstated and granted. 


The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 15037, South- 
western Millers’ League et al. vs. Santa Fe et al. 

The National American Wholesale Lumber Association has 
been permitted to intervene in No. 15408, Milne Lumber Company 
vs. Big Four et al. 

The Corn Exchange, Buffalo, N. Y., and the Millers’ Traffic 
Committee, Buffalo, N. Y., have been permitted to intervene in 
No. 17837, City of Oswego, N. Y., vs. Baltimore & Ohio et al. 

The Commission has denied the petition of defendants in 
No. 12670, Wortham-Carter Publishing Company et al. vs. Di- 
rector-General, Ahnapee & Western et al., and No. 12651, Same 
vs. Director-General, Santa Fe, et al., for reargument. 

The Commission has reopened No. 11894, Indiana, rates, 
fares and charges, in the matter of rates, fares and charges 
applicable between points in the state of Indiana, for further 
hearing, at such time and place as it may hereafter direct, in 
so far as it relates to the relation of state to interstate rates 
and unreasonable preference or prejudice as between intrastate 
and interstate commerce on sand and gravel, in carloads, from 
Ginger Hill, Ind., to Wyatt and Granger, Ind., maintained prior 
to April 17, 1922, by virtue of its orders therein. 

The petition of the New York, New Haven & Hartford for 
modification of order entered in No. 13413, in the matter of 
automatic train control devices, on January 14, 1924, is denied 
except in so far as to make the effective date for fulfillment 
thereof July 18, 1926, in lieu of February 1, 1926. 

The Commission has denied the petition of the Vicksburg, 
Shreveport & Pacific for reopening hearing for the taking of 
evidence, oral argument before the whole Commission, and modi- 
fication of the findings of the report in finance No. 866, guaranty 
settlement with Vicksburg, Shreveport & Pacific, dated July 22, 
1925. ' 


The order in No. 16432, Cairo Syrup Company vs. Indiana 
Harbor Belt et al., of December 5, 1925, which was by its terms 
made effective February 8, 1926, is modified so that it will be- 


come effective on March 10, 1926, instead of on said February 
8, 1926. 


The St. Louis Southwestern Railway Company and St. Louis 
Southwestern Railway Company of Texas have been permitted 
to intervene in No. 17390, Luckenbach Steamship Company, Inc., 
vs. Southern Railway et al. 

The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 17662, Louisville Board of Trade vs. 
Aberdeen & Rockfish et al. 

The order entered in No. 16076, Deshler Broom Factory et al. 
vs. Santa Fe et al., on November 14, 1925, as subsequently modi- 
fied, has been vacated and set aside, and this proceeding has 
been reopened for further hearing. 

The Commission has denied the petition, filed January 30, 
1926, by the Louisville & Nashville for modification of order en- 
tered on January 14, 1924, in No. 13413, the automatic train 
control case, except in so far as to make the effective date for 
fulfillment thereof July 18, 1926, in lieu of February 1, 1926. 

The Commission has denied the defendants’ petition for va- 
cation of the order entered in No. 12068, Wilson & Company, Inc., 
of Oklahoma, et al. vs. Director-General, Chicago, Burlington & 
Quincy et al.; No. 12067, Wilson & Company, Inc., vs. Director- 
General, Santa Fe et al.; No. 12127, Swift & Company vs. St. 
Louis-San Francisco, Director-General et al.; No. 12271, Norton 
Gregson Company et al. vs. Director-General, Santa Fe et al.; 
No. 12175, Morris & Company vs. Director-General, Santa Fe 
et al.; No: 12193, Armour & Company vs. Missouri, Kansas & 
Texas, Director-General et al.; No. 12388, Armour & Company 
et al. vs. Santa Fe, Director-General, as agent, et al.; No. 12515, 
Swift & Company vs. Kansas City Terminal, Director-General, 
et al.; and No. 12646, Swift & Comapny vs. Santa Fe et al., on 
June 27, 1923. 

The Commission has denied the petition of the Canadian 
National Railway for reopening, reargument and reconsideration 
in finance No. 233, Deficit Status of the U. S. and Canada Rail- 
road; No. 125, Deficit Status of the Champlain & St. Lawrence; 
No, 1349, Deficit Status of St. Clair Tunnel Company; and No. 
1378, Deficit Status of the Duluth, Winnipeg & Pacific. 

The Commission has postponed the effective date in No. 
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14771, John Morrell & Company et al. vs. New York Central et 
al., and the cases joined therewith, to April 27, 1926. 

The Commission has postponed the effective date in No. 
14775, Jackson Paper Company vs. Alabama Great Southern et 
al., from February 23 to April 23, 1926. 

Valuation docket No. 305, New Orleans Great Northern, has 
been reopened for further hearing to permit the introduction of 
evidence on the subject of working capital. 

The petition of January 8, 1926, filed by the Texas & Pacific 
and The Denison & Pacific Suburban for a postponement of the 
effective date of fourth section order No. 9221, Miscellaneous 
Charges at New Orleans, La., has been denied. 


SUSPENDED TARIFFS 


In I. and S. No. 2595, the Commission has suspended from 
February 5 and 10 until June 5 schedules published in Leland’s 
I. C. C. Nos. 1797 and 1798, Boyd’s I. C. C. No. A-1631 and various 
other tariffs published by Boyd, Fonda, Jones, Leland and by 
various carriers operating in Western Trunk Line and South- 
western territories. The suspended schedules propose to revise 
the rates on lard, meats, and packing-house products, carloads, 
from, to and between points in Western Trunk Line and South- 
western territories, and would permit both increases and re- 
ductions. The following is illustrative: 


Packing house products, carloads, from Kansas City, Mo., to Ard- 
more, Okla., present 64%, proposed 62; No. Fort Worth, Tex., to E. St. 
Louis, Ill., present 55, proposed 77. 


In I. and S. No. 2596 the Commission has suspended from 
February 7 and later dates, until June 7, schedules as published 
in the following tariffs: Cleveland, Cincinnati, Chicago and St. 
Louis Ry. Co., Supplement No. 15 to I. C. C. No. 8196; Wabash 
Railway Company, Supplement No. 11 to I. C. C. No. 5826; Chi- 
cago and Alton Railroad Company, Supplement No. 5 to I. C. C. 
No. A-1782. The suspended schedules propose to reduce the 
rates on bituminous coal, from Illinois mines to upper Mississippi 
River Crossings and related points. The following is illustrative: 


From Springfield, Ill., to Keokuk, Ia., present, A 189, B 176, C 164; 
proposed, A 175, B 175, C 150. From Springfield, Ill., to Hannibal, 
Mo., present, A 167, B 160, C 160; proposed, A 167, B 160, C 150. 





A—Lump coal. B—Run of mine. C—Fine coal. 


ALLOWS FURNISHING CHARGE 
The Traffic World Washington Bureau 


The Commission has refused to suspend Speiden tariff sup- 
plements which impose charges for the furnishing of refrigera- 
tor cars in the southeast for the transportation of freight requir- 
ing refrigeration. Fruit and vegetable shippers protested, on 
principle, against the imposition of such charges, notwithstanding 
that the carriers for whom Speiden was publishing the charges 
provided lower line-haul rates. The schedules are carried in 
Supplement No. 9 to Speiden’s I. C. C. No. 914 and Supplement 
No. 1 to Speiden’s I. C. C. No. 958. 


The supplements provide for a charge of $5 for furnishing 
a refrigerator which is to be used “dry,” that is, into the bunk- 
ers of which no ice is to be placed, and $12.50 for one in which 
the bunkers are to be filled, these charges to be in addition to 
charges for any ice furnished. 


In one of the supplements, an illustrative change is fur- 
nished by the item covering an order for a “dry” car from 
Jacksonville to Orlando, Fla. The charge for furnishing the 
car will be $5 and the line-haul rate will be 54 cents instead 
of 83.5 cents, as at present, under what may be called the whole- 
service rate; that is to say, a rate that will cover the furnishing 
and the hauling of the car. A “wet” car furnished at the re- 
quest of the shipper will be billed to him, for a like haul at 
$12.50 for the furnishing of the car and the reduced line-haul 
charge of 54 cents. 


Protests were made, among others, by the American Fruit 
& Vegetable Shippers’ Association, Florida shippers of citrus 
fruits and Florida shippers of vegetables. They opposed the im- 
position of the charge on principle and regardless of the fact 
that, seemingly, the schedules would result in lower charges. 
Shippers have generally opposed the imposition of charges for 
the furnishing of cars by a carrier on the ground that it is the 
duty of the carrier to furnish equipment suitable for the carriage 
of freight it offers to carry or is required, by law, to carry. 
They have admitted the right of the carrier to impose charges 
high enough to cover all costs arising from the furnishing of 
equipment, no matter what the sort, required by the peculiari- 
ties of the traffic if it moved in such volume as to enable the 
carrier to make an estimate of the amount of the equipment 
that would be required in the ordinary course of business. They 
have opposed the imposition of special charges because, as they 
have contended, rates published by American railroads always 
have contemplated the furnishing of equipment and service for 
a single charge. They have eontended that all rates have been 
based on estimates covering the cost of furnishing what carriers, 
at times, have called special equipment or special services and 
that charges for so-called special equipment and special services; 
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the elements of cost that would be incurred in the carriage of 
such traflic. 


PETITIONS FOR REHEARING, ETC. 


The protestants, Pacific Coast Vegetable Growers’ and Ship. 
pers’ Transportation Committee and others, have asked the Com. 
mission for rehearing in I. and S. No. 2262, protective service on 
perishable freight. 

The complainant in No. 14121, the Jewell Company, Inc. yg, 
Santa Fe et al., has asked the Commission to deny defendants’ 
request for further argument and modification of order. 

The Minneapolis, St. Paul & Sault Ste. Marie and Great 
Northern, two defendants in No. 16270, have asked for the post. 
ponement of effective date of order of December 30, 1925, in 
No. 16270, Board of Railroad Commissioners of the State of 
South Dakota vs. Chicago & North Western et al. 

The defendants in No. 16227 and Sub-No. 1, Wilson & Com- 
pany, Inc., et al. vs. the Chesapeake & Ohio, have asked for 
rehearing and reconsideration of that part of the above men. 
tioned cases relating to reparation. 

The complainant in No. 16161, and Sub-Nos. 1 and 2, Lone 
Star Gas Company vs. Santa Fe et al., has asked the Commission 
for rehearing. 

The New York, Ontario & Western has asked the Commis. 
sion to vacate its order reopening hearings and revising tenta- 
tive valuation in valuation No. 192, In the Matter of the valua- 
tion of the New York, Ontario & Western Railway Company et 
al. 

The Alabama Public Service Commission, intervener in No, 
17489, Certain-teed Products Corporation vs. Aberdeen & Rock- 
fish Railroad Company, has moved that the Commission strike 
the petition of the Certain-teed Products Corporation, filed Au- 
gust 27, 1925, in so far as it involves Alabama interstate rates, 

The complainants and interveners in No, 15271 (and Sub. 
No. 1), R. E. Funsten Company et al. vs. Alabama & Vicksburg 
Railway Company et al., have filed a second petition asking the 
Commission to reopen, rehear and reargue that case. 

The carriers dependent under docket No. 9702 and related 
cases (77 I. C. C. 473), Memphis Southwestern Investigation, 
have asked the Commission to postpone the effective date of 
its orders under docket 9702 and related cases, and the effective 
date of its fourth section orders Nos. 8600, 9012 and 9144, from 
April 25, 1926, to October 25, 1926. 

The complainants in No. 12386, North Packing & Provision 
Company et al. vs. Director-General et al., and No. 13485, North 
Packing & Provision Company et al. vs. Boston & Albany et al., 
have asked the Commission for rehearing, reargument, or modifi- 
cation of the report. 

The complainant in No. 16041, The Texas Company vs. Texas 
& Pacific et al., has asked the Commission to reopen for oral 
argument and reconsideration upon the record as made. 

The complainant in No. 15869, Heller Brothers et al. vs. 
Director-General, as agent, has asked the Commission for re- 
hearing. 

The complainant in No. 14171, the Borden Company vs. Ann 
Arbor et al., has asked the Commisison to reconsider the case 
on the record as made. 

George A. Hormel & Company, an intervener, in No. 14771, 
John Morrell & Company et al. vs. New York Central et al., and 
consolidated cases, has asked the Commission to reopen this 
proceeding for the specific purpose of reargument. 

The Norfolk & Western has applied for a rehearing and 
modification of the Commission’s order in No. 13413, Sub. No. 
7, The Automatic Train Control Case. 

The New York, Ontario & Western and others have asked 


for a reopening in valuation docket 192 and for a revision of the. 


tentative valuation in that case. 


MODIFIED PROCEDURE DOCKET 

Commissioner Meyer has suggested the placing of the fol- 
lowing cases upon the modified procedure docket: No. 17932, 
Amicon Fruit Co. et al. vs. Alabama & Vicksburg et al.; No. 
17926, Bluefield Hardware Co. et al. vs. Baltimore & Ohio et al.; 
No. 17930, United Verde Copper Co. et al. vs. Atchison, Topeka 
& Santa Fe et al.; No. 17901, Turner Creamery Co. vs. Chicago, 
Milwaukee & St. Paul et al.; No. 17863, Bunker Hill & Sullivan 
Mining & Concentrating Co. vs. Oregon-Washington R. R. & Navi- 
gation Co. et al. 


CHANGE IN DOCKET 


Hearing in I. and S. No. 2586, tin cans from Virginia to 
Louisville & Nashville R. R. stations in Alabama and Florida, 
assigned for February 12, 1926, at Roanoke, Va., before Exam- 
iner Fuller, was postponed to a date to be hereafter fixed. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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UNFINISHED SHOVEL HANDLES 


A finding of unreasonableness, an award of reparation and 
an order establishing reasonable rates for the future have been 
proposed by Examiner W. J. Koebel in No. 16814, Ames Shovel 
& Tool Company vs. New York, New Haven & Hartford et al., 
as to rates on unfinished shovel handles, in carloads, from Cum- 
perland Mills and Oakland, Me., to North Easton, Mass., Chel- 
tenham and Beaver Falls, Pa., Anderson, Ind., and St. Louis. 
The complaint alleged the rates on shovel handles in the rough 
were in violation of the first three sections. Fifth class was 
applied. The complainant asked that they be found unreason- 
able to the extent they exceeded 80 per cent of sixth class, as- 
serting that lumber rates even lower than would result from the 
use of that basis were applied to shovel handles in other terri- 
tories. In disposing of the case the examiner said: 


Although complainant indicates that there are some commodity 
rates published on lumber between points in official territory, it makes 
no claim that the general basis in that territory is not sixth class. 
The handles here under consideration are clearly not entitled to the 
same or lower rates than on lumber, but in view of the bases approved 
on various wooden articles in Rates on Lumber and Lumber Prod- 
ucts, 52 I. C. C. 598, they are entitled to rates lower than fifth class. 
They load heavily and are not easily susceptible to damage. 

The commission should find that the rates applicable were, are, 
and for the future will be unreasonable to the extent that they ex- 
ceeded or exceed the following: From Cumberland Mills to Nort 
Easton 22 cents, to Cheltenham 31.5 cents, to Beaver Falls 33.5 cents, 
to Anderson 48 cents, and to St. Louis 61 cents; and from Oakland 
27.5, 37.5, 33.5, 48 and 61 cents, respectively. The commission should 
further find that complainant made shipments as described, and paid 
and bore the charges thereon at rates herein found unreasonable; 
that it has been damaged thereby in the amount of the difference 
between the charges paid and those which would have accrued at 
the rates herein found reasonable; and that it is entitled to repara- 
tion, with interest. 


JOINT RATES NOT NECESSARY 


Assistant Chief Examiner Charles F. Gerry and Examiner 
J. P. McGrath have recommended the dismissal of No. 16721, 
Central Railroad Company of New Jersey vs. New York, New 
Haven & Hartford et al., on a finding that the re-establishment 
of joint rates on traffic from and to points on the lines of the 
complainant and its connections west of Allentown, Reading and 
Harrisburg, Pa., and west of and including Hagerstown, Md., via 
New York harbor, to and from points on the new Haven and 
Central New England railroads is not necessary or desirable in 
the public interest and that the failure of the New England car- 
riers involved to establish such rates is not unduly prejudicial, 
discriminatory or otherwise unlawful. 

They further said the Commission should make no finding 
as to the divisions of joint rates on anthracite coal from points 
on the lines of the Central of New Jersey to destinations on the 
New England lines, via Maybrook, N. Y., and New York harbor 
points under paragraph 4 of section 1, because they were in issue 
in No. 11756, New England divisions. They said the divisions of 
the joint rates on anthracite coal from points on the lines of the 
complainant via Maybrook, N. Y., to points on the New England 
roads should be found not in violation of section 208(b) of the 
transportation act of 1920. They said the Commission should 
reject the complainant’s contentions. 

In describing the complaint, which arose from the proposed 
cancellation of rates and routes via New York harbor in 1908, 
and the negotiation of compromise which the complainant said 
was the best it could get because of the uncertainty of the Com- 
mission’s power over routes involving the use of car floats, the 
examiners said: 


The gravamen of the complaint is that the Jersey Central is 
being deprived of the additional revenues which it would receive 
under joint rates via New York harbor between these points. The 
divisions of joint rates west of Maybrook are the same as those 
west of Jersey City, except on anthracite Coal. The Lehigh & 
Hudson and, to some extent, the Lehigh & New England, however, 
share in the divisions west of Maybrook and Campbell Hall, 
whereas under joint rates via New York harbor the Jersey City 
would receive the entire amount of the divisions west of that point 
and substantially longer hauls from and to points on its line, and 
larger proportions and a longer haul on traffic received from or 
delivered to its connections. The divisions on anthracite coal 
Which the Jersey Central shares with the other two carriers west 
of Maybrook are, in addition, less than those west of Jersey City. 
An exhibit submitted by the Jersey Central shows that if all 
traffic between points on, or reached over its line and points on 
the New Haven which were handled via Maybrook during 1923 ahd 
moved at equal joint rates via New York harbor its gross revenues 
would have been increased by about $1,700,000. On the same basis 
the gross revenues of defendants would have been decreased to the 
extent of about $400,000. The total decrease in the gross revenues 
of the Lehigh & Hudson which would have resulted if all of that 
traffic had moved via New York harbor is not shown, but that it 
would have been substantial is indicated by the fact that more 
than half of the total tonnage handled by that carrier in that 
year was received from the Jersey Central. In this connection the 
Jersey Central suggests that it has no present intention of cancelling 
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the joint rates via Maybrook in the event that such rates are re- 
establishd via New York harbor and that with equal joint rates 
available over both routes it anticipates that much of the_ traffic 
now moving via Maybrook will continue to move that way. Making 
allowance for the latter traffic and based upon the tonnage that 
moved in 1923, it estimates upon brief that its gross revenues 
would be increased approximately $700,000 per year by the estab- 
lishment of joint rates via New York harbor. 

Expenditures made during recent years on its line between 
Easton and Jersey City, including approximately $13,500,000 for a 
new four-track bridge over Newark Bay, which will be completed 
during 1926 and will replace its present two-track bridge, are urged 
by the Jersey Central as showing the need for additional traffic 
over this portion of its line. 

The Jersey Central insists that it is entitled, as a matter of 
right, to its long haul on this traffic under paragraph (4) of 
section 15 of the act, which provides, in substance, that no car- 
rier by railroad shall be required to embrace in a through route 
substantially less than the entire length of its railroad which lies 
between the termini of such route, unless the inclusion of its line 
would make the through route unreasonably long as compared with 
another practicable through route which could otherwise be estab- 
lished. This provision places a limitation only on the Commission’s 
power to require the establishment of such through routes and does 
not affect the right of carriers to join in their establishment. 

It is conceded that there is no breach by defendants of the 
duty of establishing through routes imposed by paragraph 4 of 
section 1 of the act, in that a through route, together with 
facilities for its operation, now exists via New York harbor be- 
tween all points on, or reached over the Jersey Central west of the 
above-described line and points served by defendants. Defendants’ 
rules and regulations with respect to the operation of this route 
between these points are not shown to be unreasonable, and the 
evidence of record, consisting merely of general statements to 
the effect that the rates combinations which exceed the joint rates 
the effect that the rates are combinations which exceed the joint rates 
the rates over this route between these points are unreasonable 
in violation of the above section of the act. The essential question, 
therefore, is, whether the establishment of joint rates between these 
points over this route should be required under paragraph (3) 
of section 15 of the act. As recognized by the parties, the test 
as to when the commission should exercise its authority under 
this section is whether the joint rates are necessary or desirable in 
the public interest. 


JACKSONVILLE CASE DISMISSED 


An order of dismissal has been proposed by Examiner Paul 
O. Carter in No. 16233, Jacksonville Traffic Bureau vs. Alabama 
& Vicksburg et al., a complaint in which the examiner said the 
complainant primarily sought reparation on class traffic to Jack- 
sonville which moved between October 17, 1923, and November 
9, 1924, and on commodity traffic that moved between March 1, 
1924, and November 9, 1924, from destinations north of the Ohio 
and west of the Mississippi and on class traffic moving from the 
Buffalo-Pittsburgh territory to Jacksonville between February 
21, 1924, and December 14, 1924, on account of rate situations 
growing out of the efforts of the railroads to comply with the 
class rate decision of the Georgia commission, in February, 
1923, and the decision of the federal commission in Corporation 
Commission of North Carolina vs. Director-General, 64 I. C. C. 
264, 64 I. C. C. 64 and 57 I. C. C. 5238. 


Their efforts resulted in fourth section violations in that the 
bases they proposed for points south of Jacksonville resulted in 
rates to the more distant points to Palatka, for illustration, lower 
than to Jacksonville, the nearer point. The complainant asked 
for reparation and the restoration, the examiner said, of the basis 
of rates in effect to Jacksonville prior to October 17, 1923. The 
fourth section departures, the examiner said, were removed and 
no longer exist. He said the evidence did not show that Jack- 
sonville merchants were actually damaged by the disregard of 
the fourth section. In summing up the matter, Examiner Carter 
said: 


It is true that the fourth section violations at Jacksonville were 
entirely without justification, in so far as this record shows, and 
it is extremely doubtful whether such a comprehensive revision of 
rates as was made by the carriers was necessary because of the 
revision of intrastate rates in Georgia required by the Commission 
of that state. The careless manner in which the revision of inter- 
state rates was made undoubtedly caused a considerable amount of 
injustice to shippers and receivers of freight at Jacksonville and 
resulted in undue prejudice to shippers and receivers of freight at 
that point and undue preference of receivers and shippers. of freight 
at Palatka, with whom it was shown Jacksonville merchants were 
in competition. The evidence of record does not, however, show that 
Jacksonville merchants were actually damaged. 

The Commission has found in numerous cases and in Davis vs. 
Portland Seed Co., 264 U. S. 403, the Supreme Court of the United 
States held that proof of financial loss is necessary to enable a 
shipper to recover damages for the exaction by a carrier of a greater 
rate for a shorter than for a longer haul over the same route, con- 
trary to the provisions of section 4 of the interstate commerce act. 
No proof of financial loss by reason of the fourth section violations 
at Jacksonville was made by complainant on behalf of its members, 
and therefore no reparation can be awarded because of the fourth 
section violations. 

The class rates from points in central, western and Buffalo- 
Pittsburgh territories to Jacksonville proper were before the Com- 
mission in No. 13494, and in that proceeding reasonable rates for 
the future were prescribed. The undue prejudice against Jackson- 
ville in favor of Palatka has been removed, and while there is evi- 
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dence tending to show that it was not necessary to increase some of 
the rates to Jacksonville proper to the extent done in the revisions 
of October 17, 1923, and February 21, 1924, the rates as a whole to 
Jacksonville proper have not been shown to be unreasonable. 

The commodity rates to Jacksonville proper on automobiles were 
in the same situation as the class rates from central and western 
territories. They have been shown to have been in violation of sec- 
tion 4 and unduly prejudicial as compared with the rates to Palatka 
during stated periods, but not unreasonable. No proof of damage by 
reason of the fourth section violations or resulting from the undue 
prejudice has been made. 

With respect to the rates on iron and steel articles from Buffalo- 
Pittsburgh territory to Jacksonville and the rates on cyanamid from 
Niagara Falls, Ont., to Jacksonville, the evidence does not show that 
the rates on those commodities to Jacksonville are unreasonable, 
but it does show that the relationship between the rates to Jack- 
sonville and the rates to the Gulf ports are in need of revision. 
No allegations that the rates on iron and steel articles and cyanamid 
to Jacksonville were unduly prejudicial to that point and unduly 
preferential to the Gulf ports were made in the complaint, and the 
Commission is without authority to make a finding under section 3 
in this proceeding with respect to those rates. The Commission should 
find that the class rates and the rates on automobiles, in carloads, 
from points north and west of the Ohio and Mississippi rivers and 
on traffic transported through the Gulf ports and the Virginia cities 
to Jacksonville, Fla., were unduly prejudicial to Jacksonville and 
unduly preferential of Palatka, Fla., to the extent they exceeded the 
rates to Palatka, and were in violation of the long-and-short-haul 
clause of section 4 of the interstate commerce act during thé fol- 
lowing-named periods: 


(a) Class rates from central and western territories from Octo- 
ber 17, 1923, t oNovember 9, 1924, inclusive. 


(b) Class rates from Buffalo-Pittsburgh territory from February 
21, 1924, to December 14, 1924, inclusive. 

(c) Rates on automobiles, in carloads, from central and western 
territories from March 1, 1924, to November 9, 1924, inclusive. 

As no damage has been proved to have resulted from the undue 


prejudice found to exist or from the violations of section 4, reparation 
should be denied. 


The Commission sHould further find that the present class rates 
and the rates on automobiles in carloads, from the territories above 


described to Jacksonville are not unreasonable, unduly prejudicial 
or in violation of section 4. 


The Commission should further find that the rates on cyanamid, 
in carloads, from Niagara Falls, Ont., to Jacksonville and the rates 
on iron and steel articles, in carloads, from Buffalo, N. Y., and Pitts- 
burgh, Pa., and points taking the same rates, to Jacksonville, have 
not — shown to be unreasonable. The complaint should be dis- 
missed. 


ZINC CONCENTRATE REVISION 


A revision of the rates on zinc concentrates from the 
Joplin-Miami or tri-state field of southwest Missouri, southeast 
Kansas and northeast Oklahoma is proposed by Examiners 
Frederick M. Dolan and C. W. Griffin in a report on No. 15816, 
United Zinc Smelting Corporttion vs. Baltimore & Ohio et al. 
and the cases joined with it for hearing and disposition. They 
said the Commission should find the rates on concentrate, car- 
loads, from points on Miami Mineral Belt and Northeast Okla- 
homa railroads in that zinc ore field, to destinatitns in Illinois, 
Indiana, Ohio, West Virginia and Pennsylvania and from points 
on the trunk lines and junction points, to Terre Haute, Ind., 
unreasonable, and, in some instances unduly prejudicial; that 
the rates from trunk line and junction points to Grasselli, Ind., 
and to points in the states mentioned should be found not 
unreasonable, but in certain instances unduly prejudicial; and 
that the unreasonableness and that the undue prejudice should 


be removed in accordance with rates to designated points sug- 
gested by them. 


This report also embraces No. 16236, Mineral Point Zinc 
Company vs. Chicago & Alton Railroad Company et al.; No. 16236 
(Sub.-No. 1), Matthiessen & Hegeler Zinc Company et al. vs. 
Kansas City Southern Railway Company et al.; No. 16238, 
Grasselli Chemical Company vs. Akron, Canton & Youngstown 
Railway Company et al.; No. 16238 (Sub.-No. 1), American 
Zinc & Chemical Company vs. Same; and No. 16238 (Sub.-No. 2), 
American Steel & Wire Company vs. same. 

Complainants attacked the rates, said the examiners, to 
Cleveland, Lockland, Canton and Niles, 0., New Castle, Pa., and 
Clarksburg and Meadowbrook, W. Va., as unjust and unreason- 
able; and to Depue, La Salle, Ill., Grasselli and Terre Haute, 
Ind., Moundsville, W. Va., and Langeloth and Donora, Pa., as 
unjust, unreasonable and unduly prejudicial. They asked for 
reasonable and non-prejudicial rates for the future and repara- 
tion on shipments that moved within the statutory period pre- 
ceding the filing of the complaints. Many interventions and 
cross interventions were filed thereby bringing in zinc companies 
or users of zinc other than those mentioned in the titles. 

The examiners said that although rates to consumption 
points were assailed, the attack was directed against the initial 
factors, the rates from the Joplin-Miami district to East St. 
Louis. In the course of the discussion of the rate situation 
they had to mention the effect, upon the rates under attack, of 
reductions in the rates on smelter products from points in 
Montana, Utah and other far western states to New York, which 
reductions were the result of competition via the Panama canal. 
Those reductions were made in January, 1922, the slice being 
the whole of the increase of August 26, 1920, the consequent 
consideration by southwestern lines of the establishment of 
rates on concentrates on the in-and-out principle, their refusal 
to do so and the independent action of the St. Louis-San Francisco 
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and Chicago & Eastern Illinois in establishing a 17-cent rate 
from points on the trunk lines in the ore district, called by 
the examiners-Group No. 1, to Danville, Ill., in August, 1929 
and its subsequent spread to other routes. 

That independent publication, they said, disrupted a rela. 
tionship of long standing in rates to Depue and Danville, the 
reduction changing an advantage of a half, or a whole cent for 
Depue to a two cent advantage for Danville. That change 
caused a change in the aggregate cost of two tons of concen. 
trates into the smelting points and one ton of zinc slab out. 
Depue then began an agitation for a restoration of the rela. 
tionship but the southwestern lines refused, as a body, to make 
any change either at Depue or Danville. Thereupon the Rock 
Island and the Kansas City Southern took independent action 
and gave Depue a 17 cent rate. The other lines did not folloy. 

In this case the examiner said the Grasselli company sug. 
gested rates from short-line points of 15.5 to East St. Louis, 
16.5 to Depue, and 17 cents to Terre Haute and Grasselli. The 
complainants, they said, contended the adjustment to Danville 
was proper and the rates to Depue and Grasselli should be 
related thereto. The Depue smelter, they said, conceded that 
the carriers, as an original proposition, could not be required 
to make rates on the in-and-out basis, but, they said, it insisted 
that the carriers having established such a basis of rates to 
Hillsboro and Danville they were bound to accord like treat- 
ment to Depue. 


The short lines originating the traffic, felt alarmed over the 
assault upon the rates and insisted that they were not getting 
a fair or reasonable return out of the existing rates. The 
examiners said that approximately 85 per cent of the tonnage 
handled by the Northeastern Oklahoma was outbound con- 
centrate and that 81° per cent of the tonnage of the Miami 
Mineral Belt was also outbound concentrate. The short lines 
put in testimony of engineers to show that the district would 
be relatively short lived, although it had been producing since 
1887. In closing their discussion the examiner said: 


The short lines also urged that they perform an _ expensive 
service in meeting the transportation needs of the zinc and lead 
mines for which they were primarily constructed. The Northeastern 
Oklahoma maintains 75 loading tracks, operating 25 miles of side 
tracks and spurs; and the Miami Mineral Belt operates 20 miles of 
side track and spurs in maintaining 78 loading tracks. They assert 
that in meeting the shippers’ demands to move the traffic on short 
notice they are compelled to maintain an expedited switching 
service and a reserve supply of empty cars entailing per diem 
charges of from $4 to $5 per car. Complainants insist on rebuttal 
that the service performed by the short lines is no different from 
that performed by the trunk lines serving Group 1 mines. 

In Tulsa Fuel & Mfg. Co. vs. Director-General, 98 I. C. C. 411, 
the commission found a rate charged on seven carloads of con- 
centrate shipped from Minnequa, Colo., to Collinsville, Okla., 642 
miles, in March, 1918, unreasonable to the extent it exceeded $2.70 
per net ton, which yielded car-mile and ton-mile earnings of 18.4 
cents and 4.2 mills, respectively. ; 

The commission should find (1) that the through rates assailed 
from points on the Miami Mineral Belt and Northeast Oklahoma 
railroads to points in Ohio, West Virginia and Pennsylvania are, and 
for the future will be, unreasonable to the extent that the rate of 
18 cents per 100 pounds from points of origin to East St. Louis, Ill, 
applied as the initial factor exceeds, or may exceed the rate of 15.5 
cents applicable from trunk line and junction points in Group 1: (2) 
that the rate assailed from points on the Miami Mineral Belt 
and Northeast Oklahoma Railroad to Grasselli, Ind., is, and for the 
future will be, unreasonable to the extent it exceeds the rate of 22 
cents per 100 pounds applicable from trunk line and junction points 
in Group 1; (3) that the rate assailed from points on the Miami 
Belt and Northeast Oklahoma railroads to Peru, La Salle and Depue. 
Tll., are, and for the future will be, unreasonable to the extent 
it exceeds, or may exceed the rate of 19 cents per 100 pounds ap- 
plicable from Group 1, and unduly prejudicial to the extent it 
exceeds, or may exceed the rate contemporaneously applicable to 
Danville; (4) that the rate assailed from Group 1 points and from 
points on the Miami Mineral Belt and Northeast Oklahoma rail- 
roads to Terre Haute, Ind., are, and for the future will be, unrea- 
sonable to the extent they exceed a rate of 19 cents per 100 pounds 
and unduly prejudicial to the extent they exceed, or may exceed the 
rate to Danville; (5) that other rates assailed from Group 1 are 
not unreasonable or otherwise unlawful, except that the rate of 19 
cents per 100 pounds to La Salle, Peru and Depue is unduly 
prejudicial to the extent it exceeds the rate to Danville; and (6) 
that complainants made the shipments as described, paid and bore 
the charges thereon, have been damaged thereby in the amount of 
the difference between the charges so paid and borne and those 
which would have accrued at the rates herein found reasonable 
and are entitled to reparation, with interest. Complainants should 
comply with Rule V of the Rules of Practice 


DOCK DISCRIMINATION CASE 


Attorney-Examiner Arthur R. Mackley proposes the dismissal 
of No. 16374, Minnesota-Atlantic Transit Company vs. Chicago, 
St. Paul, Minneapolis & Omaha et al., on a finding that the 
refusal of the rail lines, at Duluth, to compensate the complain- 
ing boat line for handling carload freight between their cars and 
the floor of the dock of the McDougall Terminal Warehouse Com- 
pany, which owns the capital stock of the complainant, does not 
subject complainant to undue prejudice and disadvantage, or 
give an undue preference and advantage to the Great Lakes 
Transit Corporation, a competitor of the complainant. The last 
mentioned boat line uses the railroad docks at which freight 
interchanges with all boat lines, including that of the complain- 
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ant, is handled by the defendant rail lines between the car and 
the dock floors. 

The gist of the complaint was that the railroads preferred the 
Great Lakes Transit Corporation boats by unloading interchange 
freight from their cars to the floors of their own docks at Duluth 
put failed and refused to unload their cars at the McDougall 
docks, or to compensate the dock company for the performance 
of that work. In substance the examiner said that the railroads 
were not guilty of any discrimination or preference because they 
unloaded freight from their cars to their own docks regardless 
of whether that interchange freight was to be carried beyond by 
the boats of the Great Lakes Transit Corporation or the Minne- 
sota-Atlantic Transit Company, but refused to unload inter- 
change freight at any other docks. He said the compensation 
of the railroads for that work was derived from their division 
out of joint rates applicable over the various lake and lake-and- 
canal routes described by him. 

Defendants, said Mackley, offered to and did unload freight 
for the complainant, the same as they did for the Great Lakes 
Company, when it was routed over their docks. He said the 
complainant alleged no undue preference for the Great Lakes 
company in respect of shipments of both lake lines handled over 
the railroad docks. He said the Great Lakes company leased 
one of the docks owned by the railroads, paying a rental equal 
to 6 per cent on a valuation of $75,000 for the use of that dock. 
The adequacy of that rental, he said, was not questioned. At 
that leased dock, he said, the railroads performed no unloading 
service. The same was true, he said, at private docks, when no 
interchange with rail lines was made. Nor, said he, would any 
of the railroads unload a car which was, for convenience of a 
shipper or a steamship line, switched to its dock from another 
line-haul carrier into Duluth. Nor, said he, did the complainant 
allege any inadequacy of railroad dock facilities at Duluth. In 
disposing of the case the examiner said: 


Shippers of grain and other commodities express their desire to 
encourage the movement of freight over complainant’s line, in the 
interest of a healthy competition of through routes. Shippers of 
groceries westbound point out that complainant’s route affords them, 
in connection with the Central of Vermont and Grand Trunk, from 
New York and New England territories, differential class rates lower 
than the rail rates, which are not published in connection with the 
Great Lakes Company. All of these witnesses concede, however, that 
it is immaterial to them whether their shipments, routed over com- 
plainant’s line, are handled over the McDougall dock or the docks of 
defendants. The issue is therefore one between carriers in the 
through route. 


Defendants state that the unloading at the McDougall dock 
would diminish the value of their own dock facilities and increase 
the per ton cost of interchange at their own docks by reason of 
the investment remaining the same and the cost of supervision, 
checking, fire protection, watchmen, and other incidents not decreas- 
ing in proportion to the decreased volume of tonnage; that other 
lake lines might be encouraged to provide their own docks, thereby 
increasing the service and cost of switching and reducing the tonnage 
over their own docks; and that granting of complainant’s request 
would unduly prefer complainant and unduly prejudice the Great 
Lakes Company, at the expense of defendants. Defendants point 
out that a combined bridge toll and switching charge of $2.55 a car 
must be paid by certain of defendants to the Northern Pacific for 
switching cars from the break-up yards adjacent to their docks in 
Superior to the McDougall dock, for distances as great as 3 miles. 
They state that during the 1924 shipping season the average out- 
of-pocket cost of labor for the handling of eastbound and westbound 
shipments was 35 cents to the Northern Pacific and 33 cents to 
the Great Northern, including supervision; 20 cents to the Minneapolis, 
St. Paul & Sault Ste. Marie, excluding supervision; and 18 cents east- 
bound and 51 cents westbound at Duluth, and 19.6 cents eastbound 
and 17 cents westbound at Superior, to the Chicago, St. Paul, Min- 
neapolis & Omaha, excluding supervision. The Chicago, St. Paul, 
Minneapolis & Omaha estimates the value of its dock facilities at 
$750,000. The Northern Pacific values the land alone of its dock 
properties at $1,500,000. The Minneapolis, St. Paul & Sault Ste. Marie 
states that the commission found the value of its dock property, 
as of June 30, 1916, to have been $285,000. 

The McDougall Terminal Warehouse Company affords a valuable 
acquisition to the terminal facilities at Duluth, and complainant’s 
line is an important additional agency of lake transportation. The 
placing of the McDougall dock upon the same basis as defendants’ 
docks in the matter of unloading and loading cars would be desirable 
if it could be accomplished with justice alike to complainant, de- 
fendants, and the Great Lakes Company. There seems to be no jus- 
tification and no provision of law, however, for requiring defendants 
to unload and load freight at the McDougall dock merely because they 
perform that service at their own docks, and so long as they do not 
discriminate between private docks. The cases cited by complainant 
do not warrant such an order. They deal with discriminations such 
as would result if defendants unloaded or paid an allowance for un- 
loading at some independently owned docks and not at others. The 
most pertinent case cited is Mobile Chamber of Commerce vs. M. 
0. R. R. Co., 32 I. C. C. 272. There the Mobile & Ohio and Southern 
railways, at Mobile, Ala., interchanged shipments between each other’s 
docks but declined to interchange shipments between their docks 
and certain private and municipal docks. The commission required 
the defendants to publish line-haul rates to points of interchange 
with, and uniform switching cRarges to, all docks, regardless of 
ownership. In that case there was the element of discrimination 
on the part of each defendant in serving the other’s docks and not 
the private and municipal docks. The Commission also observed 
that defendants’ revenues would more likely be increased than re- 
duced by the new arrangement. There also the shipping public was 
made to pay a higher rate on shipments over the private docks 
than over the docks of defendants. Here each defendant unloads 
at its own dock, but not at any private dock, or at any dock leased 
by it to steamship line or shipper, or at the dock of another defend- 
ant to which, for convenience of shipper or steamship line, it 
Switches the car. Here also defendants’ revenues would unquestion- 
ably be reduced by the payment of the unloading cost on the ship- 
ments diverted from defendants’ docks to the McDougall dock, and 
the charges to the shipping public are not affected. The situation is 
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quite similar to that presented in The Alaska Investigation, 44 I. C. C. 
680, where the commission held that defendants were not unduly dis- 
criminating, at Seattle, Wash., in absorbing, out of proportional and 
joint ratés, the charges at their own docks, and declining contem- 
poraneously to absorb the charges at docks owned by the city, in- 
asmuch as they were absorbing no charges of any other independent 
dock. The facts here presented lead to the same conclusion. 

It seems clear that the commission could not find that defend- 
ants, eliminating the Great Lakes Company from consideration for 
the moment, could be compelled to unload at the McDougall dock 
merely because they unload at their own docks and that it must find 
that there is no undue preference of the Great Lakes Company and 
undue prejudice to complainant in the use of defendants’ docks. 

Upon all the facts, the Commission should find that defendants 
are not required to unload and load freight at the McDougall dock 
merely because they perform that service at their own docks, and 
so long as they do not perform the similar service at any other 
Duluth private dock; that no undue preference as between private 
docks, or as between the Great Lakes Company and complainant in 
the use of defendants’ docks, has been shown; and that the com- 
plaint should be dismissed. 


DOUBLE INCREASES ON COKE 


In a report on No. 16603, Utah-Idaho Sugar Company vs. 
Director-General of Railroads, as agent, Examiner E. L. Gaddess 
found that so-called double increases in combination rates on 
coke from Benham, Ky., and Chattanooga, Tenn., to Utah com- 
mon points and points on the Oregon Short Line in Idaho, that 
moved between May 23 and September 26, 1919, were applicable 
in certain periods and inapplicable in others. He said the Com- 
mission should award reparation on shipments moving in the 
applicable period. He also found undercharges on certain ship- 
ments. The complaint alleged the charges assessed on 163 car- 
loads shipped between May 23 and September 26, 1919, 49 from 
Benham and 114 from Chattanooga, to Lehi, Utah, and other 
points in Utah and Idaho were unlawful because based on rates, 
both factors of which were increased by specific amounts under 
General Order No. 28, instead of on the through rate plus the 
single increase. 

The examiner said the complainant relied on Sligo Iron Store 
Company vs. Western Maryland, 62 I. C. C. 643, and 72 I. C. C. 
551, but Gaddes said that as the tariffs carrying the factors up 
to Chicago and Memphis, and the tariffs publishing the factors 
beyond did not contain a combination rule applicable on the 
commodity in question on the dates of shipments, it followed 
that the principle laid down in the Sligo case clearly was not 
applicable to the shipments he was then discussing and that the 
complaint as to such shipments should be accordingly dismissed. 
That was as to shipments before the publication of the combina- 
tion rule. In conclusion the examiner said: 


As the tariffs of the destination line applicable to the ship- 
ments moving between June 1, 1919, and September 4, 1919, and 
the single shipment moving June 2, 1919, carried the combination 
rule, the combination rates assessed thereon were unlawful resulting 
in an overcharge on these shipments. 

As to the combination rates, it appears that complainant relies 
upon the contention that a correct interpretation of General Order 
No. 28 would have permitted the application of but one increase 
to such rates. It refers to freight-rate authority No. 10 to show 
that this was the intention of the director-general. It is settled 
that where the combination of separately established locals or 
proportionals is the usual and recognized basis of rates, the applica- 
tion of flat increases to the separate components of such combination 
rates is governed by the applicable tariffs in effect at the rates of 
shipment, and that if neither of the tariffs carrying the factors up to 
and beyond the basing point to destination contain the combination 
rule there is no holding out to the shipper of the through rate 
subject to the increase, but once which the carriers should protect. 

In accordance with the above findings the commission should 
find, First, that the rates assessed on the shipments moving from 
Benham, Ky., to Sugar City and Idaho Falls, Idaho, and Garland, 
Utah, during the period between July 31, and September 26, 1919, 
through Chicago, Ill., and from Chattanooga to Sugar City, Idaho 
Falls, Shelley and Blackfoot, Idaho, and Garland, Utah, and points 
on the Oregon Short Line north of Ogden, were applicable, and the 
complaint as to these shipments should be dismissed. Second, that 
as to the shipments moving between May 23 and May 31, 1919, from 
Chattanooga to Spanish Fork, Midvale, Elsinore and Lehi, Utah, 
through Evansville, Ind., there was an undercharge of 30 cents per 
ton. Third, that as to the shipments moving between June 1, 1919, 
to September 4, 1919, from Chattanooga, Tenn., through Evansville, 
Ind., to Spanish Fork, Midvale, Elsinore and Lehi, Utah, and on 
June 2, 1919, from Benham, Ky., to Lehi, Utah, through Chicago, 
the combination rates assessed were inapplicable and unlawful to 
the extent that they exceeded the applicable through rate plus a 
single increase as shown above; that complainant paid and bore 
the charges at the rates herein found to have been unlawful; that it 
has been damaged in the amount of the difference between the 
charges paid and those which would have accrued at the rates herein 
found to have been applicable; and that it is entitled to reparation, 
with interest. 

Complainant should comply with rule V of the Rules of Practice. 


KOSMOSDALE CEMENT RATES 


Examiner Robert N. Trezise, in No. 16741, Kosmos Portland 
Cement Company vs. Illinois Central et al., said the Commission 
should find rates on cement, carloads, from Kosmosdale, Ky., 
to destinations on defendants’ lines in Illinois, Indiana, Ohio, 
Michigan, Pennsylvania and West Virginia unduly prejudicial to 
the advatage of Marquette, Prospect Hill, Continental and Han- 
nibal, Mo., to the extent they exceed the scales of rates main- 
tained from the points mentioned to destination in the states 
mentioned. His conclusion was as follows: 


The Commission should find that the record does not justify dif- 
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ferent findings from those announced in the Atlas case, 81 I. C. C. 1 
and in Cape Girardeau Portland Cement Co. vs. B. & O. R. R. Co., 
95 I. C. C. 632, in so far as they relate to undue prejudice. It should 
further find that the rates assailed from Kosmosdale to destinations 
in the states named are unduly prejudicial to complainant to the ad- 
vantage of cement producers at Marquette, Prospect Hill, Continental 
and Hannibal, Mo., to the extent that they exceed the scales of rates 
contemporaneously maintained from the latter points to destinations 
in the states named. An appropriate order should be entered. 


HOOF AND HORN RATES 


Examiner E. H. Kerwin has recommended the dismissal of 
No. 17199, Tomkins-Summer Company vs. Baltimore & Ohio et 
al., on a finding that the rates on animal hoofs and horns, car- 
loads, from Chicago to Shelton, Conn., and Weehawken, N. J., 
imposed are applicable and not unreasonable. The complainant 
alleged they were unreasonable, unjustly discriminatory and 
unduly prejudicial. Reparation on shipments since January 22, 
1923, and reasonable rates were asked for the future. The com- 
plainant contended that sixth class applicable on hoofs or horns 
having value only as a fertilizing ingredient brought in a mone- 
tary consideration and that, since the Commission did not au- 
thorize a restriction as to value, sixth class rates were applica- 
ble on the shipments in question. The examiner said that appar- 
ently the complainant relied on U. S. Industrial Alcohol Co. 
vs. Director-General, 68 I. C. C. 389, and subsequent cases in 
which the applicability of the second Cummins amendment was 
in issue. The examiner said that manifestly paragraph (11) 
of section 20, the Cummins amendment, did not apply to the 
case here presented. 


RATES WERE INAPPLICABLE 


A finding of inapplicability and an award of reparation have 
been proposed by Examiner Morris H. Konigsberg, in No. 17345, 
Peerless Woolen Mills vs. Alabama, Tennessee & Northern et al., 
as to rates on cotton, any-quantity, from Geiger, Ala., to Ross- 
ville, Ga., applied on shipments made between July 1, 1922, and 
October 6, 1924. The examiner said the applicable rate was 
75.5 cents and that reparation should be awarded to that basis. 


FILING NOT ON TIME 


Examiner Charles W. Berry has recommended the dismissal 
of No. 17355, Pfister & Vogel Leather Company vs. Erie et al., on 
a finding that the complaint alleging unreasonable, unjustly dis- 
criminatory and unduly preferential charges on four carloads of 
loose dry horsehides from New York to Milwaukee, delivered in 
May, 1920, was not filed within the time allowed by law. In 
support of his recommendation, the examiner cited Louisville 
Cement Company vs. I. C. C. 246, U. S. 638; Philips vs. Grand 
Trunk, 236 U. S. 662; Kansas City Southern vs. Wolf, 261 U. S. 
183; and, William Danzer & Co. vs. Gulf & Ship Island, 69 Law 
ed. 720, No. 346, October term, United States Supreme Court, 
1924. 


GREEN COFFEE RATES 


Examiner Andrew J. Banks has recommended the dismissal of 
No. 17116, Fletcher-Wilson Coffee Company vs. Louisville & 
Nashville, on a finding that the rate on imported green coffee, 
carloads, from New Orleans to Montgomery, Ala., is not unrea- 
sonable or unduly prejudicial. The rate charged was 48.5 cents. 
The Commission was asked to prescribe lawful rates and award 
reparation. The examiner said the Commission should follow its 
decision in Fletcher-Wilson Coffee Company vs. Louisville & 
Nashville, 93 I. C. C. 555. 


SAME RATES BOTH WAYS 


A finding of unreasonableness and undue prejudice has been 
recommended by Examiner Paul O. Carter in No. 17022, Gallo 
way Lithographing Company vs. Southern Pacific et al., as to 
rates on folding boxes, display and show cards, catalogue covers 
and printed advertising matter, in less than carloads, from San 
Francisco, to destinations in trans-continental groups A to M, 
inclusive. He said the Commission should find the rates east- 
bound were unreasonable and unduly prejudicial to the extent 
they exceeded the rates contemporaneously applicable on the 
same commodities in the reverse direction. 


STAVE COMPLAINT DISMISSED 


Examiner John P. Money, in a report on No. 16934, Pensa- 
cola Cooperage Company vs. Louisville & Nashville, said the 
Commission should dismiss the complaint on a finding that the 
rate on barrel staves and headings, carloads, from Camden, Ala., 
to Pensacola, is not unreasonable or unduly prejudicial. The 
railroad showed, said the examiner, that the rate assailed was 
substantially lower on lumber, staves and headings between 
humerous points on its line and between points on other rail- 
roads in that part of the country. 


SAND FROM SANDUSKY 
A finding of unreasonableness for the future, as to the rate 
on sand, from Sandusky, O., to Pittsburgh, Pa., has been recom- 
mended by Examiner Arthur Kettler, in No. 17038, Booth & Flinn 
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vs. Pennsylvania. The examiner said the Commission shoyg 
find the rate unreasonable on sand, other than blast, engine 
foundry, glass, moulding or silica, over the line of the Penny). 
vania, to the extent it exceeds $1.60 per net ton. He said the 
Commission should find that the record did not show that the 
rates were unreasonable in the past and that therefore reparg. 
tion should be denied. 


GRANITE CASE DISMISSED 


Examiner Paul O. Carter has proposed the dismissal of No, 
16046, B. C. Southworth & Son et al. vs. New York, New Haven 
& Hartford, Director-General et al., on a finding that rates 
charged on two carloads of granite from Quincy Adams, Mass, 
to Plymouth, Ind., and Keokuk, Ia., in 1918, were applicable. The 
complainants contended that the commodity shipped was rough 
granite. The examiner said it was clear that the lading was not 
rough granite. The report also covers a sub-number, Cameron, 
Joyce & Schneider vs. Same. 


CIGAR BOX LUMBER RATES 


Examiner John P. Money has recommended the dismissal] of 
No. 15997, Eggerss-O’Flying Company vs. Alabama Great South. 
ern et al., on a finding that the rates on cigar box lumber from 
Magazine, Ala., to Omaha, Neb., were not and are not unreason- 
able, nor in excess of the rates applicable. Money said, after 
explaining the tariff situation, which was in issue, that it was 
apparent that cigar box material was excepted from the list of 
articles taking lumber rates. 


ROUGH MARBLE RATES 

Examiner Alfred S. Knowlton has advised the Commission 
to dismiss No. 16728, Lautz Marble Corporation vs. Erie et al. 
on a finding that rates assessed on imported rough marble from 
New York harbor points to Buffalo, in 1922, were applicable and 
not unreasonable. The question at issue was as to the meaning 
of tariff descriptions. The complaint was that the sixth class 
rates were unjust and unreasonable, in violation of the first and 
sixth sections and in contravention of the long and short haul 
part of the fourth section. 


COPPER RATES AND TRANSIT 


An order of dismissal has been recommended: by Examiner 
Charles W. Berry in No. 17293, Federated Metals Corporation vs. 
Pennsylvania et al., on a finding that the failure of the defend- 
ants to accord transit at East Liberty (Pittsburg), on brass ar- 
ticles refined and reshipped thence, in the form of ingots, is not 
unreasonable or unduly prejudicial. He said the Commission 
should find the rates on scrap copper and brass from Pittsburgh, 
not unreasonable or otherwise unlawful, and defer consideration 
of rates on brass and copper ingots from Pittsburgh. This case, 
the examiner said, was practically identical with Duquesne Re- 
duction Company vs. Pennsylvania, 101 I. C. C. 625, to which com- 
plainant was a party. The examiner said there was no evidence 
of record that warrented a conclusion in this case, different from 
that in the Duquesne Reduction Case. As to rates on copper and 
brass scrap and ingots, the examiner said, the carriers were 
endeavoring to remedy the situation by making sixth class ap- 
plicable generally throughout the territory. 


EXAMINER FINDS OVERCHARGE 


Examiner E. H. Kerwin, in No. 16917, Northwestern Fruit 
Exchange vs. Spokane International et al., said the Commission 
should find that a carload shipment of boxed apples from Parks 
Spur, Wash., to Minneapolis, final destination Milwaukee, in 
1920, was overcharged to the extent of $87.94 and that the rate 
of $1.665 from Parks Spur was not applicable to the shipment. 


SUGAR BEET REPARATION 


Examiner Arthur Kettler, in a report on No. 14881, Conti- 
nental Sugar Company vs. New York Central et al., upon further 
hearing, determined the amount of reparation due under the 
finding in the original report, 91 I. C. C. 677, that the rates on 
sugar beets, between points in Ohio and Michigan, were unrea- 
sonable. He said reparation amounting to $7,946.60 should be 
awarded on shipments over the New York Central and $15, 
092.60 on shipments over the Toledo & Western. 


RECOMMENDS WASTE PAPER RULE 


Examiner Charles W. Berry, in No. 17194, Robert Blank vs. 
Central Railroad Company of New Jersey et al., said the Com- 
misson should find the charges assessed on mxed waste paper 
from dumps in New York harbor points to various destinations 
had not been shown to have been unreasonable in the past, but 
that charges assessed on such shipments under minimum weights 
determined in accordance with rule 34 of the Consolidated 
Freight Classification would be unreasonable for the future. The 
complainant contended that the carriers, which did the loading 
of this traffic, described as undesirable, inasmuch as it fre- 
quently contained old tin cans, old shoes and/or vermin, did 
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not take the care, in loading, to select proper cars so as to avoid 
the imposition of unnecessary charges. The complainant sought 
the establishment of a tariff rule similar to that applicable on 
imported waste paper whch provided that the carload rate would 
be charged on the actual weight of the entire consignment when 
such weight was equal to or in excess of the carload minimum 
weight, regardless of the number of cars which might be neces- 
sary to load the consignment. The examiner said the carriers 
should be required to establish such a rule. 


WOVEN WIRE FENCING 


Examiner Burton Fuller has recommended the dismissal of 
No. 16692, Sheffield Company vs. Birmingham Southern et al., 
on a finding that rates on woven wire fencing, carloads, from 
Fairfield, Ala., to Americus, Ga., are not unreasonable or unduly 
prejudicial. The complaint alleged the rates unduly preferred 
wholesale hardware dealers at Macon and Atlanta, Ga., and were 
in violation of the fourth section. The examiner said the de- 
partures were protected by application. He said that, in the 
absence of proof of damage, reparation on account of a viola- 
tion of the fourth section could not be made. He said the find- 
ing recommended by him should be without prejudice to any 
finding that might be made in No. 13494 and fourth section 
application No. 6, the pertinent application. 


COMBINATION RULE APPLICABLE 


A finding of overcharge and an award of reparation have 
been proposed by Examiner John H. Howell in No. 17125, Moore- 
Marshall Lumber Co. vs. New Orleans & Northeastern et al., as 
to the impositions on four carloads of lumber from Pachuta, 
Miss., to Homestead, Meadville, Titusville and Mercer, Pa,, 
shipped in June and July, 1924. The examiner found the ap- 
plicable rate, obtained by using the Jones combination rule, was 
44.5 cents instead of the full combination of 48 cents and said 
there should be an award of reparation for the difference. 


ROUGH SHOVEL HANDLE RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates has been recommended by Ex- 
aminer W. J. Koebel, in No. 16819, Ames Shovel & Tool Co. 
vs. St. Louis-San Francisco et al., as to rates on unfinished 
shovel handles, carloads, from Paris, Tex., to Anderson, Ind., 
Beaver Falls and Cheltenham, Pa., and North Easton, Mass. 
The complaint alleged the rates were in violation of the first 
three sections. The examiner said they should be found unrea- 
sonable to the extent they exceeded 44 cents to Anderson, 52.5 
cents to Beaver Falls, 53 cents to Cheltenham and 59.5 cents 
to North Easton. 


SILICATE OF SODA CASE 


Examiner C. W. Berry has proposed the dismissal of No. 
17161, Interstate Corrugated Box Co., Ine, et al. vs. Central 
Railroad Company of New Jersey et al., on a finding that a rate 
of 11.5 cents on silicate of soda, in tank cars and drums, from 
Grasselli, N. J., to Brooklyn, N. Y., is not unreasonable. The 
complaint alleged the rate of 12.5 cents prior to April 12, 1925, 
and 11.5 cents thereafter was unreasonable to the extent it ex- 
ceeded 10 cents. The carriers contended that many of the short- 
haul rates around New York were subnormal and that the rate 
on silicate of soda was one of that sort. 


TARIFF INTERPRETATION CASE 


Examiner John H. Howell has recommended the dismissal 
of No. 16797, C. M. Brown vs. Chicago, Rock Island & Pacific 
et al., on a finding that the refrigeration charges on cantaloupes, 
carloads, from Heber, Calif., to interstate destinations in the 
United States and Canada were lawfully applied. Specifically 
he said the Commission should find that the classification of 
cantaloupes as melons in Perishable Protective Tariff No. 2 
was not in error and that the charges attacked were not un- 
lawful. At the hearing, Howell said, it was agreed that the 
only question at issue was as to the meaning of the items in 
the tariffs. The complainant argued, said the examiner, that 
because melons and cantaloupes were listed separately they 
were different commodities within the meaning of the tariff. 
Howell said the intent of the tariff was plain and that that was 
indicated by the fact that there was no evidence that prior to 
the filing of the complaint that there was any question raised 


as to the applicability of the so-called column 5 rates to can- 
taloupes. 


SPRING BED RATES PREJUDICIAL 


A finding of undue prejudice and an order to remove it have 
been proposed by Examiner Myron Witters in No. 16558, Leggett 
& Pratt Spring Bed and Manufacturing Co. et al. vs. Atchison, 
Topeka & Santa Fe et al., as to rates on bed springs, or spring 
beds, compressed, in carloads, from Carthage, Mo., to points in 
Oklahoma and Texas. He said the rates were not unreasonable 
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but unduly preferential of shippers from Chicago, St. Louis, 
Oklahoma City and Dallas. The undue preference should be 
removed, he said, by rates from Carthage, on a 12,000-pound 
minimum, no higher than the commodity scale No. 15 prescribed 
in No. 9702, Memphis-Southwestern Investigation, and on the 
same commodity, minimum 30,000 pounds, no higher than the 
distance scale of rates on furniture, now published in Leland’s 
I. C. C. No. 1645, which rates, he said, should be found reason- 
able for the future. He said the finding should be without 
prejudice to any conclusions that might be reached in Corpora- 
tion Commission of Oklahoma vs. A. R. R. Co., No. 13535, and 
the cases consolidated therewith. 


UNITED STATES GETS REPARATION 


In a report on further hearing in No. 12497, United States 
of America vs. Director-General, as agent, Baltimore & Ohio 
et al., Examiner J. P. McGrath said the Commission should 
award reparation to the complainant upon interstate shipments 
that moved subsequent to November 23, 1921, to and from Lake 
Denmark and Picatinny, N. J., on which charges were paid at 
the rates found unreasonable in the original report in this case, 
80 I. C. CG. 148. The original finding was that the rates were 
unreasonable in that the components thereof applicable over 
the Wharton & Northern exceeded the bases therein set forth. 
The report also covers a sub-number, Same vs. Wharton & 
Northern et al. 


TENTATIVE VALUATION REPORTS 


Dardanelle & Russellville Railroad Company, as of June 30, 
1917, owned and used, $70,355; used but not owned, $398. 

Stony Creek Railroad Company, as of June 30, 1917, owned 
and used, $382,225. 

Cliffside Railroad Company, as of June 30, 1918, owned and 
used, $150,125; used but not owned, $9,117. 

Lorain & Southern Railroad Co,, as of June 30, 1917, owned 
and used, $65,833. 

Carolina and Northeastern, as of June 30, 1919, owned and 
used $125,279. 

Buffalo, Rochester & Pittsburgh Railway Company and its 
subsidiaries, namely Clearfield & Mahoning Railway Com- 
pany, Mahoning Valley Railroad Company, Allegheny & 
Western Railway Company, and Allegheny Terminal Company, 
as of June 30, 1917, final value of property owned, $48,827,821; 
total used, $57,529,352; mileage, all tracks owned, 829.665, and 
used but not owned, 156.307. Capital, stock and long term debt, 
$45,622,000, consisting of $10,500,000 of common stock, $6,000,000 
of preferred stock and $29,122,000 of funded debt. Reproduction 
new of the owned property, $52,714,454; less depreciation, $42,- 
388,511; reproduction new of property used, $63,088,369; less de- 
preciation, $50,038,357. Book investment, $52,912,192.26; read- 
justed to accord with Commission’s accounting, $54,474,099.61. 

Strasburg Railroad Company, as of June 30, 1917, final value 
of property owned and used, $60,000. 

Union Railroad Company as of June 30, 1917, owned and 
used, $14,905,000; total used, $22,980,000; capital, $13,040,000, 
composed of $2,000,000 of stock, $4,790,000 of funded debt and 
$6,250,000 of non-negotiable debts to affiliated companies; book 
investment, $17,995,357; readjusted to the Commission method, 
$17,109,857; cost of reproduction of property owned, new, $16,- 
705,550, and less depreciation, $12,444,637; cost of reproduction 
of property used, new, $24,029,669, and less depreciation, 
$19,143,169. 

Monongahela Southern, as of June 30, 1917, owned and used 
$1,850,000; investment, book, $1,941,550; reproduction, new, $1, 
873,884 and less depreciation, $1,723,512. 

Leavenworth Terminal and Bridge Company, as of June 30, 
1916, owned and used, $410,000. 


FINAL VALUATION REPORTS 


The Commission, by division No. 1, in valuation docket No. 
224, Lake Champlain & Moriah Railroad Company, opinion No. 
B-152, 106 I. C. C. 99-110, has found the final value, for rate- 
making purposes, of the property of that carrier, owned and 
used for common carrier purposes, as of June 30, 1916, to be 
$700,000. The company owns and operates a railroad extending 
from Port Henry to Mineville, N. Y., a distance somewhat in 
excess of 6.6 miles. Protests were filed against the tentative 
and supplemental tentative reports, but no appearances were 
made at either of the two assigned hearings. The Commission 
said discrepancies pointed out by it would be removed in later 
reports. 

The Commission, by division No. 1, in valuation docket No. 
10, Alabama Central Railway, opinion No. B-158, 106 I. C. C. 
211-17, has found the final value of the property of that company, 
for rate-making purposes, owned and used for common carrier 
purposes, as of June 30, 1915, to be $78,095. The company owns 
and operates a line extending from Booth to Autaugaville, Ala., 
a distance a little in excess of 8.26 miles. The property is 
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controlled. by the Southern Railway. No protest was filed 
against the tentative valuation. 

The Commission, in valuation No. 446, Delray Connecting 
Railroad Company, opinion No. B-157, 106 I. C. C. 192-210, has 
found the final value, for rate-making purposes, of the property 
of that carrier, as of June 30, 1918, owned and used for common 
carrier purposes, to have been $1,278,000 and used but not owned 
$65,310. The carrier owns and operates a terminal property at 
Detroit. It filed a protest on which a hearing was had. . 

The Commission, in valuation No. 487, Doniphan, Kensett 
and Searcy Railway, opinion No. B-159, 106 I. C. C. 218-35, has 
found the final value of the property of that carrier, for rate- 
making purposes, as of June 30, 1917, owned and used for com- 
mon carrier purposes, to have been $39,770, and of property used 
but not owned, $12,140. 


ANTHRACITE COAL RATES 


The Traffic World Washington Bureau 


Attorneys for paper companies adversely affected by the 
Commission’s supplemental report in No. 15006, Rates, Charges, 
Regulations and Practices governing the Transportation of An- 
thracite Coal, 104 I. C. C. 514, have made an application for 
opportunity to be heard regarding conclusions expressed in that 
supplemental report. The petitioners are New York & Penn- 
sylvania Company, International Paper Company and Ticon- 
deroga Pulp & Paper Company. The supplemental report per- 
tains to rates on hard coal to Albany and other points in 
northern New York. In it the Commission, with Commissioners 
Aitchison, Eastman and Hall dissenting, authorized the carriers 
to increase the singleline rate to Albany to $2.75 and to in- 
crease or reduce, as the case might be, the rate for joint-line 
hauls to $2.28, the rates on pea size and generally on smaller 
sizes to be 25 cents less. 

The conclusion reached was the outcome of many months’ 
effort which the railroads said they had made to reach a satis- 
factory conclusion as to how to make rates for the single-line 
and joint line hauls to that part of New York. 

The applicant paper companies said the supplemental report 
of the Commission, dated January 4, 1926, was issued without 
Public hearing and without notice to the public; that the pro- 
posed readjustment was not made the subject of hearing and 
was not made known to the public; that the conclusion repre- 
sented very substantial modifications of those made in the prior 
report, 101 I, C. C. 363, to the disadvantage and injury of the 
petitioners; that the Albany rates were key rates, Albany being 
an important industrial district, and that the anthracite coal 
movement to that district and neighboring districts was very 
large. 

The petitioners said that, if the carriers took full advantage 
of what they were apparently permitted to do by the supple- 
mental report, there would be an unfair and unwarranted in- 
crease of 10 cents per gross ton on the prepared sizes via the 
direct route of the Delaware & Hudson to points in the Albany- 
Mechanicville-Schenectady districts and an increase of 23 cents 
per ton in the rates on pea and smaller sizes used largely for 
industrial purposes. 

“Apparently there will be other increases whose measure is 
not definitely specified to other destination points and groups,” 
said the paper companies. “All of these increases are permitted 
without requiring the carriers to justify them, or to sustain the 
burden of proof as to their reasonableness in the manner con- 
templated by law.” 

The petitioners respectfully requested a reopening of the 
investigation in respect only to the rates on anthracite coal to 
points in northern New York; that they and the public be given 
an opportunity to be heard fully and to appear before the Com- 
mission upon brief and oral argument in opposition to the in- 
creases approved or to any increases in the existing rates. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 30 to- 
taled 925,263 cars, according to the car service division of the 
American Railway Association. 

This was an increase of 27,895 cars over the corresponding 
week in 1925, but a decrease of 4,360 cars under the correspond- 
ing week in 1924. The total for the week of January 30 was, 
however, an increase of 3,529 cars over the preceding week, in- 
creases being reported in the total loading of all commodities 
except grain and grain products, coke, ore and miscellaneous 
freight, which showed slight decreases. 

Loading by districts the week ended January 30 and for 
the corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 9,762 and 8,121; live 
stock, 2,898 and 3,206; coal, 30,625 and 45,018; coke, 5,429 and 2,946; 
forest products, 6,754 and 6,130; ore, 1,366 and. 1,301; mer- 
chandise, L. L., 69,405 and 6: 223; miscellaneous, 83,246 and 73,482; 
total, 1926, 208, 485: 1925, 201,427; 1924, 228,535. 

Allegheny district: Grain and grain products, 2,980 and 3,087; 
live stock, 2,289 and 2,554; coal, 42,453 and 48,618; coke, 8.468 and 
6,539; forest products, 2,799 and 3,305; ore, 1,710 and 1,589; mer- 
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chandise, L. C. L., 51,411 and 46,853; ‘ec 2 69,469 and 64,975; 
total, 1926, 181,579; 1925, 177,520; 1924, 187, 

Pocahontas district: Grain and grain sn 252 and 239; live 
stock, 71 and 81; coal, 41,614 and 35,513; coke, 646 and 502; reat prod- 
ucts, ¥ i 524 and i, 213; ore, 64 and 71; merchandise, i. ', , om 7,189 and 
tone’ {nigcellancous, 4,654 and 3,620; total, 1926, 56,014; 1925, 48,082: 
1 e 

Southern district: Grain and grain products, 4,247 and 4,453; live 
stock, 2,409 and 2,337; coal, 30,459 and 25,741; coke, 1,531 and 1,020; 
forest roducts, 21, 421 and "21, 405; ore, 1, 437 and 1,444; merchandise, 
L. 39, 620 and 39,300; ‘miscellaneous, 51,082 and 45,172; total; 
1826 152, 206; 1925, 140, 872; 1924, 144,076. 

Northwestern district: Grain and grain products, 10,095 and 
12,324; live stock, 10,268 and 10,793; coal, 9,133 and 8, 882; coke, 1,555 
and 1,835; forest’ products, 21, 911 and 24,813; ore, 559 and 740; mer- 
chandise, L. C. L., 29,911 and 28,007; oe 30,424 and ’30 1923; 
total 1926, 113, 856: 1925, 118,317; 1924, 123,5 

Central Western district: Grain and arate products, 12,972 and 
14,114; live stock, 11,132 and 12, -_ coal, 21,621 and 22,381; coke, 309 
and 302; forest products, 9,942 and 9,802; ore, 3,951 and 3,356; mer- 
chandise, L. L., 36,410 and 35,477; miscellaneous, 48, 403 and 47,- 
144; total, 1926, 144, 740; 1925, 1465, 429; ‘1924, 143,056. 

Southwestern district: Grain and grain products, 4,884 and 5,542; 
live stock, 2,161 and 2,208; coal, 7,166 and 7,147; coke, 254 and 166: 
forest products, 8,283 and 8,919: ore, 660 and 384; merchandise, L 
C. L., 14,891 and 14, 623; miscellaneous, 29,084 and ‘26, 732; total, 1926, 
67, 383; 1925, 65,721; 1924, 62,421. 

Total, all roads: Grain and grain products, 45,192 and 47,880; 
live stock, 31,228 and 34,032; coal, 183,071 and 193, 300; coke, 18, 192 
and 3,310; forest cbroducts,, 72, 634° and 75,587; ore, 9,747 and 8,885; 
oekaaiioe. L. L., 837 and 232,326 ; miscellaneous, 316, 362 
and 292,048; " total, <ioae, 995 ett 1925, 897, 368; 1924, 929,623. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1926 1925 1924 ° 

Week ended on January 2......... 741,239 767,098 706,292 
Week ended on January 9......... 907,119 934,170 872,023 
Week ended on January 16......... 936,655 934,022 894,851 
Week ended on January 23......... 921,734 924,291 891,481 
Week ended on January 30......... 925, 263 97,36 929,623 
WOE ei sicd cecceeeeeet ceed eeeoees 4,432,010 4,456,949 4,294,270 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended January 30 
is estimated at 12,602,000 net tons by the Bureau of Mines of the 
Department of Commerce. Anthracite production is estimated 
at 34,000 net tons. 


Cars of coal forwarded over the Hudson to eastern New 
York and to New England were reported as follows for the week 
ended January 23: Bituminous, 3,408 cars; anthracite, 236 cars. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 30 totaled 397,675 net tons, of which 
202,663 tons were for New England delivery. 


BAD PACKING COSTS 


“Fifty million dollars annually is entered on the debit side 
of the economic ledger of the United States through the disre- 
gard of simple rules in wrapping and packing merchandise for 
domestic shipping,” says a report on paper wrapped packages 
by the advisory board of the Department of Commerce on 


domestic packing made public February 12. It continues as 
follows: 


This waste represents a huge deduction from the goods and 
service that might be enjoyed as it must necessarily be absorbed 
by increased rates for transportation and insurance. That this 
loss is not alone the outgrowth of commercial transactions is indi- 
cated by the large losses resulting from defective packages orig- 
inating in the household, 

Studies by the advisory board has evolved what is considered 
a perfect package which requires only common sense in the selec- 
tion of paper and twine to meet the variable conditions imposed 
by the nature of goods to be shipped, distance to be travelled, and 
allowance for ordinary handling by the transportation agency. 

In general, the board finds that no special technique is re- 
quired to insure a package against damage in transit. Strong, 
tough paper that will not crack when folded, that can withstand 
contact with other containers in the shipment without being torn 
and the use of securely knotted twine of a strength commensurate 
with the weight of the package is sufficient for all ordinary 
purposes, 

This is the first of a series of publications on better packing 
being prepared by the Department of Commerce in cooperation 
with the container industries, shippers, and transportation agencies 
in an effort to reduce waste in domestic trade. 

The study was started by Secretary Hoover at the suggestion 
of the container and shipping industries who have repeatedly 

pointed out the rapidly mounting losses through the injudicious 
use of containers for domestic shipping. 

The complete report contains instructions for wrapping pack- 
ages with paper for parcel post and express shipment. Copies may 
be had upon application to the Superintendent of Documents, Gov- 
ernment Printing Office, Washington, D. C., or any district office 
of the Bureau of Foreign and Domestic Commerce. The price is 
5 cents. Lots of 1,000 are sold for $20. The price is $10 for each 
subsequent 1,000 mailed out with the original order. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
December, 1925, shows 228,303 cars reported, with an average 
detention of 1.74 days, 83.4 per cent of cars released on free time, 
and $193,984 demurrage assessed, as against the following fig- 
ures for December, 1924: 225,953; 1.63; 85.3; $120,425. 
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Special Freight Services 


Fifth of a Series of Twelve Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Peddler Car Service 


Peddler cars are refrigerator cars that are precooled, iced, 
and loaded by shippers with perishable goods, especially meats 
and packing house products, and moved from the shipping points 
to final destinations, stopping en route at a number of interme- 
diate stations where parts of the contents of the cars are un- 
loaded until the cars are completely unloaded at destination. 
The practice originated and takes its name from the arrange- 
ments first made by middle western roads to facilitate the sup- 
plying of the smaller towns along their divisions with meats 
and packing house products by allowing small less-carload con- 
signments of these goods to be shipped from the packing centers 
in accumulated carloads to be peddled from the cars at local 
stations along the line as peddlers sell from their wagons. 
Later, these arrangements were cancelled because of delays 
to equipment due to selling the goods after the arrival of the 
cars and the railroads required that the goods for each local 
station were to be sold in advanuce of the shipping of the cars 
so that each town’s portion of the contents of the cars could 
be unloaded promptly on arrival, the cars resealed, reiced when 
necessary, and sent to the next destination with minimum delay. 

Peddler car service is an adaptation of two general special 
services, refrigeration and stoppage in transit. The perishable 
protective tariff describes “meat peddler cars” as cars that are 
handled by the carriers under special arrangements made with 
shippers by the terms of which less than carload shipments of 
meats, packing house products, or meats and packing house 
products, which are defined in the tariffs of the individual car- 
riers, may be loaded by and at the expense of the consignors 
and transported over special routes authorized by the carriers. 

Shipments of meats, packing house products, and similar 
commodities, made in peddler cars under the terms of tariffs 
authorizing the services, are subject to charges for the ice and 
salt used in the services of icing and reicing the cars that are 
provided for straight or mixed carloads of the same commodities 
between the same points of origin and destination.’ 

The commodities included in the group of packing house 
products are those that are specifically listed in the tariffs of the 
carriers over whose lines peddler car services are granted. 
These lists are fairly uniform, though there are certain products 
included in some tariffs and omitted from others because of vari- 
ations in the movements of those commodities in different sec- 
tions of the country. The perishable protective tariff contains 
a list of such commodities, which is used in the absence of 
specific definition of what are included in the category of pack- 
ing house products. This list includes the following: 


Bladders. Bristles, pig,—untreated and unmanufactured. 
Canned meats and soups, including canned sausage, meats, potted 
and pickled, chili con-carne, chicken tamales, spaghetti meat, 
chili, corned beef, dried or smoked meats, corned beef hash, and 
canned meats with vegetable ingredients. Casings (intestines), 
—beef, sheep or hog; in salt or brine. Chili con-carne, dry. 
Cracklings. Glue, flake, ground, jelly or sheet. Grease. Hair, 
hog, except bristles. Lard and lard substitutes, in solid form. 
Liquid ox gall. Meat, beef, mutton or pork, cured or pickled. 
Meats, cooked. Oil, cottonseed (cooking), lard, neatsfoot, oleo 
and tallow. Oleo stock. Pigs’ feet, pickled. Pizzles. Sausage, 
pickled, cured or cooked. Stearine. Tails or switches, green (non- 
po a Tallow. Tongues, cooked, cured or pickled. Tripe, 
cooked, cured or pickled. Weasands.? 


Origin and Operation of the Service 


Peddler car service was first established in Western Trunk 
Line Territory and from there spread to all sections of the 
country. Generally, peddler cars are loaded with less carload 
consignments of meats and packing house products that have 
been sold in advance to customers along the routes of the cars 
by the salesmen of the packing houses. Orders are taken and 
prices quoted by the packers on the basis of peddler car service 
at prices including peddler car delivery. 

When sufficient orders have been received from salesmen 
in one territory to warrant a full car for the route, usually cars 
are loaded and shipped from the packing houses on certain days 
of each week for given routes. Refrigeration cars, sometimes 
those of refrigerator lines and sometimes the cars owned by the 
proprietary packing companies or lines subsidiary to these 
establishments, are used in the service. The cars are precooled 
and iced before being loaded by the shippers, and are reiced 
in transit in accordance with the orders of the shippers as often 
as is necessary to preserve the contents of the cars. The 





1Perishable Protective Tariff No. 2, Agent R. C. Dearborn’s 
C..C. No. 1, Rule 625. 


2 Ibid, Item No. 1135. 


expense of icing and reicing js, of course, like all other refriger- 
ation charges, borne by the shippers in addition to the regular 
transportation charges. 

Cars containing the goods to be distributed by peddler 
service are usually forwarded on fast or preference freight trains, 
when consigned to points on the routes of such trains. After 
reaching the first stopping points and the goods for these points 
being unloaded, the cars are usually handled on local or way 
freight trains that stop at the points to which shipments in the 
cars are consigned. When the cars have reached the last points 
to which shipments are billed, the cars are returned to the own- 
ers, usually empty, unless return loads can be obtained without 
delay. This is so rare an occurrence that it can be disregarded. 

If the carriers do not own the refrigerator cars, the owners 
are paid mileage rentals on both the loaded and empty move- 
ments by the carriers. In cases where the packers, who are 
the shippers of the goods, own the cars, they receive the rentals, 
not as shippers, but as owners of the cars. 


Bases for Peddler Car Charges 


Each individual item contained in peddler cars is charged 
according to the rating provided for the article or for the 
mixture of which it is a part, as provided in the tariffs of the 
carriers lawfully applicable. Carload minimum weights for ped- 
dler cars are also established by the carriers ,in their tariffs 
governing the service. If the amounts of tonnage in the cars 
do not equal the carload minima established by the carriers, 
the deficiencies in weight are charged for at the rates for the 
third class at the carload minima, subject to a second set of 
minimum charges computed on the bases of the third class rates 
from the points of shipment to the most distant points for 
which the cars contain shipments.’ 


Typical peddler car arrangements in Official Classification 
Territory, those of the Pennsylvania Railroad in effect from 
Jersey City and Marion, N. J., Buffalo, N. Y., Baltimore, Md., and 
Harrisburg, Erie, Oil City and Titusville, Pa., provide that the 
shipments of meats, dressed or fresh, as described in the Official 
Classification, and provisions and packing house products, de- 
scribed in the list of these products in the exceptions to the 
Official Classification, may be forwarded from these points to 
certain points on the line of the Pennsylvania and its connec- 
tions in peddler cars. The shipments must be loaded in peddler 
cars by the shippers in quantities aggregating 12,000 pounds 
or more per car. 

The service is only established at the specific request of 
the shipper who desires to make use of it, and only after all 
= arrangements have been made with the interested 
roads. 


The articles contained in the peddler cars are charged at 
less than carload rates to each destination to which shipments 
are consigned. The carload minimum of 12,000 pounds is rigidly 
adhered to—provision being made for any deficiency in weight 
in each car being charged for at the third class rate to the 
most distant point to which freight is destined in each car. 
Transportation charges must be prepaid at points of origin on 
peddler car shipments. 


Other freight beside meats, provisions, and packing house 
products may be loaded in peddler cars. Such goods are charged 
for at the less than carload rates from the points of origin to each 
destination to which consignments are made. The weight of 
such goods, however, cannot be used to make up the minimum 
weight of 12,000 pounds a car, but are considered an additional 
shipments to be charged for in addition to the charges applying 
to the regular peddler car freight. 


The cars used in the service on the Pennsylvania Railroad 
must be iced by the shipper at the points of origin. If requests 
are made, the cars are reiced in transit or at destination. The 
reicing of cars is subject to the rules and charges provided for 
at the perishable protective tariff or in its supplements and 
reissues.* 


The Pennsylvania Railroad tariff of exceptions to the Offi- 
cial Classification lists 37 groups of packing house products and 
provisions eligible to receive peddler car service, in addition 
to the varieties of freish dressed meat described in the Official 
Classification. A number of these commodities have already 
been enumerated in connection with the standard lists of pack- 


3See I. & S. Docket No. 419, Interstate Commerce Commission, 
decided Dec. 21, 1914, for general application at rates and minimia 
at that time. 

*P. R. R., G. O.-I. C. C. No. 14053, Item No. 883. 
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ing house products contained in the perishable protective tariff. 
Additional items, however, should be mentioned, including: 
Pickled beef, in barrels or tierces. Pickled liver, in barrels, 
tierces or casks. Canned meats, N. O. I. B. N., in boxes. Desic- 
cated meats, in cans, in boxes. Dried meats N. O. I. B. N., in 
boxes, barrels or casks. Dried meats, sliced, in paper boxes, 
packed in cases. Dried meats, salted or smoked, in crates. 
Lightly salted meats, not cured, including: Boneless chucks, shank 
meat, hog hearts or necks, cheek meat, boneless veal, beef or pork 
trimmings, in boxes or barrels. Potted meats, in cans, earthen- 
ware or glass, boxed. Salted meats, boxed. Smoked meats, except 
tongue, in barrels, boxes or casks. Red oil and _tanner’s oil, in 
barrels or tierces. Hog rinds, salted or pickled. Edible tails, 
cattle, ox or pig, salted, pickled or dried, in boxes, barrels or casks. 
A note in connection with the item listing the articles pro- 
vides that mixed cars containing fresh meats, in boxes, dressed 
beef, or article taking dressed beef rates, are accepted only 
subject to the provisions of the peddler car rule of the tariff. 


The Interstate Commerce Commission and Peddler Car Service 


In several instances the Commission has been appealed to 
by shippers to investigate the rules, regulations, and rates apply- 
ing to meat products and to order the establishment of peddler 
car services. In Investigation and Suspension Dockets Nos. 31, 
36, and 56, and in Dockets 4262 and 4004, the Commission made 
an investigation into the alleged unreasonable rates and prac- 
tices involved in the transportation of live stock, packing house 
products, and fresh meats from various southwestern points to 
packing houses and from these industries to various destina- 
tions. After taking testimony as to the nature and extent 

623 I. C. C. 656. 
of the service, the Commission decided that the service or its 
equivalent should be established generally in the territory to 
which rates on fresh meats and packing house products had 
been made applicable. The carriers and shippers in this inves- 
tigation generally agreed that the rates for peddler car service 
should be fixed on packing house products at approximately 130 
per cent of the carload rates, and the rates on fresh meats at 
about 150 per cent of such rates. The carriers were permitted 
to protect themselves against light loadings of the peddler cars 
by specifying in their tariffs minimum revenue rates for the 
ears. The Commission ordered that a minimum equivalent to 
the earnings on 10,000 pounds of fresh meat to the most distant 
point be establishhed. Refrigeration service was ordered to be 
provided by shippers or paid for by shippers if performed by the 
cariers, in addition to the transportation rates.’ 

In a further investigation into the rules governing shipments 
of packing house products and other shipments of packing house 
products and other freight shipped in peddler cars, the Commis- 
sion found that each peddler car contained less than 100 con- 
signments which are loaded in station order with the shipments 
for the first stopping point nearest the car doors and the freight 
for the last point at the front and rear ends of the car. The 
shipments were unloaded at the stopping places by the crews 
of the local or way freight trains that carried the cars from 
the first stops to destination stations. The average length of 
peddler car routes was found by the Commission to be from 275 
to 280 miles, though some routes were found to be less than 30 
miles in length, while others were more than 900 miles. 

The carriers involved in this investigation pointed out to 
the Commission that the peddler car service was one that could 
be used only by a few of the large packers. The fact was de- 
veloped that the routes of the peddler cars were selected by the 
packers to meet the requirements of their customers and not the 
same as the routes of the regular refrigerator services of the 
carriers. The routes of the peddler cars are frequently through 
junction points through which ordinary traffic does not pass. 

The advantages of peddler car service are not all gained by 
the shippers. The Commission has found that the service ren- 
dered by the carriers in connection with peddler cars is gen- 
erally not greater, and in some instances actually less, than 
the service given to less than carload traffic handled through 
railroad freight houses. The users of peddler car service pay 
the less than carload rates on the shipments and, in addition, 
guarantee a minimum amount of revenue per car. The carriers 
are saved the expense of refrigeration, in some cases required 
for L. C. L. freight; loss and damage claims tend to be reduced; 
and the carriers get a volume of meat, provision and packing 
house traffic that could not be transported satisfactorily in the 
carriers’ own equipment.® 

In the course of this investigation, the Commission devel- 
oped that the larger packers operated peddler cars over a num- 
ber of routes in C. F. A. and Western Trunk Line Association 
Territories, radiating from Kansas City, Mo.; South Omaha, 
Neb.; East St. Louis and Chicago, Ill., among other packing 
centers. One packer was found to operate 31 routes and 
another 24.° 


* For complete list, see G. O.-I. C. C. No. 14053, Item No. 883, 
and Note following. 

723 I. C. C. 670 and 671; I. & S. Dockets Nos. 31, 36, and 56; 
Docket 4262 and No. 4004,—Corporation Commission of Oklahoma 
vs. the A. T. & S. F. Ry. et al. 

§32 I. C. C. 430. 

® Ibid, page 431. 
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In its decision the Commission said, in part: 


The peddler car service was established to meet the peculiar 
needs of one industry, and it is admitted by the respondents (car- 
riers) that it affords the most practicable method for the prompt 
and efficient distribution of fresh meats and packing house prod- 
ucts over wide areas, and, as a matter of fact, that it would 
be impracticable to handle the packers’ products in the same 
refrigerator cars in which the carriers handle the ordinary perish- 
able products such as fruits and vegetables. Further, the service 
has, in the course of years, developed a business of great mag- 
nitude which yields considerable traffic to the respondents 
(carriers). 

This record shows that the average earnings on peddler cars 
are in excess of the average the respondents receive on all less 
than carload freight, taking into account all mileage (rentals) paig 
for the use of the cars. 


A Typical Peddler Car Shipment 


The Keystone Packing Company of Harrisburg, Pa., loads 
a refrigerator car with fresh meats and packing house products 
for ten of its customers as follows: 


1,000 lbs. of lard substitute in barrels, for Consignee B at Mt. 
Joy, Pa. 250 lbs of sausage casings, 500 lbs. of fresh meats and 
500 lbs. of lard for Consignee C at Lancaster, Pa. 500 lbs. of fresh 
meats, 500 lbs. canned sausage, boxed for Consignee A at Mid- 
dletown, Pennsylvania. 1,000 lbs. of fresh meat for Consignee D 
at Parkesburg, Pa. 200 lbs. of canned sausage, 500 lbs. of canned 
cooked tongues, and 500 lbs. of pickled pigs feet, in boxes, for 
Consignee E at Coatesville, Pa. 1,000 lbs. of oleo stock for Con- 
signee F at Downingtown, Pa. 2,000 lbs. of canned meats and 
soups for Consignee G at Downingtown, Pa. 1,000 lbs of canned 
corned beef for Consignee H at Frazer, Pa. 500 lbs. of dry chili 
con carne for Consignee I at Paoli, Pa., and 2,500 lbs. of cotton- 
seed cooking oil for Consignee J at Wayne, Pa. 


Rates on these shipments in a single peddler car would be 
applied as follows: 


Rate 


. per cwt. Charges 
500 lbs. fresh meats, Harrisburg to Middletown.. .$0.25 $ 1.25 
500 lbs. fresh meats, Harrisburg to Lancaster 27 


Seaeieie ‘ 1.35 
1,000 lbs. fresh meats, Harrisburg to Parkesburg... .28 2.80 
250 lbs. sausage, casings, barrels, Harrisburg to 
1 RE ee EE eae Pen earn) Pent eee aan -20 -50 
2,000 lbs. canned meats and soups, Harrisburg to 
II, ad cnc: 5-145 nh or) & air oiey epueaeeneie PaLe reo eee, © .25 5.00 
2,500 lbs. cottonseed cooking oil, Harrisburg to 
UE MINONNES css sanaca: o> Grohe ashley anata orataxcrccaro ab evento ee ciatora sia eie-6 .30 7.50 
500 lbs. chili con carne, dry, Harrisburg to Paoli... .40 2.00 
1,000 lbs. corned beef, canned, in boxes, Harrisburg 
WE SPEED saree nyere ei erargel oie eral oie oececeleraee oe .cl bois inna ota.cts .30 3.00 
500 lbs, lard, in pails, Harrisburg to Lancaster.... .20 1.00 
1,000 Ibs. oleo stock, barrels, Harrisburg to Down- 
RNIN acu xan ec dbvonteabbvai'<ei:3)-ovaxconekeido-e eso or iat bien atalaue sg Sh .20 2.00 
1,000 lbs. lard, substitute, cans in boxes, Harrisburg 
SNE bios 3 0''50.sdeal Sea etanave ace 8 e-atene'ah @ubainl.o:ol Op aeale aera -20 2.00 
500 Ibs. tongues, cooked, canned in boxes, Harris- 
ae ON Oe asks wre or ws susveia a'svbacomwinbediane nue 23 1.15 
600 lbs. pigs’ feet, pickled, canned in boxes, Har- 
WEEE CW COMORES eo a0 Vc scores terde wees seeees .23 1.38 
500 lbs. sausage, canned, boxed, Harrisburg to 
eee ee rr eae 15 75 
200 lbs. sausage, canned, boxed, Harrisburg to 
ROUEN. So 6 ok oe haemda votes ee eel cred oes Mee. 23 46 
«seo hb owed Sooo es a an cecmlahiae ses Sia aeiataranG aes $32.14 


The aggregate weights of these shipments is 12,550 pounds. 
As this amount is over the minimum, no extra weight at third 
class need be added. 

If the third class rate to the most distant point, Wayne, Pa., 
is assumed to be $0.26 per cwt. the minimum for the shipment 
would be 12,000 pounds at $0.26, or $31.20 transportation 
charges, to which would be added icing charges of, let us 
assume, $4.00 per ton for ice and $0.75 per hundred pounds of 
salt. If it is assumed that two and one-half tons of ice and two 
hundred pounds of salt are used, these charges would amount 
to $10.00 for ice and $1.50 for salt, or $11.50 in addition to the 
transportation minimum charge of $31.20—$41.20 in all. 

The charges based on actual weights of each shipment at 
the L. C. L. rates amounting to $22.14. As this amount is more 
than the third class rate on 12,000 pounds to the most distant 
point, Wayne, which was found to be $31.20, the actual charges 
apply, plus, of course, the charges of $11.50 for ice and salt. 
The total charges on this fictitious shipment would be $32.14 for 
transportation, $11.50 for ice and salt. Total, $43.64. 


2? Ibid, page 433. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
January 15, was 67.8, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
60.8; refrigerator, 74.1; coal and coke, 70.8; stock, 88.9; fiat, 
81.2; tanks and others, 94.5. By districts the percentages for 
all classes of equipment were as follows: Eastern, 58.4; Alle- 
gheny, 73.8; Pocahontas, 59.8; Southern, 66.6; Western, 72.5. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, as of January 15, showed the following: East- 
ern district, 95.7, as against 94.9 a year ago; Allgheny, 100.3, as 
against 102.7 a year ago; Pocahontas, 77.4, as against 78.9 a year 
ago; Southern, 110.1, as against 97.1 a year ago; Western, 96.8, 
as against 100.6 a year ago; all districts, 98.1, as against 98.1 
a year ago; Canadian roads, 92.3, as against 91.4 a year ago. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
of National Reporter 


igests taken from Reporters and 
Olsen published by West Puli Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Revocation of Certificate of Convenience and Necessity on 
Ground of Abandonment Held Unauthorized: 

(Supreme Court of Ohio.) Where an operator of motor trans- 
portation service under a certificate of convenience and neces- 
sity leases motor equipment from a third party and constitutes 
such third party his fiscal agent, giving him authority to collect 
all the receipts of such operation and to retain for his services 
and for rental of motor equipment a stipulated sum of money 
and after payment of all operating expenses including such per 
diem to pay the balance of the proceeds of operation to the 
holder of the certificate and the balance is so paid and out of 
such balance the operator pays taxes and premiums of indemnity 
insurance ‘and there is no cessation or interruption of service 
and the service is at all times efficient, it is error on the part 
of the public utilities commission to order a revocation of such 
certificate on the ground of abandonment.—Small vs. Public 
Utilities Commission of Ohio, 150 N. E. Rep. 37. 

Verbal Promise to Transfer Certificate of Convenience and Ne- 
cessity Not Enforceable Without Approval of Public Utilities 
Commission: 

A verbal promise by a holder of a certificate of convenience 
and necessity to transfer such certificate to a third party at a 
future time is not enforceable without the approval of the com- 
mission and does not constitute good grounds for revocation of 
the certificate.—Ibid. 

Regulation of Motor Service in Municipality Held to Rest With 
Authorities Thereof, and Public Utilities Commission With- 
out Jurisdiction to Entertain Application for Certificate of 
Convenience: 

(Supreme Court of Ohio.) Where an Ohio municipality is 
located upon the geographical border of the state, and a motor 
transportation company desires to operate a motor service from 
a point within such city to such geographical border, the regu- 
lation of such service within such municipality rests with the 
municipal authorities, and the public utilities commission has no 
jurisdiction to entertain an application for a certificate of con- 
venence and necessity.—Cannon Ball Transp. Co. vs. Public 
Utilities Commission of Ohio, 150 N. E. Rep. 39. 

Courts Have No Duty Nor Power to Fix Value of Railroad Prop- 
erty for Rate-Making Purposes: 

(District Court, S. D., California, S. D.) Court is not charged 
with duty, and has not power, to fix value of railroad property 
on which rates are authorized to be fixed by Interstate Com- 
merce Commission, but only to suspend, enjoin, or annul action 
of Commission itself in proper cases.—Los Angeles & S. L. R. 
Co. vs. United States (Interstate Commerce Commission et al., 
Interveners), 8 Fed. Rep. (2nd) 747. 

Interstate Commerce Commission Held to Have Erred in Valu- 
ing Railroad Property at Greatly Less Than Its Actual True 
Value, and. Injunction Against Enforcement of Order Was 
Warranted: 

Under Interstate Commerce Act, Sec. 19a, as added by Act 
March 1, 1913, and amended by Act June 7, 1922 (Comp. St. Ann., 
Supp. 1923, Sec. 8591), providing for valuation by Interstate 
Commerce Commission of property of carriers as of June 30, 
1914, and in view of section 15a, par. 4, as added by Act. Feb. 28, 
1920, Sec. 422 (Comp. St. Ann., Supp. 1923, Sec. 8583a), declaring 
that for “rate-making purposes” Commission shall give due 
consideration to all elements of value recognized by the law 
of the land, Commission errs when, in making valuation, it pro- 
ceeds on theory that railroad property has more than one kind 
of value, and where, from Commission’s report and final valua- 
tion, made after considering new evidence introduced in suit to 
set aside a prior valuation and certified to it by court, as 
required by statute, it is obvious that it has given no effect to 
such evidence, but has arrived at a valuation greatly less than 
true actual value of property, injunction should issue against 
enforcement of order.—Ibid. 






Loss and Damage Decisions 
| Cases Recently Decided by State and Federal Courts 
| _ 'Fprtem, published by West Publishing Co., St. Paul, Mina. 
| Copyright by West Publishing Co.) 


BILLS OF LADING 
Plaintiff, Cashing Draft With Negotiable Bill of Lading Attached, 
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Held Entitled to Sue Shipper Under Its Warranty That Mer- 

chandise Was Fit for Purpose for Which Manufactured: 

(Supreme Court of Louisiana.) Plaintiff, cashing draft with 
negotiable bill of lading attached, becoming thereby to all intents 
and purposes owner of bill and merchandise which it repre- 
sented, held entitled to sue defendant signing bill as shipper, 
under its warranty that merchandise represented by bill was 
merchantable and fit for purpose for which it was manufactured; 
it being immaterial] whether draft was protested or not—New 
Iberia Nat. Bank vs. Teche Canning & Syrup Co. et al., 106 
So. Rep. 451. 


Transfer of Negitiable Bill of Lading Conveyed Warranty and 
Rights Thereunder Against Seller: 
Where purchaser of cane syrup transferred his title therein 


by negotiable bill of lading to plaintiff by indorsement and 
delivery, he warranted that syrup was prepared and canned so 
as to be merchantable, and such transfer also conveyed to plain- 
tiff purchaser’s right of warranty against seller and hence his 
right to sue that company.—Ibid. 

Holder of Negotiable Bill of Lading Not Required to Sue Parties 

Against Whom No Recovery Could Be Had: 

Holder of negotiable bill of lading was not required, in suit 
against shipper for damages for breach of warranty in mer- 
chandise covered thereby, to also sue party to whom holder’s 
transferer sold the merchandise and bank that guaranteed pay- 
ment of the draft attached to bill, where he could not have 
recovered against either.—Ibid. 


Measure of Damages in Suit by Holder of Negotiable Bill of 

Lading Against Shipper for Breach of Warranty Stated: 

In action by holder of negotiable bill of lading for damages 
for breach of warranty in merchandise covered thereby, plaintiff 
held entitled to recover against shipper amount which its trans- 
ferer might have recovered had he not negotiated bill of lading, 
which was value of goods at time and place warranty arose in 
his favor when he made purchase from shipper.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Failure to Transmit and Deliver Telegram as Filed Evidence of 
Negligence for Jury: 

(Supreme Court of North Carolina.) Failure of telegraph 
company to transmit and deiver a telegram as written by plain- 
tiff and filed with defendant held evidence of negligence suffi- 
cient to submit to jury on that issue.—Leigh vs. Western Union 
Telegraph Co., 130 S. E. Rep. 728. 

Sender Cannot Recover for Failure to Deliver Telegram, Unless 
Failure Was Proximate Cause of Loss: 

A party, sending a conditional order for cotton in form of 
a telegram, cannot recover of the telegraph company for its 
failure to transmit and deliver the telegram as written, unless 
such failure was the proximate cause of the party’s loss.—Ibid. 
Sender of Message Not Bound by Broker’s Purchase of Cotton 

Based on Erroneous Telegram Forwarded: 

The sender of a message, constituting a conditional order 
for cotton to be purchased for the sender by his broker, was not 
bound by the broker’s purchase based on an erroneous telegram 
forwarded by the telegraph company which omitted the condi- 
tion.—Ibid. 

Party in Authorizing Brokers to Sell Cotton by Them Purchased 
for Him on Erroneous Telegram Thereby Ratified Brokers’ 
Purchase: 

Where telegraph company omitted condition from telegram 
constituting conditional order to brokers to buy cotton, plain- 
tiff’s authorization, with knowledge of the error, to the brokers 
to sell the cotton, constituted a ratification of the purchase.— 
Ibid. 

Sender Ratifying Brokers’ Purchase of Cotton Under Erroneous 
Telegram Held Not Entitled to Recover from Telegram 
Company Loss: 

Sender of telegram ratifying brokers’ purchase of cotton for 
him under terms of telegram not following telegram filed by 
sender, held not entitled to recover from telegraph company loss 
sustained in drop in price of such cotton.—Ibid. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Jan- 
uary 23-31, inclusive, was 250,935, as compared with 264,781 cars 
in the preceding period, while the average daily shortage was 
218 cars, according to the car service division of the American 
Railway Association. The surplus was made up as follows: 


Box, 104,245; ventilated box, 378; auto and furniture, 9,237; total 
box, 113,860; flat, 8,873; gondola, 45,983; hopper, 46,147; all coal, 
92,040; coke, 372; S. D. stock, 20,012; D. D. stock, 3,094; refrigerator, 
11,728; tank, 288; miscellaneous, 728. 


The shortage was made up of 10 auto and furniture, 38 flat 
and 170 gondola cars. 

Canadian roads reported a surplus of 18,400 box, 170 auto 
and furniture, 2,125 flat, 300 gondola, 1,800 S. D. stock, 250 re- 
frigerator, and 295 miscellaneous cars. 





RAILROAD LABOR BILL 


The Traffic World Washington Bureau 


Members of the House committee on interstate and foreign 
commerce interrogated James A. Emery, counsel for the Na- 
tional Association of Manufacturers, February 5. Questions put 
by committee members resulted in a long discussion as to the 
power of the Congress to regulate wages of railroad employes. 
Decisions of the Supreme Court were quoted, both by Mr. Emery 
and committee members, in the discussion. These questions 
arose as the result of the recommendation of Mr. Emery that 
power be vested in the Commission or some other body to sus- 
pend wage agreements entered into between the railroads and 
their employes, if, in the opinion of the Commission, such agree- 
ments might necessitate a substantial readjustment of the rates 
of any carrier. Mr. Emery did not think that it probably would 
ever be necessary to go so far as to changing an agreement, as 
he believed that a provision providing for suspension would 
act as a deterrent on the parties when they were making their 
agreements. In answer to a question, he said he thought Con- 
gress had the power to fix the exact wages of railroad employes, 
although he did not advocate exercise of that power. 

The language in the pending bill providing for the emer- 
gency board also was discussed. Representative Hoch believed 
that the fair inference from the language was that both parties 
would be obligated to continue the transportation service pend- 
ing the filing of the report of the emergency board with the 
President and for thirty days thereafter. Mr. Richberg, counsel 
for the employes, in response to questions by Mr. Emery, said 
that was the intent of the language, but he would not go so 
far as to say that the language imposed a “legal” obligation on 
the parties not to interrupt transportation by strike or lockout. 
The committee adjourned until February 9. 

Donald R. Richberg, counsel for the organized railway em- 
ployes, in rebuttal testimony before the Senate interstate com- 
merce committee, February 8, made additional replies to 
statements made by James A. Emery, counsel for the National 
Association of Manufacturers, against the bill. Mr. Richberg 
put in the record a summary of laws relating to railroad labor 
relations in the last 40 years and asserted that the record 
showed that mediation had been successful except in 1914 and 
1916. As to Mr. Emery’s charge that the railroad employes had 
flaunted President Wilson in 1916 before the Adamson act was 
passed, Mr. Richberg said the record showed that the employes 
had maintained the status quo until the President said he could 
do nothing further in the way of effecting a settlement, the rail- 
roads having rejected his proposal of settlement, 


“These documents completely disprove any charge that the 
employes refused to maintain the status quo while an investiga- 
tion was being made and flaunted the President of the United 
States,” said he. 


Mr. Richberg characterized the attack of Mr. Emery as un- 
fair, adding that the latter evidently wished the committee to 
believe that it was necessary to hold a club over the employes 
or they would go out in a mad rush to destroy the transportation 
of the country. He said the organizations of railroad employes 
had assets running into hundreds of millions of dollars. 


“Do they elect crazy zealots to head their organizations?” 
he asked. “They elect business men who know that every strike 
cuts into the vitals of their enterprise.” 


Chairman Watson asked Mr. Richberg his opinion as to 
what would have been the result if Congress had passed the 
Senate bill, which was revised and became the transportation 
act of 1920, and which included anti-strike provisions. Mr. Rich- 
berg said chaos would have resulted. He said further that, if 
the time came when enlightened public opinion required enact- 
ment of such legislation, the legislation would be such as would 
extend protection to the railroad employes along the lines ac- 
corded civil service employes. He said, however, that if such 
legislation were enacted, the government might as well take 
over the railroads which, he said, he was not advocating. 


Mr. Richberg argued that the railway employes had a large 
interest at stake and that, if their earnings were capitalized at 
6 per cent, it could be said that they had an interest of $40,000,- 
000,000 in the railroads of the country. He also said a large 
number of railroad employes owned railroad securities. He 
argued along this line to show that the employes were not de- 
sirous of tying up the transportation systems of the country by 
strikes. 

Asked by Chairman Watson as to why labor should object 
to the emergency fact-finding board having power to compel the 
production of evidence, Mr. Richberg said a principal objection 
was that such a provision would seriously interfere with the set- 
tlement of disputes, because there would be the inclination of 
parties not to settle a dispute, but to take their chances before 
a public tribunal. He said to write a compulsory investigation 
provision into the law would create strife and confusion. In 
1888, he said, such a law was passed, but that it had not worked, 
and yet Mr, Emery wished to have that “corpse revived.” 

Chairman Watson said he had received a number of letters 
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from manufacturers opposing the bill in its present form becauge 
the public interest was not protected. 

The House committee on interstate and foreign commerce 
resumed hearings on the railroad labor bill February 9. Mr. 
Richberg made a statement similar to that made the day before 
at the hearing of the Senate committee. Mr. Emery stood by 
his statement that, in 1916, the leaders of the railroad employes 
had not maintained the “status quo” and quoted from the deci. 
sion of the Supreme Court sustaining the validity of the Adam. 
son act, wherein the court stated, in reviewing the developments 
that led up to the passage of the act, that the negotiations haq 
been abruptly broken off by the representatives of the employes, 

R. M. Easely, chairman of the executive council of the Na- 
tional Civic Federation, of which Alton B. Parker is president, 
read a statement in support of the bill. 

Edgar J. Rich, general counsel of the Associated Industries 
of Massachusetts, and speaking also for the Associated Indus- 
tries of Maine and Vermont, the Manufacturers’ Association of 
New Hampshire and of Connecticut, and the Employers’ Asgo- 
ciation of Rhode Island, urged amendments along the lines advo- 
cated by Mr. Emery. 


Mr. Rich said that, in private industry, labor and capital 
could be permitted to settle their differences in their own way, 
for the public was only indirectly affected, but that, in a public 
service, especially in transportation, the interest of the public 
was overwhelmingly greater than the interest of the workman 
or of the stockholders. Hence, he said, the public had a right 
to demand of its legislators that the paramount importance of 
its interests should never be lost sight of. He said no question 
was raised as to the good faith of the railroads or of the brother. 
hoods, but that the public interest was so vital and the effect 
of suspension of railroad transportation would be so devastating, 
that there must be a policy which was permanent and did not 
rest solely upon the high purpose of those who might at this 
moment be in control of the railroads or of labor. Continuing, 
Mr. Rich said: 


The transportation act is the high water mark of progress 
in the adjustment of labor disputes. It provides the machinery 
for settling differences when there is danger of the interruption 
of transportation service. It empowers an expert body to deter- 
mine what in its judgment is right and to submit to the public 
its findings and recommendations, for the purpose of informing 
the public as to the merits of the controversy, and thus welding 
the most powerful weapon for the settlement of differences, 
namely, public opinion. 

The public is satisfied with the Railroad Labor Board. The 
railroads have sometimes flouted its recommendations, and gen- 
erally have been annoyed by the provisions of the law which 
enable any employe, aggrieved by discipline or by rulings, to take 
his case to the board. Thousands of decisions have been rendered 
which concern matters which should be disposed of by the man- 
agement. Neverthelss, it is our understanding that the railroad 
managers, as a whole, would be relieved if no change were made 
in the law. But the brotherhoods are and always have been 
opposed to it on general principles. They hold as an article of 
faith that any tribunal which is composed of equal representation 
of employers, employes and the public, is unfair, because, as the 
public ultimately has to pay the bills, there will always be a 
majority against them. My understanding is that the opposition 
of the brotherhoods rests upon this principle rather than upon 
the actual working of the law. 

We favor the maintenance of the law, with such modifications 
as will make it more workable. We recognize, however, that the 
sentiment of members of Congress seems to favor the repeal of 
the law. The Senate committee has even refused to summon the 
Labor Board to be heard in its own defense. 

But if the board must go, if this backward step must be 
taken, we urge upon Congress the most careful scrutiny of what 
is proposed to take its place. We are offered a treaty of peace 
entered into by two of the three parties to the controversy. We 
do not undervalue the importance of good will between the two 
Parties to the agreement. Strong arm methods by railroads or 
by the public will never insure unimpaired maintenance of trans- 
portation. We want a treaty of peace, but as the third party 
involved, and the one most deeply concerned, we ask that our 
wishes and our interests be consulted. 

What the interests which I represent want is only what both 
parties admit is the way the agreement will be interpreted by 
them. But we do insist that that intention shall be made so plain 
that none of the railroad managers or of the employees shall mis- 
 ngumemataae it—and we ask so little even in the way of clarifica- 

on. 

First, we ask that the emergency board approved by the 
President have the power to summon witnesses and to compel 
the production of documents. It may not be necessary to exer- 
cise such power. I cannot conceive that either party to a contro- 
versy would fail to place its full case before such a board. But 
the granting of such a power can do no harm, and may be neces- 
sary for a complete understanding of the crisis by the Board. 

Second, we favor a provision that the President, upon his 
own initiative, may appoint the emergency board, without being 
compelled to await a formal presentation of the situation by the 
board of meditation. 

Third, we ask that, instead of the ambiguous provisions in 
regard to the right of employees to leave the service and the 
powers of the courts to grant injunctions, the provisions of the 
Newlands act be substituted. 

Fourth, and most important, we ask that the act shall clearly 
provide that there shall be no strike or calling of a strike until 
thirty days after the emergency board has reported. 

But the railroads and employees say that if any change is 
made in the agreement, both sides are relieved from all moral 
responsibility of carrying it out in good faith, and that there 
is thus lost all the great gain which comes from an agreement 
such as has been made before, which marks a new era in the 
settlement of labor difficulties—an agreement which looks to 
peace not warfare. 
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February 13, 1926 


And no agreement, involving the public interest, which the 
ublic has had no voice in making, is right. We can maintain 
all the undoubted benefits which come from a treaty of peace, 
if a method will be adopted by the two committees of Congress 
which will insure the proper representation of the public. The 
method which I am about to suggest is unusual, but so is the 
method of two parties in interest agreeing to oust the third 
party - interest and then to ask that third party to sign on the 

ted line. 

” We suggest that the sub-committees of this committee and of 
the Senate committee meet the representatives of the railroads 
and the brotherhoods, and around a conference table, attempt to 
agree upon @ plan which will be a treaty of peace in which all 
parties in interest will have a voice, and where there will be no 
attempt to force any agreement upon any of the parties. This 
can be done. Upon the points suggested by the interests which 
I represent there is no substantial disagreement among the other 
parties. The brotherhoods object to the application of force by 
an act of Congress. If there is an agreement, then the act of 
Congress will merely register that agreement. Is the plan not 
worth trying? 


Edson Supports Labor Board 


In a letter received by members of Congress from Arkansas, 
Kansas, Louisiana, Missouri, Oklahoma and Texas, J. A. Edson, 
president of the Kansas City Southern, opposed enactment of the 
Watson-Parker railroad labor bill. He said it appeared that the 
proposed law would constitute a long step backward from the 
position taken in the creation of the Railroad Labor Board and 
that enactment of the proposed law would create a situation not 
much, if any, better than existed when the board of mediation 
and conciliation was functioning. He said the boards of ad- 
justment provided for in the bill might be all right but that 
they were provided for in the present law and could have been 
established if the parties had desired. He believed that the 
system of mediation provided for in the bill would lead to one 
side or the other yielding to unreasonable demands with little 
regard to the real merits of the controversy. Continuing, 
he said: 


In our opinion, the present Railroad Labor Board can perform 
all the functions of the arbitrators and of the fact finding commit- 
tee much better than any arbitrators or fact finding committee, 
who are appointed for the particular occasion, can do. The 
schedules covering rates of pay and working conditions of the 
railroad labor organizations are very complex, and it takes a con- 
siderable amount of experience and knowledge to be able to 
render just and intelligent decisions on the questions which come 
up. It requires an experienced body, such as the Railroad Labor 
Board, which has been devoting all its time to these questions 
for several years, to render an intelligent judgment on the ques- 
— Saeeenes, and such questions should be handled by such 
a tribunal. 

The United States Railroad Labor Board has functioned com- 
pletely for those who have seen fit to be governed by its decisions, 
and almost all employes and railroads have done this very thing. 

For these reasons, it is our opinion that the. only hope of 
finally arriving at a satisfactory method of settling labor dis- 
putes is in some such body as the Railroad Labor Board, and that 
the wise course at this time is to examine the system established 
by the present law and to correct any weaknesses which have 
developed, rather than to pass an entirely new law. 

Charles Kutz, representing shopcraft employees of the Penn- 
sylvania Railroad who went on strike in 1922, in effect, asked 
the House committee, at an afternoon session, February 9, to 
ascertain whether, if the bill became a law, the Pennsylvania 
would change its labor policy with respect to shopcraft em- 
ployees. Mr. Kutz apparently was satisfied with the bill if, 
under it, the Pennsylvania would recognize and negotiate with 


representatives of its employees of their own choosing. 


Mr. Kutz said he had made repeated inquiries but had not 
been able to obtain any information to the effect that the Penn- 
sylvania intended to change its company union policy under 
which, he said, the shopcraft employees were not free to select 
their own representatives to negotiate with the Pennsylvania 
management. He read from a Pennsylvania company publication 
to the effect that Pennsylvania officials had informed their em- 
Ployees that passage of the bill would not effect the existing 
Pennsylvania procedure with reference to relations between 
the company and its employees. 


Up to June 30, 1921, Mr. Kutz said, the Pennsylvania had for 
several years recognized the regular union representatives but 
at that time announced it would no longer deal with them. 


Committee members pressed the witness to ascertain if he 
wished an amendment that would compel recognition of the 
striking employees’ representatives but Mr. Kutz indicated he 
was interested principally in assurance that the proposed law 
would require railroad managements to deal with representatives 
of employees selected without interference on the part of the 
management. He said that was the fundamental proposition 
at stake. 

Mr. Kutz indicated that he believed the strikers still had a 
status, legally, of employees, and that the dispute that had 
existed since 1922 might become a matter for investigation by 
the proposed board of mediation, although the men had not been 
employed by the Pennsylvania for several years. He said he 
only asked that the employees of the Pennsylvania huve the 
right to select their own representatives. He appeared to 
believe that the bill would provide for that unless the Penn- 
Sylvania refused to change its present labor policy with respect 
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to its shopcraft employees. He said his organization was not 
opposing the bill. 

Members of the committee, by their questions, indicated they 
did not know just what Mr. Kutz desired, but the effect of his 
testimony as a whole indicated that what he desired was that 
the Pennsylvania be put on record in some way as to what 
policy it proposed to follow under the bill if it became law. 

The House committee closed its hearings on the bill Febru- 
ary 10. It was to take the bill up in executive session Febru- 
ary 11. The last witness was Mr. Thom, who made a final appeal 
for approval of the bill without change in the major provisions, 
because in their present form they represented an agreement 
between the railroads and the organized railway employes which, 
they said, would result in settlement of disputes without inter- 
ruption to the transportation service. He said, if changes’ were 
made, the agreement between the parties would be broken. 


Mr, Thom said much had been said about the great public 

interest in uninterrupted transportation service. He wondered 
if the committee realized that there was one interest before the 
committee that was more interested than any representative of 
the public in such service and that that interest was the rail- 
road management. On it, he continued, was the greatest respon- 
sibility for any failure of the transportation service. Referring 
to Mr. Rich, Mr. Thom said he had appeared with the former 
many times before committees when they were in agreement 
and that Mr. Rich had always been right when he had appeared 
with him, and that he only went wrong when he went over to 
Mr. Emery. ; 
' Referring to the railroad wage demands which, he said, had 
been estimated in some quarters as aggregating approximately 
half a billion dollars, Mr. Thom said, with a rejected Railroad 
Labor Board, there would be no machinery to handle the ques- 
tion of wage increases and that there must be some method of 
adjustment provided. The existing method, he said, had been 
repudiated and the Supreme Court had held that the Labor 
Board was without power. Mr. Thom asked whether the mem- 
bers of the committee, as representatives of the public, were 
going to remand the parties back to a rejected board when they 
came before the committee with an agreement they said would 
prevent strikes and bring about industrial and social peace so 
far as the relations between the railroads and their employes 
were concerned. He said, if the bill served to establish happy 
and amicable relations between the railroads and their em- 
ployes, it would be well worth while. 

“Yet you are told you must throw this over and make the 
employes discontented in order to enable a Presidential board 
to issue a subpoena,” said he. “Is it worth while? Shall this 
agreement be thrown into the discard to have a Presidential 
board issue a subpoena?” 


Mr. Thom contended that voluntary arbitration under the 
Newlands act had been successful—that under it 71 contro- 
versies were settled and that it could not be said, because it 
failed in 1914 and 1916, it had not been successful. 


If the wage demands made and to be made in the near 
future by the employes were settled under the terms of the bill, 
its enactment would be well worth while, Mr. Thom said. 


“You are face to face with the question of whether you will 
take the path that leads to compulsion or the path that leads to 
agreement,” said he. “If you take the path to compulsion, you 
must make it effective, You can’t do as was done with the Labor 
Board and alienate the employes without giving the board power 
to be effective.” 

Mr. Thom said he did not believe Congress was ready to 
adopt compulsion and then said it should not destroy the 
prospects of peace by adopting suggestions—treferring to amend- 
ments urged by spokesmen for manufacturing interests—that 
would be inadequate and utterly useless except to destroy the 
prospects of peace. 

Chairman Parker announced that Chairman Hooper, of the 
Railroad Labor Board, and another member of the board had 
been invited to appear, but that they replied they could not be 
present. 

The Senate committee heard Mr. Rich and Mr. Emery at a 
session February 10. The committee was to hear Mr. Thom 
later in a final statement and then close the hearings. 

The House committee on interstate and foreign commerce 
February 11 considered the railroad labor bill in executive ses- 
sion. The first three sections of the bill, relating to creation of 
boards of adjustment by the parties and settlement of disputes 
between themselves, were approved. Most of the discussion had 
to. do with section 4 of the bill, which provides for the board of 
mediation. A motion to reduce the salaries of members of the 
board from $12,000 to $10,000 a year was lost. Under the section 
the board ‘would select its own staff of employes and fix compen- 
sation for the board’s employes. Some of the members of the 
committee thought the employes should be placed under the civil 
service and their salaries fixed. The committee was discussing 
this part of the bill when an adjournment was taken until the 
following day. 

Members of the committee expressed confidence that the bill 
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would be favorably reported with few changes. It was planned, 
if possible, to report the bill and bring it up for consideration by 
the House February 17. 


TEXAS PACIFIC STRIKE 


The Railroad Labor Board has received what it considers 
reliable information as to the probability of an interruption of 
interstate commerce on the lines of the Texas Pacific, or that 
part of the line operated under a joint track agreement with 
the Missouri Pacific. It is understoood that a strike vote is 
being taken by the trainmen on that road, and the board took 
jurisdiction of the matter and called a hearing for February 12. 
The question involved is one of seniority rights in dispute, due 
to the fact that trainmen employed by the Missouri Pacific 
and Texas Pacific have different agreements, yet meet the same 
conditions in operating over the line used jointly from Alex- 
andria, La., to New Orleans. According to information received 
by the board, the management of the Texas Pacific takes the 
position that it can do nothing in the matter, but that it is one 
for the employes’ organization to settle themselves. The 
men, however, have called on the management to take some 
action to protect the employes’ rights. The management held 
that it was without power to take action, and then the men 
began taking a vote on the question of striking. At that point 
the Labor Board stepped in. 


LABOR BOARD CASES 


Wage increases totaling $38,405,080 are sought by railroad 
employes in cases now before the Railroad Labor Board, accord- 
ing to an estimate of the board’s statistical department. The 
board has a list of about seventy cases in which wage increases 
are sought, as well as some changes in rules and working sched- 
ules. The estimate does not take into account any changes in 
the level of wages that might be effected indirectly by changes 
in rules. The cases have been heard, but no decisions have been 
issued. These increases are sought by several classes of em- 
ployes, more than $28,000,000 being asked by maintenance of 
way men in different cases which have been consolidated, and 
affect about twenty different roads. Telegraphers have sought 
increases totaling about $1,000,000, and the railway and steam- 
ship clerks, about $7,000,000. 

An increase of about 20 per cent is sought as a result of 
application for higher wages for conductors and trainmen to 
the railroads throughout the country, made February 1. It has 
been estimated that, on the basis of the earnings of these two 
classes of employes for the first ten months of 1925, the increase 
sought would mean an annual increase for the entire country 
of between 85 and 90 million dollars. The two classes of em- 
ployes asked the managements of the railroads applied to that 
some answer be made to the requests by March 2. According 
to information received from the General Managers’ Association, 
the requests are now being considered, but no definite action 
or reply has been settled on. 


FARMERS, RAILROADS, AND I. C. C. 
The Trafic World Washington Bureau 


“What is the matter with the farmer?” asked Representative 
Summers, of Washington, in a speech in the House this week. 
“Candidly, I am wondering if the farmer is suffering more from 
the railroads or from stabs below the belt inflicted by the Inter- 
state Commerce Commission.” Continuing, Mr. Summers, who 
suggested an investigation of the Commission, said: 





Nearly forty years ago the Interstate Commerce Commission 
was established as a buffer between the railroads and the people. 
It was established to regulate the railroads, and now the regulator 
needs regulating. 

Perhaps you are one of the few remaining citizens of the United 
States who look upon the Interstate Commerce Commission with 
some degree of sanctity. Perhaps you look upon the Interstate 
Commerce Commission as an arbiter for all the people. I would 
not want to think otherwise of it. 

But what are they doing to the farmer? Their latest stab in 
the short ribs of the farmer has just occurred out in the inland 
empire, that great wheat belt of eastern Washington and Oregon and 
western Idaho, that produces one-eighth of all the wheat grown in 
the United States. Here are the facts: Until five years ago we paid 
the same freight on wheat to Seattle, Tacoma and Portland. They 
were competitive markets, but seven-eighths of the wheat from a 
given territory went to Puget Sound markets. 

In 1920 somebody at Portland said: 

“Please give us a more favorable rate on wheat.” 

The Interstate Commerce Commission said: 

Why a sure; we are glad you mentioned it. We can do it as well 
as not.” 
an ; S aad selected an arbitrary line through the inland empire 
and said: 

“All wheat south of this line will pay a lower rate to Portland 
because it’s a downhill haul, and, perchance, a shorter haul.” 

What happened to the farmer? Portland having more favor- 
able freight rate could and did outbid Seattle and Tacoma. What 
next? Seattle and Tacoma of necessity withdrew from that territory. 
What next? Three-fourths of the wheat from this same territory now 
goes to Portland, great freight congestion at times occurs, the 
price of wheat is depressed, and at times prices are good, but there 
is no market. 

The farmers believe this ruling of the Interstate Commerce 
Commission is costing them year in and year out 4 cents a bushel 
on millions of bushels of wheat. 
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They asked the Interstate Commerce Commission in a proper 
conducted hearing to again establish a parity of rates to Seattle 
Tacoma and Portland. The farmers sought a competitive market’ 
The railroads themselves offered no objection. t me repeat 
the railroads themselves offered no objection. But the Interstate 
Commerce Commission, after considering the case about 18 months, 
have just denied the Walla Walla Farm Bureau’s petition, s, 


“Portland has a downhill haul.”” That sounds logical. But ae 
that same Interstate Commerce Commission fixes a rate for a China. 


man in Hongkong of 40 cents a huidred on steel hauled uphi 
down from Chicago to San Francisco, but if a car of that 
steel stops at Salt Lake City to be used by American farmers the 
Interstate Commerce Commission fixes a rate of 80 cents a hundred. 
The Chinaman pays 40 cents for a 2,300-mile haul, while the American 
farmer pays 80 cents for a 1,500-mile haul. ” 
This same Interstate Commerce Commission fixes a rate of $1 58 
a hundred on dry goods from Chicago to San Francisco, a 2,760-mile 
haul over a certain railroad over the Rocky Mountains, and fixes 
the same rate of $1.58 from Chicago to the farmers of Kansas and 
Nebraska, only an 800-mile haul. The railroads have now petitioned 


for a lower rate from Chicago to San Franci 
on £ n cisco than for the farmers 


The farmers are struggling to make ends meet. 

And now come the railroads after one of the most prosperous 
years in their history asking for an increased freight rate on 
argicultural products from the West. A cross-eyed school boy out 


my way could settle that question fairly and 
10 minutes. . y and with equity to all in 


What is the matter with the farmer? Based on past perform- 


ances, can a issi 
— 5 nyone tell what the Interstate Commerce Commission 


is =e ate bee of this occult Federal commission reveal 

Representative Allgood, of Alabama, asked how “we can get 
rid of this Interstate Commerce Commission?” Mr. Summers 
said he did not know of any way except to abolish it, if that 
seemed the wise thing to do, adding that he was simply placing 
before Congress “some of the things that are being done.” Mr 
Allgood thought a bill to abolish the Commission would have to 
come from the ‘“‘Republican side of the House” if it was to 
receive favorable consideration by the committee on interstate 
= ool yo ee concluded his remarks as follows: 

e Interstate ommer i 

existed for something like 40 hang "len a 7 eee woe 
existed through several administrations, and neither party has so 
far seen fit to abolish it; but I raise the question at this time that 


— an investigation of the methods by which freight rates are 


xed and as to why they are permitted to 
See ae ae. p e smother water competition 


Representative Sanders, of Texas, discussing the Republican 
party and agricultural conditions, said the Republicans had done 
nothing to remedy the condition of the farmer. 

“They boast of having passed the Smith-Hoch resolution in 
the last session of Congress,” said he, “but yet the Interstate 
Commerce Commission has simply held hearings without giving 
any relief in freight rates on agricultural products.” 

Mr. Sanders referred to a newspaper article in which Sen- 
ator Watson, chairman of the Senate interstate commerce com- 
mittee, was quoted last summer as having said that consolidation 
of railroads into a few great systems would be sought by the 
administration as a means of aiding agriculture, which asked 
lower freight rates and that the railroads would be helped at 
the same time. 


“Now, that is Farmer Watson’s agricul ” 
Mr. Sanders. gricultural program,” said 


BROOKHART STICKS TO HIS VIEWS 


The Trafic World Washington Bureau 

In debate in the Senate on the tax reduction bill, Senator 
Brookhart, of Iowa, injected reference to the railroads, asserting 
that Senator Underwood, who had been talking, voted for the 
Esch-Cummins bill, “which fixed the value of the railroads at 
$19,000,000,000, in round numbers, at a time when the market 
value of the securities was only $12,000,000,000.” 

Senator Underwood said he supported that bill to get the 
railroads out of government control, but that the bill did not 
fix any valuation, but authorized the Commission to fix a tenta- 
tive valuation until the final valuation should be found. 

“That is exactly what I mean by fixing the valuation,” said 
Mr. Brookhart. 

The question of what was a fair return was then discussed, 
Mr. Brookhart claiming that the railroads had practically “a 
guaranteed return.” 

Senator Brookhart again used figures he had heretofore used 
in the Senate when he said that in 1920, after the railroads 
were returned to their owners, operating expenses under this 
“efficient” private management were increased $1,485,000,000, 
of which, he said, about $480,000,000 was wages, and the balance 


a profits on coal and steel and everything that a railroad 
used. 





WOODLOCK NOMINATION 


Action by the Senate interstate commerce committee on the 
nomination of Commissioner Woodlock probably will be deferred 
until the revenue bill has been disposed of by the Senate, accord- 
ing to Senator Watson, chairman of the committee. Senator Wat- 
son said the nomination probably could not be considered in the 
Senate until the tax bill had been disposed of and that, therefore, 
it would not facilitate matters to have the committee pass on 
the nomination before the bill was out of the way. 
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CONSOLIDATION OF RAILROADS 
The Traffic World Washington Bureau 


Nathan L. Amster, of Boston, appearing as a “citizen and 
investor,” was heard by the Senate interstate commerce com- 
mittee February 5, on proposed railroad consolidation legislation. 
mr. Amster referred to his plan put forward five years ago 
providing for placing all the railroads in the country under con- 
trol of one company. He referred to economies that he said 
could be effected if that were done. 

Mr. Amster said competition in the railroad business should 
be eliminated as much as possible. 

With reference to consolidating the railroads into one sys- 
tem, Senator Cummins said it was recognized that it was im- 
possible to do that. Mr. Amster said the next best thing would 
pe creation of as few systems as possible. He believed that, 
under the Cummins bill, $700,000,000 a year would be saved. 

Senator Smith wished to know if the witness favored com- 
pulsory consolidation. Mr. Amster said he did not know how 
that could be accomplished, but that it would be a good thing. 


Mr. Amster said he was amazed at the way railroads and 
panking interests were looking at consolidation. He said there 
was no intention of effecting consolidations unless they resulted 
in private profits. Referring to the Nickel Plate merger, he said 
a few shrewd men saw great possibilities by tying the roads in 
that merger together. He said that action was not the result 
of any public demand. He added, however, that he believed 
the merger would be in the public interest. 


Senator Watson remarked that the information gathered 
by the committee indicated that the railroad executives gen- 
erally were prepared to go forward with consolidation of the 
railroads. Mr. Amster said he was glad to hear that. 


Commissioner Hall completed his analysis of the Cummins 
railroad consolidation bill and his comment thereon at a meeting 
of the Senate interstate commerce committee February 6. 


When Commissioner Hall had completed his statement, 
Senator Cummins said he would not attempt to examine the 
commissioner at that time or probably at any time. He said the 
commissioner had made a number of valuable suggestions and 
then added: 


At another time I shall undertake or try at least to show that 
the author of this bill was not so unintelligent or ignorant as he 
would seem to be indicated by the review that we have listened to. 


Commissioner Hall then said: 


I regret exceedingly if the committee or any member of it 
should seed impression from what I have tried to lay before it 
in analysis of this bill of any suggestion that the author of this 
bill or those who have participated in its preparation are unin- 
formed or unaware of any of these things which I have en- 
deavored to lay before the committee; but, it having been allotted 
to me to go through the text of the bill and point out its features 
and make suggestions which I hoped might prove constructive, I 
have done so as I would in the case of a statute or a contract or 
any other document that was laid before me for that purpose. We 


appreciate—all of us who work on the Commission—the enormous 


service that Senator Cummins has rendered to this country in the 
interest he has taken and the legislation he has promoted for the 
regulation of transportation and the changes of transportation, 
and I yield to none in my deference for his judgment, his wisdom, 
his experience or his high public intent. 


Senator Cummins said he had no doubt of the entire sin- 
cerity of Commissioner Hall in his discussion of the bill and 
that he very freely admitted that the members of the Commis- 
sion by virtue of their duties had greater opportunity to study 
the subject then he had, 


“Nevertheless,” said Senator Cummins, “I feel that but one 
conclusion could be drawn from your paper and that is the bill 
ought to be abandoned. I do not agree to that, and I shall en- 
deavor to answer what you have said as best I can at some 
future time.” 


Senator Cummins said he would not present any other wit- 
ness on the bill until the representatives of the railroads had 
been heard. He said Chairman Watson, who had been obliged to 
leave the hearing, and Alfred P. Thom, general counsel of the 
Association of Railway Executives, could arrange for further 
hearing on the bill. 

After referring briefly to his previous testimony, Commis- 
sioner Hall said: 


It will be appreciated that every word of this bill, if it should 
be enacted, may have to be weighed, and every phrase or sentence 
analyzed and looked at from many angles, by those who may seek 
to avail themselves of the act, or must apply and enforce its pro- 
visions. Its importance fully warrants the most careful scrutiny 
at this formative stage, before it becomes law, in order that it 
may contain the essential, eschew the non-essential, and lay out 
a safe path, plainly marked, along which carriers may proceed 
toward the end desired by all of us of furnishing to the people of 
the United States an adequate transportation service in the fullest 
measure humanly possible. 

But at this stage of hearings before the full committee it 
would be tedious and perhaps unprofitable to go into details, and 
to save your time and mine I will touch but briefly upon some 
aspects of the several provisions of the bill, considered in their 
order. 
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Commissioner Hall then undertook a somewhat detailed 
analysis of provisions of the bill and commented thereon. Pro- 
visions in the bill providing for consolidation of carriers, unifica- 
tion of carrier properties, unification of control, in any one of 
the various forms indicated, prior to the promulgation of any 
plan, Mr. Hall said, collectively constituted a great improvement 
upon the existing law and ‘one of the great virtues of the bill.” 
Referring specifically to certain provisions, he said some of them 
could be more clearly stated. He suggested changes here and 
there and commented adversely on some of the language in the 
bill. At one point he said Commissioner Lewis favored prohibi- 
tion of the issuance of shares of stock without par value. 

As to the provisions relating to a deferred plan of consolida- 
tion, Mr. Hall said a period of five years would be preferable to 
three years, as provided in the bill, which requires the prepara- 
tion of a plan at the end of three years. Continuing, he said: 


Paragraphs (23) to (28), inclusive, provide for the acquisition 
of voting securities issued by carriers, as defined in paragraph 
(30) (b), or of railway properties or of rights or interests therein, 
by exercise of the power of eminent domain as conferred and 
regulated by these paragraphs, to which reference is made in 
paragraphs (15) and (17), already considered. 

It is not my purpose to discuss the power of Congress to enact 
what is here proposed. The railway property of a common carrier 
is private property devoted to public use and, as such, subject to 
regulation. The power to take the private property of one com- 
mon carrier engaged in interstate commerce and make it the 
private property of another common carrier so engaged, the prop- 
erty under the ~~ of either being at all times devoted to 
public use and, as such, subject to regulation, is one thing. 
Shares of stock and other securities issued by a common carrier 
are the private property of the holder and are not devoted to pub- 
lic use. The power to take this private property from one holder 
and make it the private property of another holder, the property 
itself being at no time devoted to public use in the hands of either 
holder, is quite another thing. 

Without attempting to andlyze the authorities relied upon in 
support of such taking under eminent domain as is here con- 
templated, and conceding for the purpose of this discussion, but 
only for that purpose, the power of Congress, your attention is 
invited to the propriety and wisdom of these provisions which call 
for the most careful study. That subject, also, is too vast for dis- 
cussion in this hasty review of the bill and I will confine myself 
for the present to the roles assigned to the Commission in these 
paragraphs. There are two. 

The first is to grant authority to condemn, by order “approv- 
ing and directing such acquisition, with such modifications of the 
application as it may prescribe.” This order is made a prere- 
quisite to condemnation proceedings in court. The second is to 
serve as a board of appraisers for the court. Considering now the 
first of these roles it will be noted that “the acquisition may be 
effected in accordance with such order, the laws or constitution 
of any state or the decision or order of any state authority to the 
contrary notwithstanding.” 

The application under paragraph (23) can only be made after 
adoption of the plan, and then only by the “carrier which, in the 
opinion of the Commission, owns or controls the major part of the 
main-track mileage within” a system. The subject of acquisition 
through condemnation proceedings is to be the “ownership or con- 
trol of any of the remainder of such main-track mileage or other 
railway properties within the system.” The “control” so to be 
acquired may be represented by securities. The term “railway 
properties” seems to include any right or interest therein. Para- 
graph (24). The term “carrier” under paragraph (30) (b) in- 
cludes a holding company. In contrast with these provisions it 
should be noted that the powers of condemnation conferred in 
paragraphs (15) and (17) are not thereby so made to await the 
adoption of the plan for their exercise. They are available to any 
carrier, under paragraph (15), and to the carrier which issued the 
voting securities or the corporation which is to own or control 
the properties, under paragraph (17). The subjects of acquisition 
under those paragraphs are also different. 

Upon presentation of the application under paragraph (23) 
the Commission is to notify the governor of each state in which 
any part of the properties to be acquired may lie, and the carriers 
involved, of the time and place for a public hearing. No notice 
to security holders or to the public is required. If, after such 
hearing, the Commission finds (a) that this paragraph (23) has 
been complied with, (b) that the public interest will be promoted, 
and (c) that the acquisition is in harmony with and in furtherance 
of the plan, the Commission may enter its order. Congress does 
not find that public interest will be promoted by the acquisition, 
= —- that fundamental fact to be determined by the Com- 
mission. 

Under paragraphs (24) to (27), inclusive, the condemnation 
proceedings are to be in designated federal courts. There the 
applicant may petition for appointment of the Commission or a 
division thereof in its second role, that of a board of appraisers. 
If appointed it must serve. Its function will be to determine and 
report to the court the value of the securities, or property, or any 
right or interest therein, sought to be acquired by condemnation. 
By paragraph (27) (d) the value so determined and reported shall 
be “final and conclusive,” if the determination and report are in 
accordance with the requirements of law. It has been well sug- 
gested that such report should be treated by the court like the 
report of a master in chancery. 

By paragraph (27) it is provided that in these court proceed- 
ings the practice, pleadings, forms, and modes shall conform as 
nearly as may be to those in effect in the courts of the state in 
which the federal court sits, except as otherwise in this paragraph 
(27) provided. The Commission must thus school itself or equip 
itself to serve as a board of appraisers in any one of the forty- 
eight states of the Union in accordance with the forms, modes and 
requirements of law in those states, or, in the District of Columbia 
or elsewhere in proper case, as the federal court may by rule 
prescribe. The Commission cannot but shrink from such an addi- 
tion to its duties and labors, and I need not pause te develop how 
—— in time, men, and money, this addition might easily prove 

0 be. 

By paragraph (27) (b) it is provided that notice of the con- 
demnation proceedings in court is to be given to the holders of 
securities or owners of the property to be condemned, although no 
notice to security holders is provided in respect of proceedings 
before the Commission to determine whether acquisition by con- 
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demnation shall be authorized. Certainly they are as much en- 
titled to notice of the earlier and prerequisite proceeding. Here 
they are left the choice of how they will be hung. 

Paragraph (28) provides that title to the securities or prop- 
erty condemned shall pass to the applicant upon payment of the 
amount awarded or deposit of it with the clerk of the court. This 
apparently disregards or ignores all pertinent laws as to record of 
transfers of real estate and leaves share certificates and bonds 
= and innocent purchasers or pledgees thereof unpro- 
tected, 

I venture to suggest that the provisions of this bill with re- 
spect to condemnation are not of a nature to encourage the in- 
vestment of fresh capital in the shares or obligations of common 
carriers by railroad and to that extent will not further attainment 
of one of the important ends to be sought by consolidation of car- 
riers into strong and well-matched systems. 

Paragraph (29) provides for utilization of the results of the 
investigation made by the Commission in docket No. 12964, Con- 
solidation of Railroads, under this section 5 of the interstate com- 
merce act, in so far as deemed by it available, and in that respect 
is analogous to a provision in section 15a (4), which has not as yet 
been challenged in court, if my memory serves me. All common 
earriers by ee subject to the interstate commerce act were 
made respondents in that proceeding of investigation, and all are 
parties to the record there made. A provision to the same end is 
contained in the Commission’s bill. The wording to be adopted 
— be carefully framed to accord with constitutional require- 
ments. 

Paragraph (30) defines certain terms used in the preceding 
paragraphs (4) to (29), inclusive. As used in other provisions of 
this bill, or of the interstate commerce act which would be 
amended by this bill, those terms would not be affected by the 
definition here made. The term “railway properties” as here de- 
fined goes beyond those which by section 19a of the act are made 
the subject of valuation under the term “all the property owned 
or used by every common carrier subject to the provisions of this 
act,” and includes properties “necessary or convenient for such 
service,” i. e., transportation service. The term “carrier’’ as here 
defined means a carrier as defined in section 15a, viz.: “a carrier 
by railroad or partly by railroad and partly by water, within the 
continental United States, subject to this act, excluding” sleeping- 
car and express companies, certain electric railways, and terminal 
facilities owned and operated by any state or political subdivision 
thereof. It means, in addition, ‘‘a corporation or association which 
solely or jointly controls a carrier so defined, either directly or 
indirectly, through voting power or otherwise.” This addition 
would bring under the act corporations which are not there now, 
which would not be subject to the other provisions, and which are 
not carriers of anything. Financial control of a common carrier 
by a bank, an industry, a holding company of any sort would 
entitle such a corporation or association to all the powers and 
rights which may be drawn from paragraphs (4) to (29), inclusive. 
But the term, as thus defined, does not include what is expressly 
included in that term in section 20a of the act providing for regu- 
lation of security issues by railroads. I refer to “any corporation 
organized for the purpose of engaging in transportation by rail- 
road subject to this act.” In such a bill as this it would seem 
that the Jatter should be included, whether a holding company is 
or is not. I am not aware of sufficient reason for treating a 
holding company as a carrier in any sense. 

The term “plan” is helpfully defined as including a plan as 
modified. 

Commissioner Lewis suggests that this paragraph (30) and 
each succeeding paragraph of section 5 should become paragraphs 
(31) et seq. and that a new paragraph (30) should be inserted, 
the text of which I now lay before you: 

“(30) The par value of the stocks, bonds, notes or other evi- 
dence of interest in or indebtedness of a corporation formed by 
a consolidation or unification under the provisions of this section 
shall not exceed the par value of such securities of the corpora- 
tions consolidated or unified; nor shall the awd value of the bonds, 
notes or other evidence of indebtedness of a corporation formed 
by such a consolidation or unification exceed twice the amount of 
the capital stock actually paid in; provided that the Commission 
shall have authority to reduce the aggregate of securities to be 
issued below the aggregate of the securities of the corporations 
consolidated or unified, and/or to grant relief in its discretion 
from the provisions of this paragraph upon a showing that such 
relief is reasonably necessary in carrying out the provisions of 
this section.” 

In support of this amendment he cites statutory provisions of 
various .states, copies of which I shall be glad to furnish if de- 
sired. He observes, as a noteworthy feature of the bill, the 
elimination of the present prohibition in section 5 (6) (b) against 
issuance of stocks and bonds by the corporation which is to be- 
come the owner of consolidated properties in excess of the value 
of the consolidated properties as determined by the Commission. 
That subdivision (b) further provides that such value be ascer- 
tained by the Commission under section 19a of this act, and makes 
it the duty of the Commission to proceed immediately to ascertain 
such value upon the filing of an application for consolidation. 
Discharge of that duty would add enormously to our work under 
the valuation section quoted, and for many reasons which might 
be developed would retard the process of consolidation without 
cerresponding public benefit. Nothing in the law now prohibits 
a carrier from owning property which is not devoted to the serv- 
ice of transportation. Its capitalization may properly represent 
in part such non-carrier property. Limitation of that capitaliza- 
tion to the value of its carrier property, excluding the other, seems 
inappropriate so long as it is permitted by law to acquire, own 
and enjoy such other property. The elimination of these require- 
ments for valuation as an incident of consolidation is one of the 
great improvements in the existing law made by the bill here 
under consideration, and the provisions of sec. 20a, regulating the 
security issues of carriers by railroad subject to the act, seem to 
be adequate in respect of carriers which emerge from the pro- 
cess of consolidation. As indicated at previous hearings, I am 
opposed to putting such carriers on a footing different from that 
of other carriers, already in systems, with which they must com- 
pete, and should compete on equal terms. 

Section 2 of the bill consists of three paragraphs, which 
amend by renumbering the existing paragraphs (7) to (11), in- 
clusive, of section 5 of the act, and by making the paragraph re- 
lating to consolidation of telephone companies or properties, which 
appears on p. 24 of the Commission’s print, a part of sec. 5 under 
the new paragraph number (33). 


In paragraph (1) of this section 2 of the bill it is proposed to 
further amend the present paragraph (8) of section 5 of the act 
by adding at the end thereof a new sentence, the occasion for 
which is not entirely clear to me. It has been suggested that in 
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the last sentence of said paragraph (8) there should be inserted 
at the end thereof the following words: “and said carriers shall 
have corporate power and authority to enable them to do any 
and all acts necessary or appropriate to carry out the Provisions 
of any such order.” 

This seems desirable. 

Section 3 of the bili amends the existing paragraph (2) of sec 
5, which has been referred to by me as the “postern gate,” the 
only door left open since 1920 through which carriers seeking to 
come together could make progress toward that end. The pro- 
visions in the present bill for consolidation of carriers or unifica- 
tion of their properties in the various forms indicated largely re. 
move the need for this paragraph, and in the opinion of some 
members of the Commission its retention or amendment as here 
proposed will serve no useful purpose. It is my view that occa- 
sions will arise for resort to this paragraph in many of the minor 
details of carrier adjustment, where acquisition of control or addj- 
tional control by carriers of other carriers has no discernible 
relation to the policy declared in paragraph (4) or any plan to be 
adopted under paragraph (19) of section 5. 

Such instances might be found inside existing systems where 
control already exists and additional control is sought through 
acquisition of additional shares of stock. They might arise also 
in connection with minor leases, of convenience in connection with 
the operation of existing properties. It seems unnecessary in such 
cases to resort to such elaborate proceedings as call for notice to 
governors of states, and whatever requirements may be enacted 
in respect of consent of directors and holders of voting securities, 
I therefore favor retention of this paragraph (2) in some appro- 
priate form, although I am not entirely clear as to the last sen- 
tence of that paragraph as here amended. 


Recapture Provisions 


Sections 4, 5 and 6 of the bill amend sec. 15a of the interstate 
commerce act in respect of the recapture provisions of that sec- 
tion, apparently by way of providing inducement or stimulus to 
carriers to effect such consolidations or unifications as are con- 
templated by the bill. As I have explained to you, it is not my 
view that stimulus or inducements are needed at the present time, 
or for the visible future. I deprecate any hot-house growth, any 
forcing process, in the development of instrumentalities which 
are to serve our commerce even more adequately than it is being 
served now. : 

Paragraph (1) of section 4 of the bill effects some rearrange- 
ment of the wording in paragraphs (6), (7) and (8) of sec. 15a of 
the act, but the principal change is in treatment of the net rail- 
way operating income of a carrier for any year in excess of 6 per 
cent of the value of the railway properties held for and used by it 
in the service of transportation. 

Under the paragraph (6) now in effect one-half of that excess 
is to be placed in a reserve fund established and maintained by 
the carrier for the purposes indicated in the existing paragraph 
(7) and the other half is to be recoverable by and paid to the 
Commission for the purpose of establishing and maintaining a 
general railroad contingent fund which, under the existing para- 
graph (10), together with all accretions, is to be a revolving fund 
administered by the Commission and available, in the public in- 
terest, for loans to carriers upon security or for purchase of 
transportation equipment and facilities and lease thereof to car- 
riers as provided in subsequent paragraphs. 

The bill changes these provisions so as to make the whole of 
the excess above 6 per cent recoverable by and payable to the 
Commission except as provided in paragraphs (7), (13) and (15). 
Paragraph (13) appears on p. 24 of the bill, lines 4-10, and para- 
graph (15) on the same page, lines 11-15. Paragraph (7) qualifies 
the new provision for recapture of the entire excess by providing 
that, until January 1 following the adoption of the plan, one-half 
of the excess shall be placed in the carrier’s reserve fund. Para- 
graph (2) of section 4 of the bill makes that section effective on 
January 1 following the passage of the bill, but leaves the exist- 
ing paragraphs (6), (7) and (8) of sec. 15a in force in respect of 
any excess income prior to that date. 

Section 5 of the bill amends paragraphs (10) to (16), inclusive, 
of sec. 15a of the existing act and apparently becomes effective 
upon passage of the bill. , , 

By the new paragraph (11) the Commission-is required to 
ascertain as soon as practicable after the close of the calendar 
year 1925, and each year thereafter, each carrier that has received, 
during each calendar year, a net railway operating income less 
than 5 per cent on the value of its railway property and deter- 
mine the amount by which it fell short of 5 per cent in the same 
manner as excess over 6 per cent is determined for more prosper- 
ous carriers. All moneys in the general contingent fund main- 
tained by the Commission attributable to excess income for the 
calendar year 1920, and each year thereafter down to and includ- 
ing the year in which the Commission adopts the plan, is to be 
distributed by the Commission among the carriers which fell short 
of 5 per cent in proportion to the amounts by which they severally 
fell short of that mark. After adoption of the plan all moneys 
paid into the fund attributable to excess income for any year of 
carriers included within a system provided for in the plan, 
whether the system has been completed or not, are to be dis- 
tributed among the other carriers allotted to that system in the 
plan in proporion to the amounts by which they respectively fell 
short of the 5 per cent for that year. 


In brief, pending adoption of the plan, one-half of the excess 
over 6 per cent realized by carriers for any calendar year is to be 
distributed among carriers falling short of 5 per cent for that 
year, in proportion to the amounts by which they fall short, but 
not so as to exceed an aggregate of 5 per cent for each when its 
net railway operating income, and its share of the excess so dis- 
tributed, are added together. 

Apparently the carriers realizing an excess over 6 per cent may 
be in any part of the country, and those realizing less than 5 per 
cent may also be in any part of the country, but for convenience, 
and as a short cut to an illustration of how this distribution would 
work, I applied it to a diagram and tables put out last summer in 
demonstration of what is called the ‘Potter Plan.’’ These are 
confined to Class I carriers in the Western District, and show net 
railway operating income for 1924 based on investment in road 
and equipment and materials and supplies. The carriers listed 
number 64. Of these, 11 had a return in excess of 6 per cent, 6 
between 5 and 6 per cent, and the remaifting 47 fell short of 5 per 
cent by an aggregate of $114,587,551. The 11 had a return above 
6 per cent aggregating $5,641,564, one-half of which would be 
$2,820,782. This amount, if distributed among the carriers having 
return of less than 5 per cent, would show results almost negligible. 
The Milwaukee would receive the largest share so distributed, the 
Southern Pacific System the next, and the Northern Pacific the 
next. But of the 11 showing return over 6 per cent all but two 
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now form part of systems to which their excess would naturally go, 
and those two are the Duluth, Missabe & Northern and the Nevada 
Northern. Their combined excess over 6 per cent was $1,077,044. 
The principal carriers of the Western District, with the exception 
of the Santa Fe system, all appear in the list of those showing a 
return of less than 5 per cent. The results suggest that, as an 
incentive to consolidation, the distribution of excess over 6 per 
cent among carriers falling short of 5 per cent may be far from 
effective, and that a careful survey might well be made before 
resort is had to such a distribution. 

But whatever the effect upon the carriers the effect upon the 
Commission would be immediate, and stunning. While our program 
of endeavor to complete primary valuations of railway properties 
within 3 years from last July is still being pursued, and encounter- 
ing great difficulties, we would be called upon to turn aside and 
determine the value of the railway properties of each carrier, over 
1,000 of them, for each year, and to police and verify the net rail- 
way operating income of each carrier, for each year, in order to 
determine whether that income exceeded 6 per cent or fell below 
5 per cet of the property value, and by how much. This work is 
now confined to carriers which seemingly have exceeded 6 per cent. 
Our policing thus far of their accounts has increased their showing 
of net railway operating income by 19 millions and reduced it by 
5 millions, a net aggregate of over 14 millions. In order to establish 
the value and the amount recoverable it is necessary to put the 
pertinent facts in evidence in hearings before the Commission. In 
order to recover one-half of the excess over 6 per cent it may be 
necessary, in most instances, to go to court and there obtain a 
judgment, which naturally will be subject to review. That is our 
heavy task under the present recapture provisions, but if they 
are amended as here proposed the scope of the work will be so 
increased as to lay upon us a burden hardly to be borne with 
such men and money as are likely to be available. Candor compels 
us to state this plainly. “* 

Unless the Congress can lawfully, expressly and effectually 
authorize the use, pending completion of the valuations, of some 
convenient base, such as the property investment account of the 
carrier, on which to compute the percentage, and the use, un- 
policed, of the carrier’s net railway operating income as shown in 
its annual reports, for determination of the amount of its return, 
we do not see how the new recapture provisions can be made 
workable. In any event, whether or not the recapture provisions 
are amended as proposed in this bill, it seems fairer that the 
combined return for a period of, say, three years should be used 
as a base rather than the return for one. With each succeeding 
year this period would shift so as to drop out one year. To illustrate, 
for recapture maturing in 1925 the combined return for 1922, 1923 
and 1924 would be used; in 1926 the combined return for 1923, 1924 
and 1925. This shifting base, broadened to embrace 3 years, would 
tend to equalize the vicissitudes which might make the return 
for one year unusually high and for another unusually low. I need 
not dwell upon other features of these new recapture provisions as, 
for example, those of paragraphs (10) and (12) for the making of 
distributions. These are deemed to be too indefinite, without in- 
dication of the purposes for which the moneys are to be used by 
the carrier, and without requirement for accounting. It may be 
also that industrial common carriers whose return is affected by 
the intra-plant or other non-common-carrier service performed for 
the owning industry, should be excluded from sharing in these dis- 
tributions. 

Section 7 of the bill appropriately provides that the amend- 
ments here made shall not affect any action taken under paragraphs 
(2), (4), (5) and (6) of section 5 of the interstate commerce act 
prior to the passage of this bill, but does not in terms provide 
for proceedings already begun, such as those now pending, in which 
action remains to be taken at some time in the future. 

I pass now to some general observations. 

It is not hard to do what is right if we know what is right. 
It is often had to know what is right. Your high duty is to 
determine here what is right in providing for the blendnig together 
of carriers into systems. You have before you two bills framed to 
that end. You may have others before the hearings close. Many 
views have been pressed upon you and many more will be. I have 
ventured to voice some of my own. 

The desiderata, if not the essentials, as I see them, of such 
railway systems are these: 

Each should have a _ diversified traffic, well-balanced; each 
should be large enough to develop and deliver the major part of its 
traffic, but not too large for effective management; each should 
originate on its own rails its fuel supply, and, in so far as may 
be, its other supplies; each should connect one of our coasts, ocean, 
gulf, or lake, with focal points in the interior; each should so 
interlace in its own territory with others that all important 
points in that territory will have competitive service; and each 
should connect with another or others in such wise that no important 
traffic throughout this broad land need have more than a two-line 
haul. 

Such systems must compete with existing systems, and with each 
other. They should not be handicapped by new requirements from 
which the competitor is free. All should be treated alike and be 
subject to one and the same federal regulatory law. 

In providing for the growth of such system the end and aim 
should be to provide the people of the United States with adequate 
transportation service. For the present, at least, that growth needs 
no stimulus or forcing. It only needs opportunity, through removal 
of obstacles, and under proper safeguards. Such removal and safe- 
guards can be provided by wise legislation, and in this, as in most 
things, the simplest is the best. As illustrative of the forms which 
such legislation might take I submit the text prepared by the Com- 
mission in 1919 as an amendment of the first paragraph of section 
5 which, then as now, deals with the pooling of freights and divisions 
of earnings. This proposed amendment formed part of H. R. 14820, the 
Esch-Pomerene bill, so-called, which passed the House, but later, 
in conference, became the transportation act, 1920, as now worded 
and in force. 

Section 4. That the first paragraph of section five of the com- 
merce act be amended to read as follows: 

“That, except under specific approval by order of the Commis- 
sion as in this section provided, it shall be unlawful for any carrier 
subject to this act to enter into any contract, agreement, or com- 
bination with any other carrier or carriers for the pooling of freights 
of different and competing railroads, or to divide between them the 
aggerégate or net proceeds of the earnings of such railroads, or any 
portion thereof, and in any case of an agreement for the ling 
of freights as aforesaid, each day of its continuance shall be deemed 
a separate offense: Provided, That whenever the Commission shall 
be of opinion, after hearing upon application of any carrier or car- 
riers subject to this act, or upon its own initiative, that the unifica- 
tion, consolidation or merger by purchase, lease, stock control, or 
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in any other way, similar or dissimilar, of two or more carriers sub- 
ject to this act, or of the ownership or operation of their properties, 
or of designated portions thereof, or that the pooling of their traffic, 
earnings or facilities to the extent indicated by the Commission, will 
be in the interest of better service to the public, or economy in 
operation, or otherwise of advantage to the convenience and com- 
merce of the people, the Commission shall have authority by order 
to approve and authorize such unification, consolidation, merger, or 
pooling, under such rules and regulations, and for such consideration 
as between the said carriers, and upon such terms and conditions, 
as shall be found by the Commission to be just and reasonable in 
the premises. 

“The Commission may from time to time, for good cause shown, 
make such supplemental orders in the premises as it may deem nec- 
essary or appropriate, and may by any such supplemental order modify 
or set aside the provisions of any previous orders as to the extent 
of the pooling, or as to the rules, regulations, terms, conditions or 
consideration currently moving in respect of any unification or con- 
solidation of operation and not of ownership, or of pooling, so there- 
tofore approved and authorized. 

“The carriers affected by any such order shall be, and they are 
hereby, relieved from the operation of the ‘anti-trust laws,’ as des- 
ignated in section one of the act approved October 15, 1914, entitled 
‘An act to supplement existing laws against unlawful restraints 
and monopolies, and for other purposes,’ and of all other restraints 
or prohibitions by law, in so far as may be necessary to enable them 
to effect any unification, consolidation, merger or pooling so approved 
by —w under and pursuant to the foregoing provisions of this 
section.” 

The heart of the matter is there. I invite your attention to the 


‘Will be in the interest of better service to the public or economy 
in operation, or otherwise of advantage to the convenience and com- 
merce of the people, the Commission shall have authority by order 
to approve and authorize such unification, consolidation, merger, or 
pooling, under such rules and regulations, and for such consideration 
as between the said carriers, and upon such terms and conditions, 
as shall be found by the Commission to be just and reasonable in 
the premises.”’ 

If the essentials are anywhere more clearly stated than in this 
text I have not seen them. Commissioner Esch and I are still of 
opinion that, with the addition of express grant of corporate au- 
thority to the carriers and some other changes born of experience, 
such legislation as this would suffice and be more consonant with 
the other provisions of the act than the bill now before you. But 
if it be deemed advisable that a plan should still appear above the 
horizon, to become available when the law of attraction has ceased 
to work, or slackened, among the carriers themselves in order that 
due provision may be made for rounding out and completing such 
systems as may then require development, I am not averse to that. 
In the meantime we shall become informed by experience in dealing 


—— applications which press against the bars and await your 
c "i 


In response to questions by Senator Pittman, Mr. Hall said 
he did not think the carriers needed any incentive provided by 
law to get them to go forward with consolidations—that they 


POSITIONS WANTED OR OPEN 


CERTIFIED Traffic Manager and Commercial Graduate, age 34, 
fifteen years’ experience with railroad handling rates, claims and 
reparations, desires position as traffic manager or in some similar 
capacity, with commercial or industrial organization. At present 
employed with carrier. Will consider change of position with car- 
rier. Satisfactory reference. Address “G. W.,’”’ care Traffic World, 
Chicago, Ill. 


CHICAGO TRAFFIC MAN, now employed, desires change. Seven 
years’ commercial house experience, general traffic work, five years 
railroad rate clerk, age thirty years. Address L. D. A. 887, care Traf- 
fic World, Chicago, Ill. 


POSITION WANTED—By accountant, twelve years’ experience 
with large carrier and several years with Interstate Commerce Com- 
mission. Desire to make change to avoid travel. Address X Z, care 
Traffic World, Chicago, Ill. 


NATIONALLY ADVERTISED Traffic Service organization desires 
fifty men EXPERIENCED in selling Traffic Service contracts. We 
pay largest commissions, have best contract on market, and are better 
ocated and equipped to render the service than any other organiza- 
tion in this line of work. In answering tell us ALL about yourself; 
we want only the most reliable and competent men. See our ad on 
page 413, this issue. 





























Carnegie Recognized An Opportunity 


When Andrew Carnegie visited England to tmspect the new 
Bessemer Furnace, he watched a demonstration, keenly interested. 
When it was finished he cabled his plant superintendent in America 
to junk his equipment for the new type furnace. A courageous move? 
Yes, but Carnegie zed an opportunity. And typical of the 
man, he took advantage of it. 7 

Here, too, is an opportunity for men engaged in traffic work; the 
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CA Single Subject. Well Taught! 


We teach, by actual practice, traffic management and traffic law, 
and nothing else. The comprehensive text material includes every 
practical form used by the foremost traffic men in their daily 
work. It is the one course that really helps you to become an 
executive type traffic man—a big pay man. 

We conduct both resident c' and instruction by mail. 
Both are thorough and complete. Be a Carnegie! Grasp this op- 


portunity. Write us for free catalogue. Address Department 8-B, 
COLLEGE OF ADVANCED TRAFFIC, 608 Seuth Dearbern St., CHICAGO 
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were now waiting to go ahead and that the only thing that was 
holding them back was the existing law. 

Senator Pittman, remarking that he wished this part of the 
proceeding might not have to go in the record, said as between 
Senator Cummins and Commissioner Hall, he was supporting 
the position of the senator in the matter of railroad con- 
solidation. 

The members of the committee present when Commissioner 
Hall testified February 6 were Chairman Watson and Senators 
Cummins, Smith, Pittman, Pine and Sackett; Senators Watson 
and Smith left the hearing shortly after the Senate convened 
at 11 a. m., and Senator Pittman came in just before Mr. Hall 
concluded his statement. 

The Senate interstate commerce committee will resume 
hearings on proposed railroad consolidation legislation February 
16, when Alfred P. Thom, general counsel of the Association of 
Railway Executives, will be heard. Mr. Thom will be followed 
by A. H. Harris, chairman of the finance committee of the New 
York Central. 


RAILROAD LEGISLATION 


In a recent address on the subject of railroad legislation 
before the Junior Traffic Club, of Chicago, Kenneth F. Burgess, 
general solicitor of the C. B. and Q., spoke as follows: 





Railroad legislation, like the poor, is always with us. We are a 
political nation and there is the ever present tendency to transform 
legal and economic and even domestic problems into political prob- 
lems. Thus we are confronted today with agitation about railroads 
and agriculture, which is essentially political, although some of our 
friends—particularly those who are responsible for the Hoch-Smith 
resolution—would have us believe that in a sense these problems are 
economic and in a sense sociological. But at rock-bottom many of the 
measures which are now proposed are purely political. 

So far as railroad legislation is concerned, we have been rapidly 
approaching some new aspects of its political relationship. There was 
a time—a quarter of a century or more ago—when the railroads 
exerted great political power. Possibly it was not as great as was 
represented by alarmists and extremists, but, nevertheless, it was the 
custom for railroad corporations to aid in the election to public office 
those who were friendly to railroad enterprise. 

With the cry against big business in politics and the revulsion of 
feeling against the political activities of railorad corporations, there 
came new laws, new concepts of political morality and new railroad 
managements with entirely changed ideas of right and duty. The 
railroads ceased to be a power in politics; in fact, they ceased 
to have any power in politics. Though the railroads of the United 
States are today the second largest industry in the country from the 
standpoint of either number of persons employed or the capital 
invested, they have little or no power in shaping legislation even in 
respect to their own activities. Bowing to public desire—it was 
even public indignation—the railroads withdrew from the political 
arena. ; 

They were told that they should content themselves with provid- 
ing adequate and efficient service and_ that the public, through an 
impartial administrative tribunal, would see that the rights of their 
investors and employees were protected. They were assured that 
laws for the guidance of the tribunal would be designed to curb 
special privilege, sectional jealousy and preference and discrimination 
of every kind. This tribunal—the Interstate Commerce Commission— 
has ever held high the concept of public duty thus declared. While 
we, who have practised before it, have often felt aggrieved over 
decisions in particular cases, we have always believed that the mem- 
bership as a whole has followed closely-this high ideal of public 
service, 


But, meanwhile, a most curious paradox has developed. The 
railroads were driven from politics by the cry that special interests 
should not make our laws. That was right. The railroads heeded. 
And yet, a few years later, what do we find? We find other inter- 
ests seeking to interfere, through the medium of arbitrary laws, with 
the working of this impartial administrative rate tribunal. These 
interests are just as much special interests in this day as the rail- 
roads were special interests in a former day. The Hoch-Smith reso- 
lution—which is a menace to our whole economic progress—was 
designed for the special purpose of giving certain agricultural prod- 
ucts preferential treatment to which they would not otherwise be 
entitled. Other pending measures are designed to secure sectional 
preference which would not accrue under the law. Only last week 
the American National Livestock Association started a new drive 
for additional laws preferential to livestock and adverse to other 
forms of traffic. In other words, we find ourselves passing from a 
period of political non-interference with railroad management and 
railroad operation into a period in which those, who have special 
measures to advocate, seek legislative aid, instead of relying on the 
merits of their controversy as these may be judged by the Com- 
mission. 

To illustrate my point, let me refer to the following quotation 
from the speech of Theodore Roosevelt, then President of the United 
States, in which, in 1905, he’ announced his famous doctrine of 
“square deal’ just prior to the enactment of the Hepburn act of 


1906, which vitalized the Interstate Commerce Commission. He 
declared: 


‘It must be understood, as a matter of course, that if this power 
is granted it is to be exercised with wisdom and caution and self- 
restraint. The Interstate Commerce Commissioner or other Govern- 
ment official who failed ta protect a railroad that was in the right 
against any clamor, no matter how violent, on the part of the public, 
would be guilty of as gross a wrong as if he corruptly rendered an 
improper service to the railroad at the expense of the public. When 
I say a square deal I mean a square deal; exactly as much a square 
deal for the rich mat as for the poor man; but no more. Let each 
stand on his merits, receive what is due him, and be judged according 
to his deserts. To more he is not entitled, and less he shall not have.” 

Then let me refer to the statement of Edgar E. Clark, sixteen 
years later, made before a committee of the United States Senate 
in 1921, just after Mr. Clark had resigned as chairman of the Inter- 
state Commerce Commission. He said: , 

“The Commission always has been, I guess always will be, the 
subject of a great deal of misunderstanding and a good deal of 
criticism, much of which, at least, is unwarranted and unjust; but 
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inasmuch as I am no longer a member of it I think I can with 
propriety point to the record that the Interstate Commerce Commis. 
sion has made, the standing that it has gotten even before these rajj. 
roads that used to think it was guilty of all the crime in the 
decalogue—and the shipping public—and I assert that the reason that 
the Interstate Commerce Commission has attained that reputation 
and that standing is because it has stood with a face to every king 
of wind that blows and performed its duties in accord with its con- 
scientious convictions of what was the right thing to do, and has not 
been swayed by popular clamor, by any political influences, or any- 
thing of that kind; and if the time ever comes when the Interstate 
Commerce Commission has to consider whether or not a thing is going 
to be popular and whether or not it is going to be attacked by one 
political party or another, its usefulness will be very seriously jm. 
paired, in my judgment.”’ 

And now let: me read you a portion of the speech of the Honor. 
able Homer Hoch, of Kansas, in the House of Representatives on 
Monday of this week. Speaking of the hearings being conducted by 
the Commission in Docket 17000 and Ex Parte 87, which are as yet 
undecided, he said: : 

“I have endeavored to keep in touch with the progress of that 
inquiry, and I have on my desk copies of practically all of the 
exhibits which I have been presented by representatives of producers 
and I venture the opinion that there has not been anywhere at any 
time as exhaustive and as complete a presentation of farm problems 
as has been presented by the spokesmen of agricultural interests jp 
the West at Kansas City during the hearing. * * * They have 
splendidly fortified their case. I say on the record that has been 
made at Kansas City it is unthinkable that the Interstate Commerce 
Commission will very seriously consider granting the application 
for increased freight rates on the western railroads.”’ 

Finally, let me read to you a part of the resolution of the Amer- 
ican National Livestock Association at its conventions in Phoenix, 
Arizona, in January of-the present year, as that resolution was pre- 
sented to the Senate of the United States last week: - 

“Resolved, hat the Hoch-Smith resolution enacted by Congress, 
directing the Interstate Commerce Commission to make the lowest 
possible lawful rates on products of agriculture, including livestock, 
is necessary to a removal of the undue burden of existing freight 
rates on livestock and its products and feed products, as a relief 
rendered more imperative from the depressed condition of our 
industry. * * *# 

‘Resolved, That the Hoch-Smith resolution enacted by Congress, 
pose and direct the Commission to ascertain from the books of the 
railroads the cost and relative cost, as near as may be, of transporta- 
tion of livestock,* * * to the end that the Commission may so 
apply the Hoch-Smith resolution so as to make the lowest possible 
rates on products of agriculture and livestock, based upon the actual 
outlay for performance of the transportation service, and leaving to 
other traffic the burden of producing returns to cover overhead and 
general expenses, taxes, and profits, as that resolution plainly intends, 
and to which we are entitled.” 

My point is this—if these recent developments mark a real change 
in our legislative policy respecting railroad regulation, it behooves all 
of us to know it. Are the railroad corporations themselves to be 
driven back into politics for the purpose of defending themselves, and 
in order to secure the ‘‘square deal” which was defined in 1905? 
Are all the shippers of the United States to be forced into political 
activities in order to protect themselves against preference and dis- 
crimination? Is the ultimate relief for every group interested in rail- 
road transportation to be found through the medium of special acts 
of Congress, rather than through decisions of the Interstate Com- 
merce Commission? Frankly, I do not know the answer to these 
questions. Time will tell. 

I do, however, venture this prediction—that if we are really facing 
a fundamental change in our national attitude toward transportation 
problems, there is grave danger that the adequacy of our transporta- 
tion system will suffer. For three years we have been free from car 
shortage and from delay in transportation by railroad. For three 
years the shippers have had a reliability and expedition of railroad 
service which they had not theretofore known. There is no present 
indication that the quality of this service is going to suffer in the 
immediate future. The sole business of the railroad corporation is to 
furnish railroad transportation, and like any merchant, it realizes 
that satisfied customers are its stock in trade. But let us not forget 
the cloud on the horizon to which I have referred. 

If this cloud is the signal of an oncoming storm, let us prepare 
for it in order that we may not be caught unawares. It may be that 
the cloud will pass by without harming us, and I am one of those 
who believe that it will. But we cannot afford to shut our eyes to 
it or to the consequence if a storm ensues. You gentlemen have a 
a vital interest in this problem and in the portent on the horizon. 
It behooves all of us to do the thing that lies within our power to 
prevent such interference with our present system of regulation as 
will transform it from impartial regulation into partisan regulation— 
from regulation in the public interest into regulation on behalf of 
pa ey a a based upon the prevention of 

crimination into rate-making which s 
special preference and class Gstinetion” a 


THE GOODING BILL 


The special committee on fourth section of the National 
Industrial Traffic League, in a bulletin to members urging them 
to inform their senators and representatives in Congress as to 
the issues involved in the proposed enactment of the Gooding 
long-and-short-haul bill, suggests that “stress should be laid 
upon the fact that in the entire thirty-nine years the Interstate 
Commerce Commission has been in existence, but two members 
of the Commission have favored an inflexible long-and-short-haul 
provision in the act. The two members referred to are on the 
Commission at the present time, namely, Commissioners Camp- 
bell and McManamy. Commissioner Campbell was for many 
years the attorney for the Intermediate Rate Association, and 
other organizations allied with it, in contending for an inflex- 
ible fourth section. His judgment, therefore, may not be wholly 
unbiased.“ 

The committee said members would be interested to know 
that many of the senators who voted for the Gooding bill a 
year ago had indicated that they would not support it this year 
—that senators had said that a year ago they had voted for 
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the bill largely because the committee on interstate commerce 
had reported it favorably, and they were not then aware, as 
they were now, that there was little or no merit in the bill. 

Referring to the Commission and the Gooding bill, the 
committee, in part, said: 


There have been many distinguished men upon the Interstate 
Commerce Commission, men like: Judge Thomas M. Cooley of 
Michigan, Judge Wm. R. Morrison of Illinois, Judge Augustus 
Schoonmaker of New York., Judge Martin A. Knapp of New York. 
Judge Chas. A. Prouty of Vermont, Judge Judson C. Clements of 
Georgia, Walter L. Bragg of Alabama, Wheelock G. Veazey of 
Vermont, Franklin K. Lane of California, James D. Yeomans of 
Iowa, Wm. J. Calhoun of Illinois, Joseph W. Fifer of Illinois, 
Francis M. Cockrell of Missouri, Edgar E. Clark of Iowa. 

Necessarily they were students of the act to regulate com- 
merce, and in the administration of it, they were obliged to con- 
sider among other things, the effect of competition. They gave 
more mature consideration to fourth section provisions, and their 
effect upon commerce, than it is possible for the members of 
Congress to give to them. Reference to the reports of the Inter- 
state Commerce Commission, beginning with Volume VI, shows 
that fourth section questions were constantly before the Commis- 
sion, in one form or another. It will, therefore, be conceded, we 
think, that the judgment of all these former members of the 
Commission was founded upon a greater knowledge of transpor- 
tation problems, and the needs of the commerce of the country, 
than is possessed by members of the Senate and House. * * * 

The charge is made that the opponents of S-575 are prompted 
by selfish consideration, or that they are being used by the rail- 
roads to perpetuate an intolerable condition upon a particular 
section of the country. We do not believe that it will be charged 
that the majority of the present Interstate Commerce Commission, 
and all those who have preceded them upon the Commission, have 
been prompted by selfish considerations, or are the creatures of 
the railroad, to do their bidding. The fact is that the majority 
of the present members of the Commission, and all those who have 
preceded them, have insisted than an inflexible fourth section 
provision would be detrimental to the public interest; that it 
would injure those whom it was intended to benefit, more than it 
would benefit them. The majority of the present members are, 
and all previous members of the Commission have been, of the 
opinion that the discretion given the Commission in the present 
act is wise, and no change should be made in it. 

Is it not reasonable to urge that greater weight should be 
given to the views of present and former members of the Com- 
mission, than to the views of those who have not studied the sub- 
jest as thoroughly as have those charged with the responsibility 
of administering the act to regulate commerce? * * * 

To advocate depriving the Commission of its discretion to 
afford relief, where relief is in the public interest, because a par- 
ticular case is not decided as some litigants before the Commis- 
sion think it should be, is on a par with advocating the recall 
of judges when their decisions, although sound in law, are 
unpopular. 





POLITICAL REGULATION 


In a letter to Senator Watson, chairman of the Senate com- 
mittee on interstate commerce, Alba B. Johnson, president of the 
Railway Business Association, says: 


We congratulate you on your vote against the action by which 
your Committee reported favorably upon the Gooding long-and-short- 
haul bill. For your information in connection with the energetic 
efforts which we are confident you will exert in the Senate to defeat 
this measure, we enclose a catechism of questions which have been 
asked us and our answers thereto. 

In our judgment the Gooding Bill is only one phase of a larger 
problem. One of your colleagues who earnestly deplores the pos- 
sibility has recently declared in a private letter that he has no 
confidence whatever in the avoidance of a second federal seizure of 
the railroads during the next serious depression if the Interstate 
Commerce Commission and the railway managers in their respective 
scopes shall meantime continue to be made the objects of successful 
nibbling at their discretion and authority. 

Who can calculate the loss in the retirement at prime of such a 
man as Edgar E. Clark or Winthrop M. Daniel? Why are they out? 
In both cases there had been political pressure from more than one 
department of the government. In the case of Mr. Daniels his 
re-appointment was made the occasion for a Senate inquisition in 
which, so far as the public learned, there was no question of fitness or 
character, but only of opinions and official judgments. 


Limits are rising higher and higher upon the President’s choice 
of nominees. Unquestionably strong men decline to consider the 
appointment because repugnant to serving on a subjugated board. 
How many specialists of high calibre would willingly undergo what 
has happened to Mr. Woodlock? 


Without waiting for a law giving ‘regional representation” on 
the Commission, this scheme is undoubtedly operative in at least 
one recent appointment. If continually effective how can such a 
tendency avoid depriving the country of service by some available 
men of stature who happen to reside in the same region with other 
availables? Could this do otherwise than transform the Commission 
from a body endeavoring to function impartially and judicially in an 
atmosphere of national motive into a little legislature each of whose 
members tries to get all he can for his district by trading votes? 

It is not too much to describe as “lynching’’ these assaults upon 
the Commission, upon Commissioners and upon nominees, the con- 
sequence of which, if not the aim, can only be to make an end 
of justice on the one hand and of responsibility for results to trans- 
portation on the other. 

In addition to such informal activities we are faced with snipe- 
shooting by statute. 

Congress long ago had the wisdom to decree that rates shall not 
be unduly discriminatory. This is a statement of principle or policy 
for the guidance of those charged with regulation. The decision 
that discrimination is ‘‘undue”’ is an exercise of judgment on the 
face of ascertained facts and conditions and in the light of nation- 
wide discussion during three decades. To prohibit undue discrimina- 
tion is within the intelligence of a legislative body. To apply such 
a rule is not; and to the extent that Congress undertakes to sub- 
stitute its conclusions for those of the administrative body the 
country is deprived of experience, training, impartiality and responsi- 
bility in the solution of its transportation problems. 

The Hoch-Smith resolution was a gesture indicating to the 
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country that the Commission, upon which all views had been 
urged for 30 years, had neglected a vital aspect or decided Wrong or 
both and in any event that if following the resolution the Specific 
beneficiaries should receive apparent advantages they might take 


notice of the place to apply in future—not the administrative tribunal 
but the legislative branch. The bills for the fixation of Pullman 
rates would substitute the judgment of Senators and Congress. 


men for the judgment of the Commission. So would legislation 
ordering specific rate reductions as provided in pending measures 
The Butler Bill, just re-introduced, would prohibit the Commission 
from using its judgment as to whether rates on rail hauls for 
import and export containing differentials as among ports con- 
stitute under discrimination. 

From the foregoing you will see that in our view the most im. 
portant transportation problem before the American people is to 
protect the independence and foster the character of the Interstate 
Commerce Commission, hence preserving regulation and avoiding 
federal seizure. You will appreciate, also, that our vehemence 
in opposition to the Gooding Bill is due to the conviction that this 
measure is at this moment the most striking illustration of effort to 
break down the respect in which the Commission is held. We 
repeat, the principle laid down by Congress is that rates shall not 
be unduly discriminatory and the Gooding Bill would announce that: 
the Commission had so far failed in fidelity or intelligence that even 
a political body, with a thousand other things to do and acting under 
organized pressure from ex parte groups, can hope to deliver a wiser 
judgment upon the subject than the permanent board of selected 
specialists who collectively are responsible for the soundness and 
adequacy of rate regulation taken as a whole. 

If there is doubt about the efficiency of the Commission, why not 
inquire into the causes and correct them? Is it imagined that the 
Commission at its worst can be less efficient that a legislative body 
at its best for the decision of questions so technical as these? We 
have spent our business lives in the closest contact with all these 
questions and would disclaim competency even to offer an opinion, 
We know that you feel the same. We make this appeal to you to 
consider whether there is any more urgent need than to unite in 
— this tide than runs toward the engulfment of the Com- 
mission. 


Mr. Johnson names the following as good bills for Congress 
to reject: 


arty ibe the long-and-short-haul rigid instead of flexible (Gooding 
Odering that rate hauls of imports and exports shall bear the 
same rates to and from all ports (Butler Bill); 
A Reversing the Interstate Commerce Commission on Pullman 
rates; 
Legislating specified freight rate adjustments (various bills): 
Repealing Section 15a—the rule of adequate income (many bills); 
Creating representative districts for appointment of Interstate 
Commerce Commissioners (several bills). 


CONGRESSIONAL REGULATION 


C. R. Hillyer, attorney, of Chicago, has written the following 
letter to Chairman Watson, of the Senate committee, on inter- 
state commerce: 


You, as Chairman of the Senate Committee on Interstate Com- 
merce, have hanging over you a responsibility that you realize 
and understand, but I am taking the liberty of writing you with 
respect thereto. 

Time was when the House of Representatives was the radical 
body and the Senate was relied upon to delay hasty legislation. 
But times have changed and the two Houses, through causes 
apparent to all students of our institutions, have changed places. 
___ The need for federal control of our commerce was the compel- 
ling force that brought about the Constitutional Convention in 
1787. (See Chapter 1, Organization and Law of the Department 
of Commerce and Labor.) This same force drove the States into 
ratification of the Constitution (Ibid.) This commerce power of 
= Constitution is reposed in Congress in the so-called. commerce 
clause. 

Exactly one hundred years after the great convention the 
Interstate Commerce Commission was created by Congress (1787- 
1887) and the regulation of our railroads was vested therein. This 
law was a declaration by the people that their railroads must 
get out of politics and become subservient to the people through 
their duly constituted tribunal. 

The Commission did not get a proper grip on the situation 
until about twenty years had passed. Then President Roosevelt 
raised as one of his policies a reform in the personnel of the 
Commission and a strengthening of the powers of the Commission. 
The culmination of this policy in the passage of the 1906 amend- 
ment, and the appointment of new blood on the Commission about 
that time marks the period when the successful regulation of rail- 
roads by the Commission began. 

Congress has consistently stood by this sound policy down to 
the present. It has wisely strengthened the statute from time to 
time, and no activity of Congress under the Commerce Clause has 
proven to be more sound in principle and beneficial in effect upon 
the country as a whole than the act to regulate commerce. The 
underlying principle of this policy is the vesting of broad powers 
and wide discretion in an interstate commerce commission. 

Without any warning and almost out of a clear sky, this 
development of forty years founded upon wisdom, experience and 
precedent is threatened with destruction, or at least with serious 
impairment. The whole power of commerce control is vested in 
Congress and whereas full credit for the wise development up to 
the present time is accorded to our national legislature, that body 
is likewise directly responsible for any change that it may now 
permit to creep in. 

There are unmistakable tendencies of the present Congress, 
both last session and the current one, to a fundamental change 
in the wise principle above outlined. Congress is not now inclined 
to leave the determination of issues in the hands of the expert 
tribunal which it has created. The present law requires the Com- 
mission to give everybody a “full hearing,” and upon all the facts 
properly and openly obtained prescribe what, in its opinion, shall 
be the rule for the regulation of commerce. 

In place of the foregoing deliberative procedure founded upon 
centuries of wisdom and fair dealing of our race, there has been 
substituted in one or two instances and proposed in others, the 
determination of issues as to commerce directly by Congress with 
but scant investigation of any kind, and with no proper oppor- 
tunity of a hearing to whole sections of our country and im- 
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portant industries who must sooner or later pay for what 


Congress has done. 

Before undertaking this revolutionary change in a _ policy 
of long and satisfactory development, Congress may well pause 
and glance into the future. It should fully appraise the excellent 
results and direct good that has come to our carriers and our 
people from the existing order of things. It should take full 
credit to itself for all that has been achieved to date. The present 
statutes were all voted by Congress under its plenary powers. 

Then Congress should realize its responsibility also for a 
change in policy. Can Congress or its Committees fully investi- 
gate all the facts pertaining to the intricate problems of trans- 
portation, deliberate over them and reach as wise a conclusion 
for the nation as a whole as can an impartial, non-political 
tribunal, the members of which give many years of their lives to 

the detailed study of traffic and transportation? 
° Does the Congress want political and sectional decisions in the 
place of impartial disinterested determination upon all the facts? 
Which will be better for the country as a whole? Which class of 
decisions will constructively carry forward the development we 
have achieved; and which will head destructively in the opposite 
direction? ; 

Admitting that powerful interests will now and then lose a 
case before the Commission, the whole success of our form of 
government rests upon our faculty to fight hard in litigation, 
and then take an adverse decision like Americans, not like Mex- 
icans. Can Congress wisely and properly set itself up as an 
appellate tribunal over the Commission? Has it the time or the 
facilities or the training necessary? 

Before the Committee amends the law by curbing the Pres- 
ident’s broad discretion in selecting men for this great tribunal 
Congress should look back and see if there is any real reason 
for the change. The pathway of effective regulation needed the 
strength and courage of such men as Franklin K. Lane, Charles 
A. Prouty, Judson C. Clements and others. Several of these men 
and many others of our highest grade commissioners would have 
—_ ineligible under the amendment that has passed your Com- 
mittee. 

Under the proposed amendment several of the present able 
and experienced commissioners will have to go and their pleces 
be filled by selections from sections that may not contain the 
proper material at the time. 

I have sketched but the outline of questions that crowd upon 
each other if the present development of commerce regulation is 
to be departed from. Who will deny that they should all be 
considered with great care and looked squarely in the face before 
the statute is further changed in policy. 

Your committee owes this much to the great leaders in the 
Senate and House who worked out, debated, considered, drafted 
and passed the wise statutes now in force. 


PORT EQUALIZATION BILL 
The Traffic World Washington Bureau 


Arrangements for perfection of an organization to oppose 
the Butler port equalization bill were made at a meeting in the 
caucus room of the House of Representatives’ office building 
February 10. (See Traffic World, Feb. 6, p. 361.) The meeting 
was arranged by Representative Hill, of Maryland, who pre- 
sided as chairman, and who organized opposition to the Butler 
bill that was pending in the last session of Congress. 

A resolution was adopted providing for an organization 
committee to be composed of two representatives of each of the 
ports opposed to the Dill. 
manent organization to oppose the bill and report back to an- 
other general conference to be held in the House caucus room 
February 24. 

Among those who attended the meeting were Senator Bruce, 
of Maryland; Representatives Linthicum, Goldsborough and 
Gambrill, of Maryland; Representative Bland, of Virginia; Rep- 
resentative Patterson, of New Jersey; Representative Darrow, 
of Pennsylvania; representatives of the Baltimore & Ohio and 
Western Maryland railroads, and of the ports of Baltimore, Nor- 
folk, New Orleans, Newport News, Va., Philadelphia, Wilmington 
and Camden. 


SHIPPERS OPPOSE RAILROAD BILLS 


The Traffic World New York Bureau 


Resolutions expressing opposition to the Watson-Parker 
labor bill in Congress were adopted at the February meeting 
of the Shippers’ Conference of Greater New York. The ship- 
pers were unanimous in declaring that the bill, if passed in its 
present form, would be detrimental to the public interest. 

It was pointed out that, if the Labor Board is abolished, the 
public will be denied a voice in railway labor controversies and 
any future fights between railway labor and carriers will result 
in a long drawn out fight between employers and employees, 
similar to the present coal situation. 

Charging that railroad executives and labor leaders had 
“cooked up” an agreement whereby the former would support 
the bill for the abolition of the Labor Board, which would elim- 
inate public representation, for a promise that railroad em- 
ployees would finally accept a five per cent raise in wages instead 
of the 20 per cent they are now demanding. W. H. Chandler, 
chairman of the committee on legislation, asked the Conference 
to take some definite stand on the bill. He advocated legisla- 
tion that would give an arbitration board, with the public repre- 
sented, power to enforce its decisions. At present, he explained 
the only authority of the board is the weight of public opinion 
behind its decisions. 

“But the prospects are not very good for getting Congress 
to pass a bill with teeth in it,’ he said. “Not until the public 
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is thoroughly aroused by a series of strikes like the Coal 
strike will Congress take such a drastic step. The only way th 
public is represented in the bill is as suckers. The employers 
and employees will fix up a bargain to suit themselves ang the 
increase will be paid by the public.” 

He said John J. Lewis, president of the miners’ Union, haq 
shown that he did not want the public represented in arbitrating 
any differences and neither did the railway labor organizations 
In his opinion there were a number of railroads that would 
prefer to have a free hand to negotiate with labor. 

The conference voted to place the matter of opposing the 
bill in the hands of the legislative committee, composed of Mr 
Chandler, C. L. Hilleary, traffic manager for F. W. Woolworth, 
Company, and J. F. Abbott, commercial counsel for the American 
Sugar Refining Company. 

; Paul M. Ripley, traffic manager of the American Sugar Refip. 
ing Company, said he was opposed to stating specifically that 
the public should have an equal voice with employers and ep. 
ployees in all labor disputes, and that the conference should not 
go on record specifically on so complex and involved a question, 

The board also expressed its disapproval of the Colton bill 
(H. R. 10731) providing for uniform car rates and class rates 
for transportation of freight; the Hayden bill (H. R. 5211), the 
Sheppard bill (S. 1344), the Newton bill (H. R. 6359), the 
Cummins bill (S. 2055), the Newton bill (H. R. 6400), the Newton 
bill (H. R. 6397), and the Fess bill, amending the Pomerene 
bill of lading act. 

A uniform dock receipt model was submitted by Charles W. 
Braden as a basis of negotiations with steamship companies. 

It was announced that the annual meeting and dinner of 
the association would be held next month. A nominating com- 
mittee was named, consisting of P. M. Ripley, chairman; Charles 
W. Braden, L. Z. Whitbeck, E. J. Perkins and J. R. Kidd, Jr. 


PASSES FOR CANADIANS 


The Traffic World Washington Bureay 


Before introducing his bill permitting railroads in the 
United States to give free transportation or reduced rates to 
members of the Board of Railway Commissioners of @anada 
(see Traffic World, Feb. 6), Senator Couzens wrote to the Com- 
mission to obtain its views on the subject. The suggestion 
that such a bill be introduced came to the senator from an 
official of a railroad, who pointed out that section 345 of the 
Canadian railway act permitted Canadian roads to issue passes 
to members of the Interstate Commerce Commission and mem- 
bers of their official staffs. 

In answering Senator Couzens, Chairman Eastman, of the 
Commission, said it was understood that the Canadian railway 
act permitted Canadian railroads to issue passes to members of 
the Interstate Commerce Commission, the officers and staff 
thereof, and for their baggage and equipment. He said no pro- 
vision was at present contained in the interstate commerce act 
permitting issuance of free passes to members of the Canadian 
commission traveling on American railroads. 

Chairman Eastman said he was of the view that, as a matter 
of international courtesy, it would be proper for Congress to 
amend the interstate commerce act so as to provide that rail- 
roads within the United States might, if they saw fit, issue 
passes to the members of the Board of Railway Commissioners 
of Canada. 

“So far as I am advised,” said Chairman Eastman, “the only 
occasion when any member of this Commission has availed him- 
self of the provision of the Canadian railway act was in the 
summer of 1924 when Commissioner McManamy spent about two 
weeks out of his vacation in studying operating conditions on 
the Canadian National lines, and, in this connection, used trans- 
portation obtained by him from the Board of Railroad Com- 
missioners of Canada.” 


HOCH-SMITH RESOLUTION 


Editor The Traffic World: 

Referring to the Hoch-Smith debate in the House, published 
in The Traffic World of January 30, and the resolution adopted 
by the National Live Stock Association, wherein it resolved that 
Congress make a special appropriation for the purpose and 
direct the Commission to ascertain from the books of the rail- 
roads the cost and relative cost, as near as may be, of trans- 
portation of live stock compared to the cost of transporting the 
average traffic, to the end that the Commission and the public 
may have accessible the comparative average cost, and to the 
end that the Commission may so apply the Hoch-Smith resolu- 
tion as to make the lowest possible rate on products of agri- 
culture and live stock, based on the actual outlay for perform- 
ance of the transportation service and leaving to other traffic 
the burden of producing returns to cover overhead and general 
expense, taxes, and profits, as that resolution plainly intends, 
and to which we are entitled. 







In the first place, I cannot see how the Hoch-Smith resolu- 
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tion ever became a law, as I understand it instructs the Com- 
mission to do something contrary to the original purpose of its 
creation, by instructing the Commission to make rates in favor 
of agriculture, including live stock, which, of course, will neces- 
sitate an increase in rates on other traffic; or, in other words, 
the Commission is to favor some interest at the expense of 
others. Of course, the Hoch-Smith resolution is the law and, 
under that law, the National Live Stock Association has a right 
to ask that its interest be taken care of at the expense of others, 
just as its resolution calls for. But to ask that I pay a higher 
rate to satisfy them and put money in their pocket is absurd 
and in conflict with the interstate commerce act. It does not 
seem. possible that such a law could stand the test, and just 
such selfish requests as the one referred to will surely help to 
shorten its life. 


Des Moines, Iowa, Feb. 7, 1926. M. A. Emerich. 


Editor The Traffic World: 

What is back of all the opposition to the Hoch-Smith reso- 
lution? Why is this resolution referred to as political rate 
making? 


Are we to understand from this that Congress as a body 
haven’t the cloth to function as they did in the Hoch-Smith res- 
olution; or, in other words, has Congress transcended the Con- 
stitution of the United States when they drafted the Hoch-Smith 
resolution? 


The regulation of commerce among the states, including trans- 
portation by railroad, is a federal question. The Congress which 
represents the whole people has placed the regulation of railroads 
in a federal body, the members of which are selected by the Persident 
by and with the advice and consent of the Senate. 


Representative Hoch, on page 362, February 6 issue of The 
Traffic World, employs the following language: 


In the first place the freight revision measure has brought a 
widespread propaganda. I have been getting much of it, and I 
presume every member has, against “rate making by Conrgess.’’ 
If I had time I would illustrate how this propaganda is directed 
against several measures pending in Congress. Now, I have been 
among those who have consistently resisted the idea that Congress 
should enter upon the business of specific rate making. It is a 
matter for trained men, and we have set up an agency for that pur- 
pose. But I do not subscribe to the doctrine which is current in this 
propaganda, which would place the Interstate Commerce Commission 
above all congressional action. I say that Congress alone, of course 
has the power to regulate Interstate Commerce, and that it is not 
only the privilege, but it is the duty of Congress to lay down broad 
policies in the matter of transportation in this country. 


This freight revision law—and I shall touch upon it only briefly— 
under which the Commission is now proceeding is not congressional 
rate making. But it does lay down several broad policies, and I 
want to call your attention to them again, because the Interstate 
Commerce Commission will now have before it the briefs and argu- 
ments which will be made under that resolution. If I had time I 
would like to read it to you, but I shall only summarize some of the 
important provisions. While it is not rate making, it lays down 
certain definite policies as a mandate to the Interstate Commerce 
Commission and directs that Commission to _ those policies into 
effect. What does it say? It provides in the first place, that freights 
shall be fixed with the idea of promoting freedom of movement. In 
the next place, it provides that there shall be scientific overhauling 
of the freight structure, with a view to equalizing the burden as 
between the different kinds of commodities and the different classes 
of traffic. It also provides that in fixing the rates they shall seek 
to promote a natural and proper development of the country as a whole; 
in other words, take away the subsidies which have existed in favor 
of certain favored sections in this country. Then, lastly, it directs 
the Commission to take note of the depression through which agri- 
culture has been passing and to lower farm freights as far as it may 
be done, consistent with preserving adequate transportation service. 


When Congress is acting within the Constitution of the 
United States, they are clothed with authority of unlimited 
power. An instance of the almost unlimited power of Congress, 
when acting upon subjects within this clause, is found in the 
Wheeling bridge case. The Supreme Court found that the bridge 
was in fact an obstruction to navigation and ordered its abate- 
ment as a nuisance. (13 How. 518.) Congress subsequently 
passed an act declaring the bridge to be a lawful structure. The 
Supreme Court recognized it as a valid exercise of the power to 
regulate commerce. That the bridge was in law no longer a 
nuisance, and the decree for its abatement as such was not 
enforceable. (18 How. 42.). 


It appears to the writer from the doctrine of the United 
States Supreme Court, Congress would be in a position to at 
least offer a resolution to be acted upon by an agent of Congress. 
What is the answer? 


T. J. McLaughlin, 
Traffic Manager and Commerce Counsel. 
Cincinnati, O., Feb. 11, 1926. 


Mr. McLaughlin misses the point entirely. The question is not 
as to the authority of Congress to instruct the Commission what to 
do. That is admitted by everybody who knows anything about the 
subject. Congress could even instruct the Commission as to just 
what the rates should be on a given commodity between two given 
points. The question is as to the wisdom of Congress, for political 
or even other reasons, in instructing the Commission how to make 
rates.—Editor The Traffic World. 
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MONEY FOR I. C. C. 


The Traffic World Washington Buren, 


President Coolidge has transmitted to the House of Repre. 
sentatives a supplemental estimate for appropriation for the 
Commission for the fiscal year ended June 30, 1927, totaling 
$119,847.75. 

H. M. Lord, director of the Bureau of the Budget in ay 
explanatory letter to the President, said: 

“T have the honor to submit herewith for your consideration 
and upon your approval for transmission to Congress, supple. 
mental estimates of appropriations for the Interstate Commerce 
Commission for the fiscal year ending June 30, 1927, amounting 
in all to the sum of $119,847.75. 


General appropriation for all other authorized expenditures 
necessary in the execution of laws to regulate com- 
WOE WNle Binet ces teats etek. 646 Stee Renee atic esn ve +0 Sembee < $42,298.00 
To enable the Interstate Commerce Commission to enforce 
compliance with section 20 and other sections of the act 
by the policing of accounts to regulate commerce, etc... 
To enable the Interstate Commerce Commission to keep in- 
formed regarding and to enforce compliance with acts 
to promote the safety of employes and travelers upon 
railroads; to investigate accidents; and to investigate 
and test block-signal and train-control systems and ap- 
pliances intended to promote the safety of railway 
I ie 5 o's ces © cmd orate so 0 BN ein en Ge oles. g elumiaeatees 
For printing and binding 


56,859.75 


10,690.00 
10,000.00 


“The above estimates of appropriations are necessary to en- 
able the Interstate Commerce Commission to clear the dockets 
of accumulated cases; to keep pace with the work imposed upon 
it under sections 15a and 20 of the transportation act; to keep 
informed regarding and to enforce compliance with the acts to 
promote the safety of employes and travelers upon railroads, to 
investigate accidents, and to investigate and test block-signal 
and train-control systems and appliances intended to promote 
the safety of railway operation; and to print and bind reports. 

“The above estimates of appropriations are required to meet 
contingencies which have arisen since the transmission of the 
Budget for the fiscal year 1927, and their approval is recom- 
mended.” 


ee 


LIABILITY ON GRAIN SHIPMENTS 


Senator Willis, of Ohio, has introduced a bill (S. 3069) to 
enforce the liability of common carriers for loss or damage to 
grain shipped in bulk. The bill follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That section 20 
of the Interstate Commerce Act, as amended, is amended by adding 
at the end thereof the following new paragraph: 

(13) Any schedule filed with the commission which contains 
any provision exempting, or purporting to exempt, directly or 
indirectly, any common carrier subject to the provisions of this 
act from the liability imposed by paragraph (11) of this section 
shall be void and its use shall be unlawful, and the commission shall 
reject and refuse to file any schedule that is tendered for filing 
which contains any such provision, and any schedule so rejected 
shall be void and its use shall be unlawful, except that any schedule 
filed or tendered for filing may provide (a) for a tolerance allow- 
ance, not exceeding sixty pounds per car, in the settlement of 
claims for loss of or damage or injury to grain shipped in bulk, 
and/or (b) that the carrier, if not otherwise liable, will not be 
liable for any loss of any grain so shipped if (but only if) the carrier 
proves that such loss resulted from natural causes.’’ 


Sec. 2. This act shall become effective on the sixtieth day after 
its passage. 


PLAN TO END PILFERAGE 


The Traffic World New York Bureau 


Steps to suppress the pilferage and theft evil in and around 
New York harbor, which is estimated to be costing shipping and 
commercial interests millions of dollars yearly, were taken at a 
meeting at the New York Produce Exchange. 

Cornelius H. Callaghan, president of the Callaghan Shipping 
Company, was appointed permanent chairman and empowered 
to name a committee of eighteen, which is to be known as the 
“Joint Committee on Maritime Interests of the Port of New 
York to Suppress Theft and Pilferage.” 

The committee will be comprised of steamship, warehouse, 
lighterage, railroad, marine insurance and tugboat interests and 
more members will be added if found necessary. Mr. Callaghan 
was authorized to name subcommittees and a special committee 
of five to take charge of the collection of funds to carry out the 
work. 


I. C. C. CONTROL OF SHIPPING 


The Trafic World New York Burewsu 


The New York Board of Trade and Transportation has 
adopted a report of its committee on harbor and shipping oppos- 
ing regulation of intercoastal shipping by the Commission. The 
resolutions and report said: ° 


Your committee has given consideration to the suggestions which 
have been made from time to time that the coastal steamship lines 
be placed under the jurisdiction of the Interstate Commerce Com- 
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TRAVEL- COMFORT 


People who travel a good deal attach much 
importance to the matter of travel comfort, 
the elements which are— 
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mission. Your committee is opposed to the Interstate Commerce 
Commission extending its jurisdiction to include private shipping 
companies, believing that this would retard the natural development 
of such carriers and would not be for the benefit of either the shipper 
or the steamship company. The following resolution is therefore 
offered by your committee: 

Whereas, There have been recent efforts on the part of the 
transcontinental railway lines, and sections of the United States 
located far from ocean ports, that feel themselves handicapped by 
competition of agricultural and industrial markets located more 
closely to tidewater, to regain a competitive advantage by causing 
the intercoastal steamship lines to be placed under the regulatory 
jurisdiction of the Interstate Commerce Commission, the desired 
purpose being to raise the port to port rates of the intercoastal 
steamship lines to a point approximating the present transcontinental 


-_ rates and the rail rates from interior points to the Pacific Coast 
an 


Whereas, such a policy of attempting to overcome, by law, natural 
economies due to a more economical carriage by water between the 
east and west coasts of the United States and 

Whereas such an artificial raising of rates would only serve to 
reduce ‘the spread between the prices of eastern and southern 
American products on the Pacific Coast and all foreign competition 
that could move their products from Europe to Pacific Coast ports 
at a much dower rate, thus increasing European competition and 
causing. American industries on the Atlantic and Gulf coasts to 
lose competitive advantage in the American markets beyond the 
Rock Mountains, that they now enjoy and 

Whereas, Such markets would constitute a loss to the shipping 


companies operating Out of the port of New York and the ports and 
markets of the Pacific Coast. 


Therefore be it resolved, That it is the judgment of the New 
York Board of Trade and Transportation that such placing of inter- 
coastal shipping under the control of the Interstate Commerce Com- 
mission is unsound economics and is against the interests of the 


commerce of the country and the development of an efficient 
American merchant marine and 


Be it further resolved, That such steps be taken as may be neces- 
sary to oppose any further attempts to place control of these shipping 


companies under the jurisdiction of the Interstate Commerce Com- 
mission. 


The report was signed by Robert F. Hand, assistant man- 
ager, Marine Division Standard Oil of New Jersey; Gale H. Car- 
ter; W. H. La Boyteaux, admiralty attorney; C. D. Mallory, Mal- 
lory Transport Company; W. N. Westerlund; Eugene F. Moran, 
Moran Towing Company; A. C. Pouch, Pouch Terminal; Joseph 
Hodgson, vice-president, Ward Dfhe; H. R. Hanlin. 


OCEAN FREIGHT RATES WEAKER 


The Trafic World New York Bureau 


. ¢Duliness in overseas shipments, low charter rates, and barely 
maintained steadiness in freights have featured the week. In 
contrast with active domestic business, overseas transportation 


is in a decline and nothing is in sight to lift it out of the de- 
. pression. 


Several vessels were thrown on the market as low as nine 

to nine and a half cents a hundred pounds to the Continent, 
and 12% cents to west Italy, but, for the most part, owners 
refused to tie up their vessels at these rates. Most of the 
inquiries were for prompt loading, with practically no interest 
in future business. 

That the dullness in foreign trade has not vitally affected 
the steamship business is shown by the fact that the rate con- 
ferences have not been disturbed, and that the intercoastal con- 
ference, in particular, where a rate war seemed imminent 
three weeks ago, seems now to be on the way to solve its 
problems, though lower quotations on some highly competitive 
commodities are inevitable. ; 

The plan adopted by the intercoastal conference calls for a 
committee of three, representing the American Hawaiian, United 
American, and Luckenbach Lines, which has full rate-making 
power. While the authority of the committee is absolute, provi- 
sion is made for the right of independent action by any line, on 
due notice to the conference. A further provision has been 
made for the withdrawal of any company on two weeks’ notice 
after March 15. It is hoped that the new plan will give the 
conference lines more flexibility in rate making by centering the 
power in a few hands, and that the other reservations will 
furnish the necessary safety valve for dissatisfied members. 
The five per cent differential for lines with services less frequent 
than every two weeks will be continued without change. 

It appears that this agreement has averted the threatened 
storm in the intercoastal conference. The big problem is to get 
the outside lines into the rate agreement. This is a matter now 
under. consideration, the outcome of which is not yet certain. 

While the problems of the coastal lines in westbound traffic 
have thus been cleared, the eastbound situation has become less 
satisfactory. In contrast with the rush of business recently, with 
insufficient vessel space to accommodate offerings, traffic has 
dropped off considerably. This may be a temporary condition 
that will pass shortly, but steamship officials have frankly been 
surprised at the development. Freight by ship to Florida points, 
particularly Miami, has declined as a result of the easing in the 
railroad congestion. 

A new outlook on the Florida traffic, which has been the 
most important and, at the same time, the most disturbing devel- 
opment of recent months, has been expressed by E. R. Richard- 
son, vice-president of the Savannah Line, who said that, as a 
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result of the abnormal increase in the population of that State 
outstripping the advance in agricultural production, the move. 
ment of fresh fruits and vegetables northward will be Smaller 
this year than ever before. The people of Florida will consume 
a far larger part of the state’s output. Mr. Richardson said that 
the losses in the traffic in perishable products would be more than 
offset by gains in other commodities such as general merchandise 
southbound, and cotton goods, naval stores, etc., northbound. 

Opinion has been expressed in Brtish shipping circles by 
several close observers that there are a number of signs which 
point to an early improvement in shipping conditions. There 
are a number of inquiries in the freight market for steamers 
on time charter for long periods with the option to purchase at 
a price fixed on the present market. It is pointed out that 
generally such inquiries come from speculators when prospects 
look brighter. 

Advices have been received from Montreal that several 
changes were made in tariffs by members of the North Atlantic 
United Kingdom freight conference as follows: Nails, wire or 
iron, $7 per long ton. Other changes and additions were: 
Agricultural tractors and parts, 25 cents a cubic foot or fifty 
cents per 100 pounds, ship’s option, batteries, gas or engine 
pumps excepted; asphalted cord for steel roofing, 45 cents; cork 
discs in bales, $2.50 per 100 pounds; fresh fish, iced, on deck 
stowage, shipper’s risk, 60 cents; furniture has been changed 
to read wooden or steel, invoice value not exceeding $100 per 
40 cubic feet, quoted at 30 cents per cubic foot; liquor, lignin, 
30 cents per 100 pounds through May only; marsh reeds (copper’s 
flag), $1.75 per 100 pounds; mattresses, 25 cents a cubic foot 
through July only; blotting paper, 50 cents through July; writing 
paper, not over 8% cents per pound, delivered invoice value, 45 
cents through July; wrapping paper, not over 5 cents per pound, 
delivered invoice value, 40 cents, same; over 5s and not over 
8% cents, 45 cents; wrapping paper, N. O. S., 65 cents; toys, 
except toy balloons, 30 cents per cubic foot; wood pulp box 
board, not coated, glazed or laminated and not applicable to 
beaver board, wall board or paper board, 45 cents per 100 pounds. 

J. S. Mahool, traffic manager of-the Panama Pacific Line, 
announced that, effective with sailings of his line on and after 
February 15, insurance rates on intercoastal cargo will be re- 
duced to 25 cents per $100 value free particular average, and 
30 cents with particular average, as against the present rate of 
30 cents and 35 cents respectively. The Panama Pacific Line 
acts for the shipper in placing insurance, without charge for 
the service, this being in accordance with intercoastal practice. 

The Adriatic, Black Sea and Levant Conference lines have 
requested shippers of flour in bags to sign agreements to 
forward their shipments to the Levant via Conference ships 
at a rate of 33 cents from Feb. 1 to March 31, and 35 cents from 
April 1 to August 31, to Alexandria, Constantinople, Pireaus and 
Salonica, and 35 cents through August 1 to Fiume, Trieste and 
Venice. Shipments of flur not covered by the agreement sub- 
mitted by the conference lines will take a minimum rate of 
40 cents per 100 pounds from February 10, 1926, to the ports 
stated, with the usual differentials over the 40-cent rate to the 
outports. It was said in shipping circles that the decision of 
the conference lines to insist on the signing of the agreement 
by shippers of flour in bags was due to the bookings of a ship- 
ment of 2,500 tons to the non-conference Italian steamer Salina 
at below conference tariffs. 

A committee of the non-conference intercoastal steamship 
lines, which recently was organized to discuss the advisability of 
joining the United States Intercoastal Conference, held a pre- 
liminary meeting at the offices of W. M. Campion, vice-president 
of the Garland Steamship Corporation. The committee will meet 
again later when it will complete plans for a joint meeting be- 
tween the conference and non-conference lines. 


ST. LAWRENCE WATERWAY 


The Great Lakes-St. Lawrence Tidewater Association has 
issued a report on the St. Lawrence waterway project prepared 
by Alfred H. Ritter. In a statement explaining the source of the 
report and giving an outline of it, the association said: 


In connection with its study of the proposed deep waterway 
between the Great Lakes and the sea, the St. Lawrence Commission. 
appointed by the President, has had laid before it a report by 
Alfred H. Ritter, a well known transportation and port authority, 
entitled “Transportation Economics of the Great Lakes-St. Law- 
rence Ship Channel.” The present report, which is confined to the 
practical transportation aspects of the problem, is sponsored by 
the Great Lakes-St. Lawrence Tidewater Association, in which 
body 21 states are united by authority of their respective legisla- 
ture to work for an adequate transportation outlet from the 
middle west to the Atlantic. 

Mr. Ritter, the author, was co-author with Dr. R. S. McElwee 
of a previous report regarding the St. Lawrence waterway which 
furnished convincing evidence when submitted in 1920 to the 
International Joint Commission. Mr. Ritter brings to this study 
not only an unusual Knowledge of transportation and shipping 
conditions, but he has embodied in this report much material 
which has hitherto been unpublished. This was compiled by Mr. 
Ritter while he was engaged in surveys as an official of the War 
Department and for the United States Shipping Board of the 
commerce and transportation facilities of the Great Lakes. In 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
|  Qakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
And at our Branch Offices at ports of call, etc. 


INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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Fortnightly Sailings Via Panama Canal 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers. 
THE STEELE STEAMSHIP LINE, INC. 


‘ GENERAL GULF AGENTS 
424 Whitney-Central Bidg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
18 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, Commercial Agent 
106 Merchants Exchange Bldg. 


WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New York-Cupa-MExican GULF Ports 


Special Winter Service 


NEW YORK— HAVANA 
Two Weekly Express Sailings — Wednesdays and Saturdays 
for Passengers and Freight 


St. Louis, Mo. 


Weekly Sailings on Saturdays 


NEW YORK TO 
HAVANA, CUBA; PROGRESO and VERA CRUZ, MEXICO 
for Passengers and Freight 


Additional Freight Service 
Weekly Sailings on Thursdays 
NEW YORK TO 
PROGRESO and TAMPICO, MEXICO 


Weekly sailings to Santiago, Cienfuegos, 
Guantanamo, Manzanillo, Cuba 


Full information on request 


AGENCIES 
Chicago, Ill., 1501-2 Marquette Bldg, M. L. —. Western Traffic Agent. 
—- N. wee 408 Prudential Bldg., L. L. Lan 
jew York, N *" -» Pier 14, East wy B. Watera, As Agent. 
Philadelphia,” Pa., Texas Transport & Terminal Co., The Bourse. 
San = Cal., gt of Turner & Co., 110 California 8t., C. A. Anderson, 


OR.. Cuba, eee y Desemparado, Wm. Harry Smith, General Agent for 


Mexico City, Cinco de Mayo No. 16, BR. C. Burns, General Mexican Agent. 
Liverpool, Eng., Dock Board Bldg., Benj. Ackerley & Son, Genera] Buropean ay 
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these surveys Mr. Ritter personally visited both Canadian and 
United States ports on the Great Lakes and ports on the Atlantic, 
Gulf and Pacific Coasts, studying in detail the movements of 
traffic and the facilities available for commerce and shipping. 

Unusual opportunities were granted to Mr. Ritter by Dominion 
governmental, railway and commercial agencies to gather trans- 
portation and statistical data which, with other material placed 
at his disposal, make this report one of the most complete ex- 
positions ever prepared for any waterway of the United States. 
In many important respects it sets a new standard for economic 
studies of this nature. 

Comparison of the navigation facilities of the present St. 
Lawrence Ship Channel and the proposed extension from Montreal 
to Lake Ontario with those of other ship canals of the world 
shows favorable evidence to the St. Lawrence seaway project. The 
artificial restricted channel involved in the proposed waterway 
will be less than that in a number of successful ship canals in 
other lands; while depths, widths and curvatures of the proposed 
she re are more favorable than in such canals, the report 
shows. 

Statistics are presented showing the number of tons of various 
commodities carried by vessels of various draft.in our foreign and 
domestic commerce. Actual figures of operating costs of vessels 
of the type and size which carry our commerce are given, and 
from these is determined the additional expense required to oper- 
ate to Lake ports as compared with Atlantic ports. 

Data are given as to traffic moving through Atlantic, Gulf 
and Pacific ports to points on and adjacent to the Great Lakes, 
and a large import and domestic inbound business is revealed by 
this hitherto unavailable material as to actual movements. Exist- 
ing ocean and rail rates are compared with feasible rates direct 
to Lake ports via the St. Lawrence waterway, and indicate 
clearly the possible savings on various commodities to Lake ports 
and interior points. 

Full discussion of the grain traffic and factors which influence 
rates and movements by various routes to seaboard is a feature 
of the réport. Charts indicate the movement of grain from pro- 
ducing centers to the seaboard, and the rates applying over the 
principal routes are used to indicate possible savings on grain 
movements via the St. Lawrence deep waterway. Full consider- 
ation is given in these studies to the elevation, and other charges 
involved, the storage and machinery capacities of transfer ele- 
vators and other factors bearing upon the movement by way of 
the Great Lakes and St. Lawrence River. 

Considerable care has been given in studies of the effect of 
the waterway upon the export trade position of the United States 
and Canada. In discussion of the load factor, the actual present 
movements by trade zones and shipping routes are analyzed to 
show that at ports of the Great Lakes better load conditions 
prevail than are found at many ports of the United States. Con- 
sideration is given to the present traffic moving through the 14- 
foot canals of the St. Lawrence—a traffic taxing the existing canal 
system to its capacity. 

Some of the conclusions to be drawn from the report are: 

That the waterway as proposed will be thoroughly practicable 
for ocean vessels. 

That the amount of restricted navigation will be insufficient 
either to interfere with its use, or to have any important effect 
upon rates. 

That while a depth of 25 feet would permit important traffic 
development, a preliminary depth of at least 27 feet should be 
provided, and that a 30-foot depth would be most useful and 
would meet all requirements of freight traffic. 

That the success of the route would not depend upon its use 
by express passenger liners, or by large combination passenger 
and freight liners. : 

That the territory to be served by this waterway now has a 
very large volume of traffic moving to and from seaboard in 
foreign and domestic trade. That most of this consists of com- 
modities of a nature which would take advantage of any trans- 
portation economies. The interested traffic is found to be approx- 
imately 30,000,000 tons annually. 

That the probable transportation savings on grain alone are 
equal to 5 per cent interest on $800,000,000, while the annual trans- 
portation savings, plus the enhancement of farm prices are esti- 
mated to equal or exceed that share of the cost of the St. Law- 
rence seaway which would be properly chargeable to navigation 
under the original project submitted to the Congress by the Inter- 
national Joint Commission. 

That development of important agricultural and industrial 
territory tributary to the Great Lakes will be facilitated and 
encouraged; and that foreign and domesic trade of this region 
will be stimulated by the St. Lawrence seaway. 

That the entire United States will be benefited directly or 
indirectly by a more economical communication between the 
Great Lakes territory and points on or near the Atlantic, Gulf and 
Pacific coasts. That the St. Lawrence deep waterway is not a 
rival to any inland waterway, constructed or proposed; but is 
an extension of existing ocean routes to the rich and populous 
territory bordering on the Great Lakes, establishing a fourth sea- 


coast from which tributary rail, water and highway routes will 
radiate. 


That the St. Lawrence deep waterway is as essential to the 
people of the United States and Canada as are the Straits of 
Gibraltar to Southern Europe, the Dardanelles and Bosphorus to 
the people of Russia and the Balkans, or the Baltic navigation to 
northern Europe. That no logical plan for our future transporta- 
tion needs can fail to recognize its basic position, as the project 


is of outstanding international and national interest rather than 
sectional in character. 


BOARD SAVES $2,500,000 IN FUEL 

Two and a half million dollars has been saved in the oper- 
ation of 380 Shipping Board vessels within the last year as a 
result of fuel conservation, and still greater savings will be made, 
C. J. Jefferson, head of the fuel conservation section of the Ship- 
ping Board told the Jersey Marine Club this week. 

Mr. Jefferson said that when his organization was created 
several years ago, the fuel cost of operating the Federal fleet 
was $35,000,000 a year, twenty-seven cents of every dollar spent 
on operating a ship went for fuel, but this cost was reduced to 
twenty-two cents last year, he said. He added that the fuel cost 


approximates the expenditures on wages, repairs and insurance 
combined. 
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The huge savings we now are putting into effect is the 
result of the honor roll and bonus system, which was instituteg 
some time ago, and the cooperation of operating managers and 
improved burning equipment,” Mr. Jefferson said. “Bonuses 
amounting to $10,000 a year are given the engine and deck forces 
on the vessels which show the highest savings in fuel ¢op. 
sumption.” 

Mr. Jefferson said that the bonus system has Stimulated 
rivalry among the various Shipping Board vessels. He cited one 
instance in which a fleet of five vessels employed on Similar 
runs only varied five barrels at the conclusion of one round trip, 


MARINE INSURANCE RATES REDUCED 


The American-Hawaiian Steamship Company announces 
effective Feb. 15, a reduction of 5 cents per $100 valuation on 
all cargo insurance premium rates applying from the Atlantic 
Coast to the following destinations: San Diego, Los Angeles 
Harbor, Sacramento, San Francisco, Stockton, Oakland, Ca}. 
ifornia; Portland and Astoria, Oregon; Seattle, Tacoma, Ho. 
quiam, and Aberdeen, Washington; Vancouver and Victoria 
B. C.; and Honolulu, Port Allen, Kahului and Hilo, T. H. { 


SHIP SALES REPORTED 


The Ocean Steamship Company, of Savannah, Ga., has 
bought from the Shipping Board the Lake Elmhurst for $25,009 
cash, agreeing to improve the vessel by the installation of side 
ports and ’tween decks. The Lake Elmhurst is a typical deep 
draft lake-built ship of 4,261 deadweight tons, constructed by 
the Great Lakes Engineering Works in November, 1919, and is 
at present laid up at New York. After the fulfillment of certain 
a a geal conditions the vessel will be turned over to the 

uyer. 

The Western Ally, recently reported as one of the vessels 
sold in connection with the American South African Line, will 
be substituted by the Eastern Glen. The Eastern Glen is a coal- 
burning vessel of 8,521 deadweight tons, and, in general, cor. 


responds to the Western Ally, which is under repair at Norfolk, 
Va. 


SHIP BID REJECTED 


The Shipping Board February 11 approved a recommenda- 
tion of President Crowley, of the Fleet Corporation, that the 
bid of three million dollars by R. Stanley Dollar for the five 
ships of the Admiral Oriental Line be rejected and that negotia- 
tions be reopened with Dollar or any prospective bidder for the 
sale of the line. Members of the board said a higher price could 
be obtained for the ships than Dollar offered. 


SAVANNAH AND BRUNSWICK REPORTS 


The board of engineers for rivers and harbors of the War 
Department, in cooperation with the Shipping Board, has issued 
a report on Savannah and Bruswick, Ga., constituting No. 10 
of a series of reports on the ports of the United States. In 
a statement discussing the report, the board of engineers said: 


Savannah has long been known for its important shipments of 
cotton, naval stores and lumber. Like other South Atlantic ports, its 
business has been affected by the decreased exports of cotton and 
cottonseed products, due to diminished production in the South 
Atlantic states and also to the increase in local manufactures utilizing 
these raw products. The drop in exports, however, has been offset 
by an equal gain in imports, including particularly raw sugar for a 
local refinery, and petroleum products. The port occupies a very 
important position in the coastwise trade, and handles a large 
amount of water-rail traffic to and from points as far west as Salt 
Lake City. 

Brunswick, at the mouth of the Altamaha River, is the main tide- 
water terminus of one railroad line, and is reached by two other 
important systems. Lumber and naval stores comprise the chief ship- 
ments both to foreign and domestic points. The principal imports are 
crude oil and fertilizer chemicals, and the principal coastwise receipts 
are petroleum and general merchandise. 


PARCEL-POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Pursuant to an agreement between this department and the 
postal administration of Hungary, effective at once, the maximum 
weight limit of parcel-post packages exchanged between the 
United States and Hungary is increased from 11 pounds (5 kilo- 
grams) to 22 pounds (10 kilograms). 

Accordingly, ordinary and registered parcels up to the limit 
of weight mentioned will be accepted for delivery in Hungary 
when prepaid at the postage rate of 14 cents a pound or fraction 
thereof, plus the fee of 15 cents in those cases where parcels are 
registered, in addition to the transit rates shown below. 

1 to 2 pounds.... 
3 to 11 pounds 
12 to 22 pounds 

The above modifies the 
“Hungary,” on,pages 201 of the annual Postal Guide for 1925 and 
51 of the October supplement to the above-mentioned Guide. 

W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Pursuant to an agreement between this department and the 
postal administration of the Netherlands East Indies, effective at 
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PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 
Sched Canal 





Storage 


and 


Distribution 
Facilities 


Throughout 


see esererees 
seeereees 


Also sailings for Mazatlan, Manzanillo, Champerico, 
San py: ag Bae Acajutla, La Libertad, La Union, 
i Pun Juan del Sur and Balboa, 









OFFICES 
2 Pine Street, San Francisco Cal. 
10 Hanover Sq., New York, N.Y. $48 So. Spring St., Los Angeles, Cal. 


EM.MERIDITH CO. 


Wateporons 
R 72 Mase. cars loaded 
every 24 hours for shipment 
over 16 different routes~ 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS 













United States 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 

References: Any jobber, banker or transportation man in the city. 

DEEP WATER AND RAIL CONNECTIONS 


I. C. C. PROCEDURE 


IN RATE and 
ALLIED CASES 
By 
HARLEIGH H. HARTMAN 
(Formerly Attorney and Examiner of 
the Interstate Commerce Commission; 


also Lecturer on I. C. C. and Public 
Utility Law, etc.) 
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once, the dimensions applicable to parcel-post packages destined for 
the country mentioned will be increased as follows: 


Greatest length in any direction, 4 feet, with a volume of 2 
cubic feet. ; 


The above should be added to Paragraph II, of section 200 on 
page 198 of the annual Postal Guide for 1925, and to the item 
‘Netherlands East Indies,’’ on page 239 of the above-mentioned guide. 


DEMPSEY ON WATERWAY PLANS 


The Traffic World Neu Yerk Bureau 


Representative S. Wallace Dempsey, chairman of the rivers 
and harbors committee of the House, told the members of the 
New York State Chamber of Commerce that he believes the 
United States should improve its own waterways instead of 
any other country’s, no matter how friendly that country might 
be. He said he favored the development of an all-American 
waterway from the Great Lakes to the sea and that his plan 
would aid in developing the West. He called attention to the 
disadvantage American farmers facéd in moving grain to the 
world markets. He said this disadvantage cost the farmer from 
5 to 10 cents a bushel and called attention to a recent survey 
which revealed wide margins in moving 1,000 bushels of grain 
for a distance of 1,000 miles on railroads, the Mississippi water- 
ways system, and the Great Lakes. 

Mr. Dempsey quoted statements by Secretary Hoover and 
President Loree, of the Delaware and Hudson, in support of the 
plan for constructing a deep waterway across New York in 
order to supply adequate transportation facilities for the con- 
stantly increasing population, in view of the fact that building 
of new railroad mileage had ceased and could not be expected 
to be resumed until conditions changed. 

As to the comparative costs of rail and water transportation, 
he cited the statement of Mr. Loree that cost of transportation 
on the Great Lakes is only about one-tenth as high as that of 
rail transportation. Investigation had developed the fact, he 
added, that the cost of transporting 1,000 bushels of grain 1,000 
miles on the Great Lakes would be only $20 to $30, while on 
the Mississippi waterway system it would cost from $60 to $70, 
as against $150 to $200 by rail. 

Extracts from the testimony of Secretary Hoover before the 
rivers and harbors committee were read to show that Mr. Hoover 
is of the opinion that improvement and extension of the Mis- 
sissippi waterways system providing for a proper outlet at Chi- 
cago and the development of a deep waterway from the Great 
Lakes to the Hudson would not only aid both farmers and con- 
sumers of farm products by means of savings in transportation 
rates, but would also be almost immediately profitable by rea- 
sons of its creation of additional wealth to bear the cost of 
construction. 

He added that the farmer was now at a disadvantage of 
5 cents to 15 cents a bushel in the transportation of grain to 
world markets. The present barge canal, he said, lacked proper 
equipment to carry freights in large enough units to meet the 
demands of the times. He ridiculed the statements of the St. 
Lawrence waterway advocates in regard to power development 
possibilities, declaring that, of the 6,000,000 horsepower that 
may be developed on this route, only about one-tenth would be 
available on the American side. 

He also pointed out the fallacy of the claim that lumber 
could be transported more cheaply from the Pacific northwest 
by the St. Lawrence route into the Great Lakes than by the 
Hudson River and Barge Canal route, and showed that the trend 
of export development was now toward Central and South Amer- 
ica rather than toward Europe and that use of the St. Lawrence 
route would handicap American exporters in reaching the great 
makets to the south. 


INTRACOASTAL CANAL PROJECT 


The board of engineers of the War Department has under 
consideration for decision the question of approval of a project 
involving extension of the intracoastal canal system from New 
Orleans to Apalachicola River, Florida, and the deepening and 
maintaining of a channel up the Apalachicola and Chattahoochee 
rivers to Columbus, Ga., of sufficient depth to permit economical 
operation of self-propelled barges. The city of Columbus is 
vitally interested in the project. 

Congress last year passed a bill authorizing examination and 
survey of the project by the War Department. Hearings on the 
matter have been held by the board of engineers, to which the 
project was referred for preliminary examination and survey. 

In a report dealing with the necessity for the project and the 
advantages that would accrue to Columbus therefrom, J. Ralston 
Cargill, president and traffic manager of the Columbus Chamber 
of Commerce, said: 

Carriers by water have, from the first, profoundly influenced the 
destinies of Columbus and the Chattahoochee Valley. 


It was by means of steamers that the first rails to be laid in this 


section came from England, thence via the Chattahoochee to Co- 
lumbus. 


Rail rates were based on competitive water rates, and Columbus 
thus became one of the original basing points of the Southeast. 
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Rail competition combined with insufficient water factliti 
brought about a decline in river transportation, and out of a total pe 
fifty-six steamers in service on the Chattahoochee, only one remain. 
today. The tonnage of this steamer is small and the navigable depths 
of the river is so limited and variable as to make continuous 


r 
operation exceedingly difficult and doubtful. Profitable 
All unprejudiced students of our river problem agree: 
(a) That river transportation is indispensable to the needs of 
our growing commerce and industry. 


(b) That to be effective, there must be an adequate and de. 
pendable depth from Columbus to the Gulf. 

(c) That modern oil-burning heavy cargo carriers mu 
vided as soon as a dependable depth will justify. 

A committee from our board of directors, together with your 
president, appeared before the commissioners of the city of Columbus 
last year and obtained assent to taking preliminary steps for calling 
a special election to determine upon an issue of bonds to the extent 
of $150,000 for owning and operating or leasing for operation, boats ang 
river terminal facilities by the city of Columbus. A petition was 
circulated and signatures of a sufficient number of voters obtaineg 
At our request, a bill to provide necessary charter amendment was 
by permission of the commissioners, presented to the Georgia legisla: 
ture through Representative W. Paul Miller, passed by both houses 
and signed by Governor Walker. 

Columbus will gladly embrace the opportunity of providing such 
modern equipment when the engineers of the War Department have 
by means of locks and dams, carried out the will of Congress ag 
expressed in bill introduced by Senator Harris at our request. Then 
will take place an industrial development in and around Columbus of 
vast proportions, and then will set in an era of immigration of 
people and cultivate the rich, but semi-idle lands contiguous to the 


river which only await the transforming touch of dependable trans. 
portation. 


st be pro. 


PLAN WATERWAYS CONFERENCE 


J. Hampton Moore, president of the Atlantic Deeper Water. 
ways Association, has issued a call for a conference authorized 
by the convention of the association recently held at Miami, to 
consider that sector of the intracoastal waterway project which 
crosses the state of New Jersey. The conference. which will 
last two days, will be held in the Stacy-Trent Hotel, Trenton, 
March 2 and 3. Assurances have been given that the governor 
of New Jersey and the mayor of Trenton will address the con- 
ference. Governors of adjacent states, United States senators, 
mayors of other cities, together with army and navy officers 
and business men will be invited to be present. 


BARGE LINE RAIL SERVICE 


The Trafic World Washington Bureau 


The Inland Waterways Corporation is conducting negotia- 
tions looking to the acquisition of eighteen miles of railroad 
track connecting Birmingport, water terminal of the Warrior 
division of the Mississippi-Warrior government barge line serv: 
ice, with Ensley, Ala. The plans also contemplate use of the 
tracks of the Tennessee Coal and Iron Steel Company between 
Ensley and Birmingham, Ala., a distance of about eight miles. 

Officials of the waterway corporation said the tracks would 
be acquired and used as a terminal facility for the Warrior 
barge line service and enable the barge line to establish joint 
rates with railroads at Birmingham, and thus afford lower rail- 
and-water rates between Birmingham and points served by the 
barge line on the Warrior river than the all-rail rates. 

The tracks between Birmingport and Ensley were formerly 
owned by the Ensley Southern, according to barge line officials, 
but regular service has not been maintained over them for some 
time. 

Up to this time there have been no joint rail-and-water rates 
in effect in connection with railroads serving the Birmingham 
=" because of lack of connection with the railroads, officials 
said. 

Brigadier-General T. Q. Ashburn, head of the service, was 
in Birmingham this week in connection with the project. 

Officials said the service operated about half a mile of rail- 
road at Vicksburg as a terminal facility and that operation over 
the tracks between Birmingport and Ensley would be on the 
same basis and would be permitted as such under the law. 


BOARD OFFERS TRAFFIC PRIZES 


Prizes to the amount of $1,000 will be offered by the New 
York Board of Trade and Transportation, according to an an- 
nouncement by W. J. L. Banham, its president. 

There will be two classes: Class “A,” for the best sugges- 
tion for increasing the flow of traffic through existing freight 
terminals without any increase or with but nominal increase 
of capital expenditures; and class “B,” a progressive program for 
improving existing terminal facilities, under the same conditions 
as class “A.” The prizes will be divided as follows: $250 for 
the first prize of each class; $150 for: the second prize of each 
class; and $50 each for the third and fourth prizes of classes 
“A.” and “B.” The competition will be limited to. shippers, 
carriers and their employees. All papers are to be submitted 
before Sept. 15, 1926, to a committee which will be named later, 
comprising representatives of the transportation and shipping 
interests. F. J. Lisman, president of F. J. Lisman & Co., is 
responsible for the resolution. 
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The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 


THE TRAFFIC WORLD 


WORLD WIDE 


MAVELVE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
105 SHIPS 1,165,441 TONS 
Rieti. 54. Years’, Experience «zap 
International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
A. C. FETTEROLF, Vice-President—Freight Traffic 
No.1 Broadway, New York City. J.D. ROTH, G.W.F.A., 327 S. La Salle St., Chicago 


1,500,000 SQUARE FEET 


OF 
Medern Firepreof Warehouse Space in Les Angeles and at the Port 
ef Les Angeles 


Free and U. 8S. Custems Bonded Sterage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed te High Density 
We cam serve you in seme capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


In Olden Days 
Only the High-Born 
Used Toilet Soap 


Today Most Everybody Uses It 


And the widespread use of this commodity, like 
that of many others, is due almost entirely to 
Transportation—the ability of manufacturers to 
transport oils, fats and other ingredients to their 
plants and the ease with which they ship the 
finished product to the four cornags of the earth. 

Truly Transportation is one of the most~ im- 
portant factors of civilization—and car leasing 
is one of the most important developments of - 
Transportation. Leasing gives’ the advantages of 
ownership without the investment involved; it 
provides for seasonal fluctuation of requirements, 
and if done through a company like North Amer- 
ican it assures perfectly conditioned cars of the 
size and type required. 

Write us for details of our tank-car service 
for shippers of liquids, and our refrigerator-car 
service for packing-house and provision shippers. 


NORTH AMERICAN CAR CO. 


327 South La Salle Street, Chicago, Ill. 
Car Shops: 
Chicago, Coffeyville (Kan.), Tulsa, New Orleans 
























































































































































BIG ROAD FIGURES 


Large Class I roads, in the twelve months ended with De- 


cember, had a net railway operating income of $960,540,087, 
according to the Commission’s monthly statement on operating 
revenues and expenses of large steam roads, with operating 
revenues of $25,000,000 and over. 
income for December was $81,487,656. The detailed figures as 
to operating revenues, operating expenses, net railway operating 
income and operating ratios follow: 


Their net railway operating 


DECEMBER, 1925 AND 1924 
Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income % 
Total—Roads reported— 
1925  $444,467,991 $329,799,681 $ 81,487,656 74.2 
1924 429,493,979 323,338,313 75,897,590 75.3 
New England Region: 
Boston & Maine— : 
1925 6,798,677 5,198,095 1,077,318 76.5 
1924 7,001,642 5,381,022 1,125,489 76.9 
New York, New Haven & Hartford— 
1925 11,246,745 8,378,485 1,997,687 74.5 
1924 10,841,743 8,175,392 1,915,798 75.4 
Great Lakes Region: 
Delaware & Hudson— 
1925 2,342,741 2,329,517 123,813 99.4 
—_ 1924 ‘ 3.818, ,601 s 3,241,855 385,517 85.0 
Delaware, ckawanna estern ystem— 
1925 6,089,221 4,986,320 814,524 81.9 
1924 if "339, 355 5, 570, 784 1,081,266 75.9 
Brie (including Chicago & Erie)— 
1925 8,886,460 7,165,230 1,266,601 80.6 
1924 9,116,480 7,335,458 1,395,106 80.5 
Lehigh Valley— 
1925 5,005,847 4,321,799 582,188 86.3 
1924 6,287,565 4,957,062 879,896 78.8 
Michigan Central— 
1s 7,749,384 5,284,317 1,811,216 68.2 
7,141, 251 5,263,673 1,386,242 73.7 
New York Central. Gneluding Boston & Albany)— 
33,094,485 26,966,972 4,195,477 81.5 
i934 31,360,230 24,415, 961 5,202,736 77.9 
New York, Chicago & St. Louis— 
1925 4,652,993 3,536,497 778,581 76.0 
1924 4,431,026 3,064,579 962,344 69.2 
Pere Marquette— 
1925 3,769,291 2,651,160 810,681 70.3 
1924 3,347,350 2,575,152 502,827 76.9 
Pittsburgh & Lake Erie— 
1925 2,803,975 1,958,816 1,046,682 69.9 
1924 2,713,886 2,220,071 723,574 81.8 
Wabash— 
1925 6,290,715 3,962,132 1,519,233 63.0 
1924 5,674,805 4,208,215 897,069 74.2 
Central Eastern Region: 
Baltimore & Ohio— 
1925 20,496,257 15,227,377 3,975,413 74.3 
1924 18,215,159 14,322,283 2,929,469 78.6 
Central of New Jersey— 
1925 3,726,093 3,560,392 *335,831 95.6 
1924 4,306,983 2,985,045 903,732 69.3 
Chicago & Eastern Illinois— 
1925 2,638,344 2,091,572 375,856 79.3 
1924 2,427,271 1,970,571 254,311 81.2 
Cleveland, Cinsiunedt, , Coons & St. Louis— 
8,141,975 5,693,573 1,852,401 69.9 
1922 Vs 479, 125 5,337,733 1,560,793 71. 
Elgin, Joliet & Eastern— 
1925 2,047,152 1,582,746 167,430 17.3 
1924 1,963,735 1,397,298 222,146 71.2 
Long Island— 
1925 2,658,204 2,379,636 220,188 89.5 
1924 2,620,562 2,421,728 61,241 92.4 
Pennsylvania— 
1925 57,834,173 46,973,039 7,878,468 81.2 
1924 52,775,237 44,104,413 5,634,930 83.6 
Reading— 
1925 7,183,750 5,771,904 1,390,384 80.3 
1924 8,040,116 6,361,234 1,262,917 79.1 
Pocahontas Region: 
Chesapeake & Ohio— = 
1925 10,747,927 7,222,405 2,371,255 67.2 
1924 9,189,355 7,262,050 1,544,043 79.0 
Norfolk & Western— 
1925 9,333,219 5,775,267 2,978,909 61.9 
1924 11,650,848 6,659,519 4,631,511 57.2 
Southern Region: 
Atlantic Coast Line— 
1925 9,267,124 6,374,578 1,773,696 68.8 
1924 8,016,418 5,347,873 1,874,404 66.7 
Central of Georgia— 
1925 2,702,046 1,919,349 581,627 71.0 
1924 2,364,175 1,795,135 381,348 76.0 
Iilinois Central— 
1925 13,671,409 10,457,548 2,276,388 76.5 
1924 13,056,131 9,773,678 2,066,900 74.9 
Louisville & Nashville— 
1925 12,577,904 9,478,508 2,227,090 75.4 
1924 12,195,055 9,005,061 2,568,667 73.8 
Seaboard Air Line— 
1925 6,104,301 4,149,925 1,168,607 68.0 
1924 5,303,674 3,930,395 980,943 74.1 
Southern— 
1925 13,588,279 8,726,491 3,804,157 64.2 
1924 12,630,624 8,315,655 3,404,750 65.8 
Yazso & acces. yume 
77, 440,625 1,622,193 445,749 66.5 
1998 2,111,944 1,474,761 486,427 69.8 
1925 $12; 224, 342 $9,547,376 $1,354,143 78.1 
1924 11, 398, 167 8,928,561 1,255,406 78.3 
Chicago, Milwaukee & St. Paul— 
1925 13,785,261 10,336,514 2,281,268 75.0 
1924 12, 961, 619 9,665,887 2,261,198 74.6 
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Northwestern Region: . wanane % 
Chicago & North Western— 
Chicago, St. Paul, isneapelte & Omaha— 
1925 2,200,962 1,801,669 318,869 81.9 
1924 2,251,503 1,790,110 297,394 792 
Great Northern— ” 
1925 8,937,419 5,906,287 2,198,171 66.1 
1924 8,768,221 6,091,034 1,707,433 69.5 
Minneapolis, St. Paul & Sault Ste. Marie— m 
1934 Sore: = isl 1ed ens 
4 245,7 i 
Northern Pacific— sibel. 
1925 8,162,012 5,328,068 2,259,503 65.3 
1924 8,245,990 5,666,528 2,375,714 687 
Oregon-Washington R. R. & Navigation Co.— ; 
1925 2,291,716 1,735,784 293,536 75.7 
1924 2,229,492 1,744,393 262,379 739 
Central Western Region: ” 
Atchison, Topeka & Santa Fe— 
1924 © 1e,ard'ssd «1137s odd Seaeeag O83 
7 : 3,635,69 
Chicago & Alton— — 
1925 2,712,004 2,023,540 397,331 74.6 
1924 2,516,356 1,837,434 374,268 73.0 
Chicago, Burlington & Quincy— 
aan 13,731,179 10,095,014 2,337,978 73.5 
924 13, 651,421 10,074,523 2,291,318 73.8 
Chicago, Rock Island & Pacific— 
25 10,665,892 7,717,438 1,961,497 72.4 
i982 10, 401,442 7,585,274 1,971,160 72.9 
Denver & Rio Grande Western— 
1925 2,920,655 1,947,003 637,487 66.7 
1924 2,731,894 2,929,284 *415,712 107.2 
Oregon Short Line— 
1925 3,195,971 2,044,357 798,813 64.0 
1924 2, 837, 237 2,346,950 403,886 82.7 
Southern Pacific (Pacific System)— 
1925 17,101,169 11,777,349 3,836,779 68.9 
1924 16, 032, 574 11,651,252 3,070,729 72.7 
Union Pacific— 
1925 8,944,913 6,010,885 2,186,656 67.2 
1924 8,171,467 5,433,612 2,131,368 66.5 
Southwestern Region: 
Galveston, Harrisburg & San Antonio— 
1925 2,635,634 1,589,182 654,469 60.3 
1924 2,653,094 2,171,704 262,958 81.9 
Gulf, Colorado & Santa Fe— 
1925 2,793,080 1,735,317 816,029 62.1 
1924 3,120,189 1,795,475 1,131,939 57.5 
Missouri- Kansas- Texas— 
1925 3,042,867 2,106,296 816,271 69.2 
1924 3,118,836 2,018,554 903,227 64.7 
Missouri-Kansas-Texas of Texas— 
1925 2,170,394 1,458,230 445,935 67.2 
1924 2,425,574 1,646,913 456,185 67.9 
Missouri Pacific— 
1925 11,268,732 8,827,812 1,553,454 78.3 
1924 11,205,761 8,865,863 1,439,549 79.1 
St. Louis-San Francisco— 
1925 7,874,023 5,405,362 1,921,262 68.6 
1924 7,663,934 5,421,026 1,815,227 70.7 
Texas & Pacific— 
i 1925 3,611,762 2,583,752 721,132 71.5 
1924 3,312,261 2,242,676 794,154 67.7 
Total—Roads reported— 
1925 $5,230,328,302 $3,883,388,420 $960,540,067 74.2 
1924 5, 071, 140, 533 3, 859, 673,819 846,336,890 76.1 
- TWELVE MONTHS, 1925 AND 1924: 
Net Oper- 
railway ating 
Operating Operating operating ratio 
revenues expenses income % 
New England Region: 
Boston & Maine— 
1925 79,689,770 61,895,332 11,721,891 177.7 
1924 78. 697,297 63,912,556 8,972,022 81.2 
New York, New Haven & Hartford— 
1925 132,266,423 97,745,382 23,324,795 73.9 
1924 127,213,698 97,480,323 19,787,279 76.6 
Great Lakes Region: 
Delaware & Hudson— 
1925 41,706,543 33,922,041 6,823,039 81.3 
1924 44, 954, 449 36, 622,436 7,431,880 81.5 
Delaware, Lackawanna & Western System— 
1925 83,659,7 62,451,565 14,892,121 74.6 
1924 86, 758, 530 64,560,062 15,870,712 74.4 
Erie (including Chicago & Erie)— 
1925 118,543,456 93,238,535 17,530,619 78.7 
1924 119°096,856 95,784,776 17,072,177 80.4 
Lehigh Valley— 
1925 74,430,573 57,433,390 12,494,980 177.2 
1924 76,374,805 60,967,968 11,391,549 79.8 
Michigan Central— 
— 91,864,377 61,893,039 23,763,981 67.4 
924 87, 614,662 62,159,524 18,985,283 70.9 
New York Central. (including Boston & Albany)— 
1925 385,958,657 290,439,271 67,909,316 75.3 
1924 = 606,930 279,970,163 64,635,074 75.7 
New York, Chicago & St. Louis— 
1925 54,670,917 39,604,201 10,592,407 172.4 
1924 53,992,435 40,276,956 9,589,635 74.6 
Pere Marquette— 
at Ras RREEESES RES Ht 
,797, 962,930 %¢ 20 . 
Pittsburgh & Lake Erie— 
a EGE HAGTSRNAID 
421, ,148 8,1 : 
Wabash— 
1925 69,910,301 51,080,424 12,252,515 73.1 
1924 65,780,929 50, 298,417 9, 347,780 76.5 
Central Eastern Re - 
Baltimore & Ohio— 
1925 237,546,940 179,099,597 43,034,087 75.4 
1924 224,318,795 172,752,633 38,084,324 77.0 
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Railroad within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 








~I~3 


- => 2 4—3 
oe aS ror ww o 
2 .S 


General Storage Department 
178 Atlantic Avenue 
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Total General Storage Capacity 
9,706,000 Cubic Feet 
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Wharfage and Dockage 


Free Stores 
Customs Bonded Stores 
Internal Revenue Bonded Stores 


ao 
I-43 


147,000 SQ. FT. TO RENT 


Manufacturing or Warehouse Property 


Private Switch Track L. C. L. 2237-61 S. La Salle St. 


Excellent Unloading Facilities 
for Trucks or Cars 
Large Electric Freight Elevators 
Floor Load 185-335 Pounds 
—to unlimited 
Sprinklered Heated 
Low Insurance Rate 
Unobstructed Light from Three 
Sides 
Available in Smaller Units 
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Possession May 1,1926 


The University of Chicago 
230 S. Clark St. Dearborn 9312 
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Central of New Jersey— - 
1925 55,092,100 41,388,145 
1924 55,466,963 39,652,657 
hicago & Eastern Illinois— 
. ? 1925 26,574,508 22,083,610 
1924 26,068,788 22,453,25 

Cleveland, Cincinnati, Chicago & St. Louis— 
1925 92,061,070 67,001,482 
1924 87, 712,382 66, 740, 728 

, Joliet & Eastern— 

es 1925 25,006,967 17,381,115 
1924 21,521,787 15,287,842 


1925 36,869,292 26,972,032 
1924 35,077,885 26,680,853 


1925 672,136,962 527,139,347 
— 645,299,176 517, 450, 673 


"1925 91,496,379 68,633,515 
1924 92,088,258 70, 306, 556 
Pocahontas Region: 


Chesapeake & Ohio— 
1925 123,184,103 88,981,419 
1924 109,140,688 84,056,684 
Norfolk & Western— 
1925 105,218,991 67,934,816 
1924 97,709,793 69,872,213 


Long Island— 
Pennsylvania— 


Reading— 


Southern Region: 
Atlantic Coast Line— 
1925 93,997,698 64,966,121 
1924 81,785,921 60,335,126 
Central of Georgia— 
925 30,227,382 22,737,482 
1924 27,173,209 21,071,051 


1925 153,503,185 117,904,258 
1924 151,711,549 117,844,732 

Louisville & Nashville— 
: 1925 142,244,307 108,402,256 


1924 135,505,677 107,126,897 
Seaboard Air Line— 
= 1925 62,862,740 46,729,452 
1924 53,384,173 41,387,634 


1925 149,313,892 103,811,952 
1924 142,486,514 102,674,674 
Yazoo & Mississippi Valley— 
1925 O, 666,440 17,478,269 
1924 22° 126,583 16,180,189 
Northwestern Region: 
Chicago & North Western— 
1925 - 148,538,269 115,626,055 
1924 149,454,584 120,536,645 
Chicago, ‘Milwaukee & St. Paul— 
1925 162,020,693 180, 449,632 
1924 158, ay += 1. 550,061 


Illinois Central— 


Southern— 


Chicago, St. Paul, Minneapolis. & ane 
19 26,850, is 215480,708 
1924 27,915,736 22° 189,824 


Great Northern— 
1925 114,924,960 75,827,288 
1924 110,243,104 75,212,058 
Minneapolis, St. Paul & Sault Ste. Marie— 
1925 49,670,264 36,075,537 
k 1924 47,945,360 36,813,855 
Northern Pacific— 
1925 97,864,555 69,972,477 
1924 95,292,404 70,533,064 
Oregon-Washington R. R. & Navigation Co.— 
1925 27,872,713 22,456,459 
1924 28,775,558 22,631,706 
Central Western Région: 
Atchison, Topeka <o Santa Fe— 
925 196,439,057 134,797,467 
1924 194, 174, 237 141,141,871 
Chicago & Alton— 
1925 31,077,084 23,426,972 
1924 30,854,030 23,893,469 
Chicago, Burlington 4 Quincy— 
1925 159,155,178 116,671,869 
1924 162,674,878 119,958,734 
Chicago, Rock Island & Pacific— 
° 1925 124,398,673 96,241,697 
1924 124,187,093 96,564,492 
Denver & Rio Grande. Western— ; 
1925 33,629,464 24,794,249 
1924 33,011,558 28,591,457 
Oregon Short Line— 
1925 35,491,692 25,192,913 
1924 34,989,745 25,832,499 
Southern Pacific oe System)— 
925 210,374,317 148,706,635 
1924 205,850,972 144,845,777 


1925 110,131,391 71,609,424 
1924 110,886,386 73,201,926 


Union Pacific— 


Southwestern Region: 
Galveston, eenee & San Antonio— 
1925 29,540,520 23,358,920 
1924 33,779,043 25,880,542 
Gulf, Colorado & Santa Fe— 
1925 29,252,164 21,495,878 
1924 30, 125, 126 21,822,626 
Missouri-Kansas-Texas— 
1925 35,325,003 22,861,649 
1924 34,488,364 23,356,467 
Missouri-Kansas-Texas of Texas— 
1925 22,167,911 16,756,479 
1924 22,820,981 16,375,567 
Missouri Pacific— 
1925 130,831,661 102,276,499 
1924 123,647,723 98,466,365 
St. Louis-San Francisco— 
1925 90,058,611 62,327,124 
1924 85,989,817 60,571,833 
Texas & Pacific— 
1925 35,272,899 26,453,802 
1924 33,784,580 25,242,324 
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7,753,462 
10,273,251 


2,148,267 
1,467,259 


18,560,709 
14,364,267 


1,067,978 
3,311,421 


6,576,871 
4,538,995 


100,108,007 


78,799,913 
20,354,629 
18,967,742 
30,018,072 
21,934,958 
31,510,952 
22,468,428 
20,184,546 
15,179,185 


5,465,718 
4,555,803 


25,113,866 
23,761,649 


26,938,619 
22,291,374 


10,824,672 
9,013,514 


35,086,021 
30,442,720 


4,813,077 
4,340,425 
21,108,750 
16,784,051 


16,873,636 
18,972,106 


3,221,619 
3,408,989 


28,276,183 
24,201,287 


8,959,230 
6,776,158 


22,227,319 
19,861,077 


2,129,737 
2,956,635 


45,606,325 
38,348,299 


4,547,871 
4,394,793 


28,131,917 
28,742,112 


16,693,040 
16,186,757 


6,758,785 
2,785,083 


6,590,958 
5,526,654 


40,956,896 
40,769,786 


28,995,490 
27,552,006 
3,983,557 
5,808,588 


5,271,601 
6,241,010 


10,392,658 
8,912,952 


2,432,966 
3,674,546 


18,013,064 
15,817,584 


21,867,133 
20,589,132 


5,974,105 
5,801,611 
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CANADIAN CAR LOADING 


Car loadings in the eastern division for the week ending 
January 30 showed a slight increase from the previous week 
principally in pulpwood, pulp and paper, and other forest prog. 
ucts. In the western division grain declined 782 cars and tot) 
loadings 571 cars. The total for both divisions was 830 cars 
less than for the previous week, but 1,703 cars heavier than for 
the corresponding week in 1925. Severe weather, both east ang 
west, affected loadings. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


For the Week Ended 
Jan. 30, Jan. 23, Jan. 21, 








Commodities 1926 1926 1995’ 
Grain and Grain Products. .......ccecsese 1,778 2266 2,217 
LS Re err er re 731 1,011 1,036 
COR owe <es na UTS GubaleinloOe aioe MOMS. He oN 2,714 2,741 2.881 
ER ee Ak ee ae ee 415 331 266 
MMNNNEY 5 dhe chee ale cing 0 aio visi cla S'S ds. oS'e «Gee Pmele el 2,384 2,383 2,177 
MINE ein cleidiets tigre i<cia wig wis cee Vee mee teretan ca 3,893 3,586 4,134 
PU BEE PARSE. sc ccccess erase eigleréehwenanes 2,357 2,315 1,836 
CENOr VOTER POGUES. 60. cc cescccdvcveees 2,175 1,703 1,771 
aaa aie Sichnk lar, oak asia 01 & nie eoei 888. ede é-araree widen 668 752 5 
meepemamene, Es. ©. Bes ccccicvescvccsscesscs 10,492 10,701 10,174 
Ee Pee eee en 8,003 8,086 7,514 

eee 35,610 35,869 34,597 

Total Cars Received from Connections 32,480 33,932 36,836 








WESTERN CANADA 
































Grain and Grain Products................ 4,609 5,391 4,633 
eer nr eran oo | =e 1,241 1,171 
GE cose ieaah grec tatievakaawse1shere:avaheveraie! » elela\aretave: <tWlviare 2,579 2, = 2,654 
NI bya alas 5: sd:cas'osdc aarceoe-aSe Dai oreee are OAL ea 56 17 
ND ara ag ass eign lola eiwian'evongh bia ane senenees 739 691 703 
IE Bail acor sarc acorn edo bir c<alee arntaneiere wares 383 399 456 
rrr reir 329 314 154 
GtBer Perest Products. «a o..ccvvivvvscccvces 1,744 1,541 1,782 
ERE Pe ee eae ree. een eee 696 509 
Merchandise, MER aie1e) axed iaveras. Sanisieierort 3,464 3,606 3,092 
Ne dra aga: 01:4. 060 ere sie: $ielaiende eve 2,168 2,108 1,890 
py Oe eS ern ree 17,751 18,322 17,061 
Total Cars Received from Connectioi 2,556 2,228 2,775 
TOTAL FOR CANADA 
Grain and Grain Products...........c00.: 6,387 7,651 6,850 
FE Se en er ae ae 1,731 2,252 2,207 
MME cscra cWrereiore-encle:o- ace oo Siareeiecere otoare oro woes ware 5,293 5, 024 5,535 
MI a are. of aan c's arc aheyie eas ool esaalg aire 471 383 283 
NN no 7h cgi s iri or a iaigldvale nia a eiscasielaaiasolwiels 3,123 3,074 2,880 
NONI, Sins: «trie citin 6-:0's 0.0. ci kde 0:6 ol Ste waed 4,276 3,985 4,590 
Dee are eee a 2,629 1,990 
Other Forest Products. ....icccsccccssccese 3,919 3,244 3,553 
Rs cial et 6 ein IS Orns os wre ainne, o Wiel oneece OR mma HE 1,348 1,448 1,100 
Penne, Bs. OL. Bsa riiciiscscmatienencveces 13,956 14,307 13,266 
Oe rere 10,171 10, 194 9,404 
ORO Cee BGR sc 606s cetenies vs 60s 53,361 54,191 51,658 
Total Cars Received frcm Connectioi,. 35,036 36,160 39,610 
CUMULATIVE TOTALS TO DATE 

Grain and Grain Products...........0. ets 34,174 26,021 
EEE re fener “Sere = 8,603 10,122 
IE Soh raid a alark-w acelin pletaress wierereneeeié sifandncrteats 22,409 23,622 
RN tice Pe. cee oka ew creieloe aco wielaiesinaiee pace 1,758 1,249 
IN sik areca: ait 'slak esesevore eraser araimvacaeeragaen eeere 11,356 10,762 
I iio Sails opts wiuniGics sh sia aroma aisle areiatees 15,374 16,153 
Ee Se IE i bikie sees ccceiecseoeeqews wes 10,588 8,109 
Ceher VOrest Products ees. ccsccccccsceces 13,012 11,943 
chat Giese eiisie) alco ors asad wiostaeawid: dial: 6. siodn e's 5,590 4,639 
onicniion. Me hc, Dilatte heiveledcenecseeosee 55,987 53, 957 
IIS 6 si til oat bates. 0 ki ete6.0-000.0-0: 40, 053 38,474 
OUR CUBE TOG. i. 6 occ 8K ccccccacees 218, 904 204,351 
Total Cars Received from Connections 134,309 137,595 


———— 


ELECTRIC RAILWAY STATISTICS 


A report giving statistics of electric railways of Canada for 
1924 has been issued by the transportation branch of the statis- 
tical department. The number of fare passengers carried in 
1924 was the smallest in six years. The decrease from 1923 
was 10,784,309, or 1.5 per cent, and from 1920, which was the 
year of heaviest traffic, the difference was 78,213,604, or 9.8 per 
cent, 


The Hamilton & Dundas Street Railway Company ceased 
operation in September, 1923, and this was the only railway not 
operating in 1924. In Montreal, Toronto, and Ottawa extensions 
were made to meet requirements of the enlarged population, 
although the number of fare passengers in Ottawa and Toronto 
was less than in 1923. The Nipissing Central completed an 
extension to Larder Lake of 22.4 miles in November, 1924, but 
this branch was operated by steam locomotives and the mileage 
was not included with the electric railway mileage. Gross rev- 
enues showed reductions, and, although operating expenses were 
also reduced, net operating revenues were less than for 1923 by 
$705,119, and after all taxes, interest and other deductions were 







I, No, 7 


ending 
3 Week, 
st. prod. 
1d total 
30 cars 
han for 
ast and 


ADIAN 


Ended 











137,595 





la for 
itatis- 
ed in 
1923 
s the 
8 per 


eased 
y not 
sions 
ation, 
ronto 
d an 


9 

leage 
} rev- 
were 


seruary 13, 1926 






VISUALIZED 
DEMURRAGE 


Cue runner) 


wy 
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Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and _ graphically. shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. ' 


Se Se SM 5G lm 


THE ROSS DEMURRAGE BUREAU, ING. 


17 Battery Place New York, N.‘Y. 
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MEMPHIS, 
TENNESSEE | 


The Logical Distribution Center for. 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


FEDERAL COMPRESS & 
WAREHOUSE COMPANY 


Successors to 
Memphis Terminal Corporation 


Properties covering approximately 200 
acres. 


10 miles standard railroad tracks on the 
property. 


We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Illinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the Mis- 
sissippi-Warrior River Barge Service who 
switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 


Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a 
private watching and police 
force of from 10 to 25 men. 







Member A. W. A. 
Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 
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made, the railways, as a whole, showed a deficit of $943,535. 
Whereas, in 1923, fifteen of the $4 railways showed deficits after 
providing for reserve charges, the number in 1924 increased to 
40, including four which paid dividends. 

The number of one-man cars in operation showed an in- 
crease of 99, while other classes of cars showed decreases, the 
net decrease from 1923 in all passenger cars being 112 cars. 
The number of busses operated by electric railway companies 
increased from 37 in 1923 to 48, and the number of electric loco- 
motives increased by one. The number of persons employed was 
400 less than in 1923 and the pay-roll was smaller by $74,846. 

The total mileage operated was 2,547; the total capitaliza- 
tion, $213,767,660; gross earnings were $49,439,559, and operating 
expenses, $36,125,213, leaving net of $13,314,345. The number 
of passengers killed was reduced from 6 to 2, and the number 
of employes from 11 to 6. The total number injured was less 
than in 1923 by 542. 


RATES ON EXPLOSIVES 


The Board of Railway Commissioners of Canada dismissed 
the application of the Canadian National for a rescission of the 
board’s orders of November 13 and December 23, 1925, lowering 
freight rates on high explosives, and the new rates became effec- 
tive February 4. Chief Commissioner McKeown said nothing 
new had been advanced at the hearing from what had been con- 
tended before, and, nothing new having developed since the 
orders were made, he considered the application should be dis- 
missed. Three of the other commissioners concurred, but Com- 
missioners Oliver and Lawrence dissented, as it had been 
claimed by counsel for the Canadian National that, if the new 
rates went into effect, it would mean a loss to the Canadian 
National of $75,000 a year. 


CANADIAN WAGE INCREASE 


Executive officers of the Brotherhood of Railway Trainmen 
and Conductors have, on behalf of 18,000 members in Canada, 
presented a demand on the Canadian National and Canadian 
Pacific for wage increases averaging 15 per cent. A. McGovern, 
general chairman of the Brotherhood, has asked for a reply 
from the companies by March 2. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific Railway for the ten 
days ending January 31 were $4,091,000, an increase, compared 
with the same period last year, of $150,000. Earnings of the 
Canadian National for the same period were $5,753,746, an in- 
crease of $147,790. 


LUMBER SHIPMENTS 


The: National Lumber Manufacturers’ Association received 
telegraphic reports February 11 of the status of the lumber 
industry for the week ended February 6, from 374 of the larger 
softwood, and 122 of the chief hardwood mills of the “country. 
The 359 comparably reporting softwood mills showed an increase 
in production, and decreases in shipments and new business, in 
comparison with reports from 362 mills the week before. When 
compared with the same period a year ago, however, increases 
in production and new business, and a decrease in shipments, 
were noted. The hardwood operations showed marked increases 
in all three factors, compared with reports for a week ago, when, 
however, five more operations reported. 

The following table compares the national lumber movement 
as reflected by the reporting mills of eight regional associations 
for the three weeks indicated: 


Corresponding Week Preceding Week 
Past Week Week—1925 1926 oe 


MilIS ..ccccccccccess 359 369 

Production .......... 226,196,505 218,412,411 214,774,455 
Shipments .......... 228,424,120 230,864,626 253,052,108 
Orders (New Bus.)...233,528,850 216,555,279 242,346,108 


The following revised figures compare the lumber movement 
of the eight associations for the first five weeks of 1926 with 
the same period of 1925: 

Production 


1,036,553,671 
1,017,858,335 


Shipments 
1,142,174,764 
1,099,116,886 


Orders 
1,202,689,035 
1,047,028,267 


eee er ee eer eeeseee 


MOTOR SHIPMENTS A BIG FACTOR 


Coincident with the announcement of the earnings by rail- 
roads in 1925, comes the statement that rail shipment of motor 
products passed all previous records. The total of freight car- 
loads of automotive products hauled by the railroads was 3,040,- 
000 in 1925, according to J. S. Marvin, chairman of the Traffic 
Managers’ Conference, National Automobile Chamber of Com- 
merce. This includes shipments of motor cars and parts, gaso- 
line used in automobiles, road-building material and kindred 
freight. Many other items, such as building materials and 
equipment for factories and garages, less-than-carload shipments 
of parts and accessories, and express matter, are not included. 


THE TRAFFIC WORLD 










Vol. XXXVII, No, 1 








$= = =r = si aa 
| 


Personal Notes 


C. E. Ziegler has been appointed traffic manager of the Gen. 
eral Petroleum Corporation at Los Angeles. 

F. H. Cusak has been appointed assistant genera] freight 
agent of the Michigan Central at Chicago. 

Frank T. Stanley has been made traveling freight agent of 
the Trinity and Brazos Valley at Houston, Texas. 

J. W. Monahan has been appointed commercial agent of the 
Burlington at Los Angeles. 

Nat Duke has been made general freight traffic manager of 
the Delaware, Lackawanna and Western. J. J. Byrne has beep 
appointed freight traffic manager. C. F. McTague has been 
made assistant freight traffic manager. A. B. Wallace has bee, 
appointed general freight agent, and W. J. Daly, assistant gen- 
eral freight agent, all with headquarters at New York. The pogi. 
tion of general foreign freight agent has been discontinued ang 
H, G. E. Pansius, foreign freight agent at New York, will handie 
the duties of that place. 

L, A. Cholot has been appointed manager of the inland offices 
division of the Emergency Fleet Corporation, succeeding Louis 
F. Klein, resigned. 


DOINGS OF THE TRAFFIC CLUBS 


The York, Pa., Traffic Club met February 11. S. E. Friedman, 
attorney, Harrisburg, Pa., spoke on “Legal Lights on Claims.” 


=—==4 








The Traffic Club of St. Louis met at luncheon, February 8, 
with the Knights of Columbus and the Chamber of Commerce, 
Mayor William Dever, of Chicago, spoke on the unity of the Mis. 
sissippi Valley’s two metropoli for progress. 





The Traffic Club of Kansas City met at luncheon February 
9. J. F. Smith, secretary of the Good Roads Association, pre. 
sented motion pictures. The club will hold a dance for the men. 
bers, their families and guests, February 23. 





The Traffic Club of Kalamazoo held its “Ladies’ Night” at 
the Columbia hotel February 12. The club will have a “Sta- 
tionery Night” February 16 when the members and their guests 
will be feted by the Kalamazoo Stationery Company. These 
events are part of a series of regular entertainments to be held 
every third Tuesday in the month through the coming year. 





The Akron Traffic Club’s officers for 1926 are as follows: 
President, H. W. Young; vice-president, F. T. Sturtevant; treas- 
urer, J. M. South; secretary, H. L. Sovacool. The directors are 
Alvin Hill, Guy Scott, J. C. Wells, E. E. Eckert. 





The Mobile Traffic and Transportation Club held its annual 
meeting January 25, and elected the following officers: Presi- 
dent, W. E. Kennedy, F. F. A. of the Mobile and Ohio; vice-pres- 
idents, J. E. Paterson, Paterson Lumber Company, and E. E£. 
Quincey, agent, the Mallory Line; and secretary and treasurer, 
T. C. Schley, the Gulf, Mobile and Northern. The club has 
adopted a resolution of congratulation to be sent R. V. Taylor, 
former city commissioner and honorary member of the club, in 
— of his appointment to the Interstate Commerce Con- 
mission. 





The Milwaukee Traffic Club elected the following officers at 
the annual meeting at the Pfister hotel, February 6: President, 
C. W. Burroughs; vice-presidents, J. E. Kraseman, George Mer- 
gener, H. W. Ploss; and secretary-treasurer, Ervin Manske. The 
directors are F. C. Bryan, C. L. Dunlop, J. M. Neafus, W. J. 
Thiele, H. J. Gamm, and H. W. Gehrke. 





The Traffic Forum of New York City was organized Feb- 
ruary 3. The purpose of the forum is to promote co-operative 
spirit between its members and to encourage discussion of trans- 
portation problems. The following officers were elected: Pres- 
ident, H. E. Howell, T. M., Cohn-Hall-Marx Company; vice-presi- 
dent, S. Moss, Jr., Industrial traffic manager; secretary, W. C. 
McKenna, commercial agent, New York and New Jersey Steam- 
boat Company; and treasurer, P. Pandolfe, traffic department, 
Crucible Steel Company. The governors are S. Fox, I. Fauer, J. 
Timmer, E. A. McCabe, H. W. Schenkel, and C. Pascorella. 





The Los Angeles Transportation Club met at luncheon Feb- 
ruary 8. The program was sponsored by the Pacific Electric 
Railway. D. W. Pontius, vice-president and general manager, 
spoke on the “Union Terminal.” 





The Pacific Traffic Association met February 2, and held 4 
discussion of the Gooding bill. E. W. Hollingsworth, of the Oak- 
land Chamber of Commerce, represented the industrial interests, 
Norman F. Titus, of the McCormick Steamship Company, the 
water lines, and Paul Hastings, of the Santa Fe, the rail carriers. 
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WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger 
tariffs by Traffic Managers and Chiefs of Tariff 
Bureaus. They are unequaled for efficiency, con- 
venience and simplicity. 


— 


These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


” 


Ti—Top Section 


T2—Tariff File Section with 24 2-inch Drop Front Tariff Files 







HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 















2. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 

Commission, bills in Congress and similar 

matters. 


























8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 

attempted. 

















. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 

tentative reports of the Interstate Commerce 

Commission and similar documents. 














An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 














T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 


T5—Sliding Shelf Section 


| ( WORL}) T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 
AND 
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which. is, in itself the most com- 
plete and prompt traffic news 
service available. 

































DAILY 





Let us send you a series of sam- 
ples and detailed information. 


T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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The legislation committee of the club has recommended that no 
definite action be taken with regard to the proposed abolishment 
of the Railway Labor Board. 





The Traffic Club of New Orleans met in the Gold Room of 
the Roosevelt Hotel February 1. Sam Fowlkes, executive direc- 
tor of the New Orleans Publicity and Convention Bureau, and 
Walter Coquille, comedian, were the speakers. The club is plan- 
ning an entertainment to take place in the carnival season. 





The Women’s Traffic Club of San Francisco met February 2. 
J. F. Vizzard, secretary of the San Francisco Draymen’s Asso- 
ciation, spoke on “Drayage.” Laura E. Barnes, of H. R. Mann 
and Company, spoke on “Cargo Insurance.” 





The Transportation Club of St. Paul met at luncheon Feb- 
ruary 9. L. C. Hodgson, commissioner of finance, was the 
speaker. The January issue of the club’s “Transportation News” 
contains a summary of the address delivered at the annual din- 
ner by President F. Sargent, of the Chicago and Northwestern. 





The Traffic Club of Pittsburgh will celebrate its silver anni- 
versary, March 4, with a banquet at the William Penn Hotel. 
Elisha Lee, vice-president of the Pennsylvania, will be the toast- 
master; Arthur W. Thompson, president of the Philadelphia 
Company, will be the speaker. Robert Parker Miles, of Cleve- 
land, will be the humorist on the program. 





The Indianapolis Traffic Club will hold a series of weekly 
luncheons at which a number of lectures on general psychology 
will be given by Professor E. L. Yeager, of Indiana University. 





The Junior Traffic Club of Chicago will hold its next meet- 
ing March 4. 





The Traffic Club of Minneapolis has elected the following 
officers: President, C. T. Vandenover, secretary, Southern Min: 
nesota Mills; vice-presidents, C. C. Crellin, traffic manager, 
Washburn, Crosby Company, and S. A. Volkman, general agent, 
the Great Northern; treasurer, L. H. Caswell, agent, the Chi- 
cago, Great Western; and secretary, Frank S. Pool, of the Pool, 
Parker Company. 





The Traffic Club of Cleveland will hold its annual dinner at 
the Hotel Cleveland February 18. Major Elihu Church, trans- 
portation engineer, Port of New York Authority, will be the 
speaker. Charles A. Leedy, “Youngstown’s Telegram Man,” will 
be the second speaker. 





The Traffic Club of Wichita met February 11. E. J. Savage, 
locomotive engineer of the Pennsylvania, spoke on the thrills 
of firing a fast passenger engine. At the meeting February 4 
discussion was held on the matter of membership in the Asso- 
ciated Traffic Clubs of America. 





The Transportation Club of Louisville held its annua] meet- 
ing at the plant of the Standard Sanitary Manufacturing Com- 
pany February 9 and elected the following officers: President, 
W. H. Cloud, traffic manager, the Louisville Tin and Stove Com- 
pany; vice-president, H. T. Lively, general claim agent, the L. 
& N.; and secretary-treasurer, W. T. Vandenburgh, commercial 
agent, the S. A. L. The following directors were elected: E. !. 
Merkel, commercial agent, the Norfolk & Western; W. A. Gates, 
traffic manager, W. P. Brown & Sons; J. K. Shannon, superin- 
tendent, the American Railway Express Company, and J. S. 
Thompson, district manager, Southern Hardwood Traffic Asso- 
ciation. 


INCREASE IN GRAIN SHIPMENTS 


The Trafic World New York Bureau 


The railroads transported, principally for export, from the 
New York and Philadelphia ports, over 34 per cent more grain 
in 1925 than in the preceding year, according to a report made 
by E. J. Cleave to the Atlantic States Shippers’ Advisory Board. 
Increased demands on eastern transportation facilities were in- 
dicated in the shipment of fresh fruits, the number of cars inter- 
changed and the amount of lighterage freight handled. The 
only decrease shown in any of the transportation requirements 
in the Atlantic states territory in 1925 was a 2.2 per cent loss 
in the movement of tidewater coal. This decline was due to 
the anthracite strike. 

There has been no shortage of coal for steamship and com- 
mercial purposes, according to the figures contained in the At- 
lantic States Board analysis, The report showed that, in 1925, 
there were 397,971 cars of coal unloaded at the tidewater 
terminals in New York, a decrease of only 9,791 cars, or 2.2 
per cent. In other words, 2,188,405 tons of coal were handled at 
the New York terminals last year, a decline of only 538,505 tons 
as compared with the preceding year. Most all of this fuel is 
for general commercial and shipping purposes. Tidewater coal 





THE TRAFFIC WORLD 





Vol. XXXVII, No, ; 


movement is considered an accurate barometer of shi 
commercial activity. 

Mr. Cleave estimates that approximately 10 million tons of 
anthracite are normally used throughout the entire country 
every year, the largest proportion of which is consumed jn the 
eastern Atlantic states. Practically all of this demand jg fom 
being successfully supplied through the use of substitute. 

The seasonal movement of fresh fruits to the New York 
terminal district increased 1514 per cent in 1925 over 1924. The 
report showed that from August to November, inclusive, 4g 44 
cars of fresh fruits were received in New York, an increase of 
6,521 cars. Of this total 21,494 cars were grapes, an increase oj 
5,332 cars, or 32.9 per cent, over 1924. This entire movement o 
grapes was handled without embargo restricting the delivery 9 
table grapes to the New York piers and the juice grapes to the 
Jersey shore. Mr. Cleave estimated that the territory covereg 
by the Atlantic States Board—that is, New York, New Jersey 
eastern Pennsylvania, Delaware, Maryland and the Virginia 
peninsula—consumed sufficient grapes to result in a profitable 
return to the trade of $25,000,000. 

Another index of 1925 business was shown in the 9.2 per 
cent increase of cars which were interchanged by the roads ove; 
the preceding year. Cars interchanged by the carriers in the 
New York terminal district totaled 2,003,667 in 1925, or 169,099 
over 1924. Eastbound lighterage freight—that is, all freight hap. 
dled for export, coastwise or domestic purposes in the New York 
harbor—totaled 343,659 cars in 1925, an advance of 29,344 cars 
or 9.38 per cent. Lighterage freight in the Philadelphia termina] 
showed a 22 per cent increase, amounting to 29,955 cars last 
year, a gain of 5,411 cars over 1924. 

“In spite of the substantial increase of all classes of freight 
—with the exception of coal—which the railroads handled jp 
the eastern district in 1925,” said Mr. Cleave, “there was but one 
major complaint as to car service, which was soon adjusted in a 
satisfactory manner. 

“This is a remarkable demonstration of the degree of co- 
operation which now exists between the shippers and carriers in 
this territory. It is genuine proof of the value of sincere open 
discussion of common problems, and marks a substantial step 
forward in the development of better public relations.” 


Pping ang 





SOUTHWEST BOARD TO MEET 


The Southwest Regional Advisory Board will hold its next 
meeting at Brownsville, Tex., March 19 and 20. Invitations have 
been sent to shippers and representatives of railroads in Mexico, 
as well as all those in the southwest territory, to attend the 
meeting. The first day will be devoted to the business session, 
and the second will be given over to an automobile trip through 
the Rio Grande valley and a barbecue luncheon. 


RAIL EARNINGS IN 1925 


Class I railroads in 1925 earned on their property invest- 
ment a rate of return of 4.83 per cent, according to reports filed 
by the carriers with the Bureau of Railway Economics. This 
is based on reports from 191 Class I roads representing a total 
mileage of 237,048 miles. In a statement, the Bureau said: 


The net railway operating income of the Class I roads for the 
year totaled $1,136,973,477 compared with $986,744,996 in 1924. The net 
railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

The increase in the net income in 1925 over the preceding 
year was due not only to the fact that freight traffic handled in 
1925 was greater than during the preceding year, but also to 
increased efficiency and economy in the operation of the railroads, 
largely the result of enormous capital expenditures made during 
the last four years. It is an interesting fact, in connection with 
the increased efficiency with which the railroads were operated 
in 1925, that while gross operating revenues in 1925 were approx- 
imately three per cent above those the year before, there was only 
an increase of one-half of one per cent in operating expenses 
although there was an increase of approximately six per cent in 
the amount of freight traffic handled. 

Gross operating revenues in 1925 amounted to $6,186,608,566 
compared with $5,987,662,225 in 1924. Operating expenses in 1925 
totaled $4,583,246,375 compared with $4,559,764,310 in 1924. 

Out of every dollar of revenue earned in 1925, 74.08 cents 
went to meet the costs of operation, exclusive of taxes. This 
ratio compares with 76.15 cents out of every dollar in 1924 and 
77.75 cents in 1923. 

_Maintenance expenditures in 1925 amounted to $2,093,617.038, 
an increase of approximately $20,000,000 or one per cent over those 
made in 1924. Expenditures for maintenance of equipment alone 
amounted to $1,268,724,179, a decrease of $1,987,529 or one-tenth 
of one per cent under those for the preceding year although rail- 
way equipment in 1925 was in better condition than it had been 
for several years. Maintenance of way .expenditures amounted 
to $824,892,859, an increase of $22,224,000 or 2.7 per cent. 

During 1925, Class I railroads paid out $363,262,000 in Fed- 
eral, State and local taxes. This was an increase of $18,717,000 or 
5.4 per cent over the amount expended for such purposes in 1924. 

Fourteen Class I railroads operated at a loss during the year 
of which five were in the Eastern District, one in the Southern 
and eight in the Western district. In 1924, twenty had operating 
——— of which ten were in the Eastern and ten in the Western 

strict. 

Class I railroads in the Eastern district had a net railway 
operating income in 1925 amounting to $555,023,466 which was 4 
return of 5.20 per cent on their property investment. This net 
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MISSOURI PACIFIC LINES 


MISSOURI PACIFIC RAILROAD 
GULF COAST LINES 
INTERNATIONAL-GREAT NORTHERN 


The Missouri Pacific Lines Offer 
Helpful Service to Citizens 
and Communities 


RODUCING railroad transportation—freight and passenger—is the business of the 
Missouri Pacific Lines. And every effort is being made to the end that our service 
will be adequate, satisfactory and dependable. 


In addition to that, it is the desire of the Missouri Pacific Lines to be helpful to 
the communities served by these lines in every other possible way. For that reason 
there is maintained by the Missouri Pacific a number of service bureaus which are in 
addition to those organizations that have to.do directly with the handling of freight 
and passengers. 


Chief among these are the Acricultural Development Bureau and the Industrial 
Development Department. Each is manned by experts, whose personal services are at 
the disposal of any community served by the Missouri Pacific Lines. 


The Industrial Development Department of the Missouri Pacific Lines last year was 
helpful in locating in communities served by these lines 732 new industrial enterprises 
of various kinds with aggregate capital investment of $22,702,350. It is estimated that 
these new industries will require for the conduct of their business this year in excess 
of 250,000 carloads of freight. All this helps the Missouri Pacific Lines, of course, but 
. — of tremendous benefit to the communities in which these industries have been 
ocated. 


The Agricultural Development Department of these Lines has been instrumental 
in bringing additional prosperity to thousands of farmers in the territory served by 
the Missouri Pacific. Farmers have been assisted to work out successfully numerous 
projects which include the development of acreage of additional cash crops. 


We conceive it to be our duty and our mission to lend assistance of this kind 
whenever and wherever we can. The Missouri Pacific Lines probably have been the 
most potent factor in the development of the West, South and Southwest served by 
these Lines since 1851. However, the work has only just begun. It must be carried 
on. With the aggressive assistance and co-operation of citizens and communities 
served by the Missouri Pacific, we hope to continue to play an important part in the 
continued development. 


The services of any of the special development departments of the Missouri Pacific 
Lines are to be had for the asking. Regardless of the problem, there probably is some- 
one in the Missouri Pacific organization that can be helpful. Requests for the assist- 
ance of these men all receive prompt and personal attention. We are anxious for fur- 
ther opportunities to be of service in any way that we can, 


I solicit your co-operation and suggestions. 


/MISSOURI 





_ PACIFIC 
LINES 
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income was an increase of $88,814,844 over 1924. Total operating 
revenues of the Class I railroads in the Eastern district for the 
year amounted to $3,057,482,022 while operating expenses amounted 
to $2,292,660,605. The gross revenues increased 3.7 per cent over 
1924 and the expenses, six-tenths of one per cent. 

In the Southern district, Class I roads during the year had 
a net railway operating income of $167,555,339 which was a return 
of 5.91 per cent on their property investment. This was an in- 
Grease of $25,001,533 over 1924. Operating revenues of the South- 
ern Carriers during the year amounted to $846,577,200, an in- 
crease of 7.4 per cent over 1924, while operating expenses amounted 
to $616,491,666, an increase of 3.6 per cent over the preceding year. 

Class I railroads in the Western district during the year 1925 
had a net railway operating income of $414,394,672 which was a 
return of 4.13 per cent on their property investment. This was 
an increase of $36,412,104 over 1924. Operating revenues of the 
Class I roads in the Western district for the year amounted to 
$2,282,549,344, an increase of 1.3 per cent compared with 1924 
while operating expenses amounted to $1,674,094,104, a decrease of 
seven-tenths of one per cent under the year before. 

For the month of December alone, Class I railroads of the 
United States had a net railway operating income amounting to 
$94,656,512 which was at the rate of return of 4.80 per cent on 
property investmenet. Operating revenues of the Class I roads 
in December totaled $524,007,383, an increase of 3.7 per cent over 
the same month last year while operating expenses totaled 
$389,640,876 or an increase of 2.1 per cent. 

Class I railroads in the Eastern district had a net railway 
operating income in December amounting to $41,937,505 compared 
with $39,319,030 during the same month last year. In the South- 
ern district, Class I railroads in December had a net railway oper- 
ating income of $15,621,247 compared with $15,034,033 in De- 
cember, 1924, while in the Western district it amounted to 
$37,097,760 compared with $32,368,938 for the same month one year ago. 


Unofficial figures on the rate of return earned by Class I 
roads in 1925, based on the Commission’s tentative valuation of 
$18,900,000,000, adjusted to Class I properties and brought down 
to January 1, 1925, show that the class I roads earned a rate 
of return of 5.63 per cent for the country as a whole. 

Class I carriers in the Eastern district earned a rate of 
return of 5.99 per cent. 


Class I carriers in the Southern district earned a rate of 
return of 6.86 per cent. 


Class I carriers in the Western district earned a rate of 
return of 4.88 per cent. 


— 


Digest of New Complaints 


No. 17095, Sub. No. 1. National Traffic Service Association et al., 
New York City, vs. Atlantic Coast Line et al. 

Alleges the imposition of rates and charges for transportation, 
refrigeration and icing of shipments of strawberries between 
points in North and South Carolina, on the one hand, and desti- 
nations in Pennsylvania, New Jersey, New York, Connecticut and 
Massachusetts, that are unjust, unreasonable and without tariff 
authority. Asks for just and reasonable rates, and reparation. 

No. 17398. The Fredonia Linseed Oil Works Co., Fredonia, Kans., vs. 
Santa Fe et al. 

Unjust and unreasonable rates and charges on linseed oil from 
Fredonia, Knas., to Kansas City, also alleged to be unduly prefer- 
ential of complainant’s competitors at Minneapolis, Chicago, St. 
Louis and Des Moines. Asks for just and reasonable rates, and 
reparation. 

17937. E. E. Forbes, doing business as E, E. Forbes & Sons 
Piano Co, et al., Chicago, Ill., vs. L. & N. et al. 

Alleges the imposition of illegal rates on various commodities 
from points in Wisconsin, Michigan and Illinois, Iowa and 
Indiana, to various destinations in Tennessee and Alabama, on the 
lines of the Louisville & Nashville and the Southern, the claim 
being that the legally applicable rates were those published in 
Kelly’s I. C. C. No. 1202, and Jones’ I. C. C. No. 1362 instead of 
those which were applied, in violation of the sixth section. Asks 
for refunds estimated at about $10,000. 

No. 17939. Cotton States Fertilizer Co. et al., Macon, Ga., vs. Alabama 
& Vicksburg et al. 

Unjust and unreasonable rates and charges on new and second- 
hand burlap or gunny bags from New Orleans to Macon. Asks 
for just and reasonable rates and reparation. 

17940. Reeves Coal & Dock Co. et al., Minneapolis, Minn., vs. 
Louisville & Nashville et al. ‘ 

Unjust, unreasonable, unlawful and illegal charges on soft coal 
from LaFollette, Tenn., to Ludington, Mich., reconsigned to Hawk- 
eye, Ia. Asks for reasonable rates or charges for the future, 
and reparation, 

No. 17941. Jerpe Commission Co., Inc., et al., Omaha, Nebr., vs. Chi- 
cago & Alton et al. 

Excessive, unjust and unreasonable rates on butter, eggs, 
dressed poultry and other dairy products, straight and mixed 
carloads, from Omaha to Memphis; also unduly preferential of 
competitors at Kansas City. Asks for just, reasonable and other- 
wise lawful rates. 


17942. The Atlas Portland Cement Co., New York City, vs. 
Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on cement bags when returned in carloads and less-than- 
carloads, from stations in Iowa to Ilasco (Hannibal), Mo. Asks 
for just, reasonable and non-discriminatory relationship of rates 
on returned empty cement bags 


No. 17942, Sub. No. 1. The Atlas Portland Cement Co., New York 
City, vs. Santa Fe et al. 

Alleges unjust, unreasonable, unduly prejudicial and unduly 
preferential rates on returned empty cement bags, carloads 
and less than carloads, from stations in Nebraska to Ilasco (Han- 
nibal), Mo. Asks for just, reasonable and non-discriminatory 


rates. 
Co., Okla., Santa 


17945. Kerr Glass Mfg. 
Fe et al. 

Unjust and unreasonable charges on glass fruit jars from Sand 
Springs, Okla., to Minot, N. D. Asks for reparation. 


No. 


No. 


No. 


No. 


Sand Springs, vs. 
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Questions and Answers 


In this department will be answered questions of both legal 
practical nature that confront persons dealing with traffic. A specialigt 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any s'mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


and 


Reconsignment—Through Rate Not Applicable Where More Thay 

One Change in Destination 

Idaho.—Question: It will be appreciated if you will give 
me the benefit of your opinion, or some ruling of which you knoy, 
that would apply to the following question: 

We shipped, under date of Nov. 25th, 1925, carload of drieg 
beans, 60,520 pounds, from this station to Kansas City vig 
X Railroad. Some days after shipment we placed diversigp 
with the X Railroad and diverted the car to West Plains, Mo, 
then after car reached West Plains, Mo. Via Y Railroad, we 
placed diversion with the Y Railroad and diverted car to Man. 
moth Springs, Ark. 


Shipment was delivered to consignee on through rate of 
$1.05 plus $2.25 reconsigning charge Kansas City and $6.30 re 
consigning charge at West Plains. We are now presented with 
bill arrived at as follows: $1.05. to West Plains, 23 cents 
beyond plus the above diversion charges, stating that combina- 
tion of rates apply account only one change in destination 
allowed, referring to Rule 5, Tariff 243-B. I contend that the 
X Railroad allows one change in destination and the Y Railroad 
also allows one change, therefore the through rate should apply. 

Answer: The provision of the Uniform Reconsigning Rules 
stating that only one reconsignment will be permitted on the 
basis of the through rate has not been construed by the Comnis- 
sion as you construed the provision. See Romann & Bush Co. 
vs. D. G., 78 I. C. C. 159; Texas State Highway Department vs. 
Director-General, 69 I. C. C. 252 and Tuffle Brothers Pig Iron & 
Coke Co. vs. Director-General, 62 I. C. C. 497. 


In the case first referred to above the Commission said: 

The reconsignment rule assailed is as follows: : 

“Rule 5. (a) Only one change in destination will be per- 
mitted by this company under these rules, except as provided in 
section (b), and then only provided the car has not had a pre- 
vious change in destination after leaving the initial billing point. 

“(b) If the consignor, consignee or owner requests a subse- 
quent change necessitating movement of the car, the shipment Will 
be treated as a reshipment from point of reforwarding and will 
be charged at the tariff rate therefrom, plus $5.00 per car, 

“(c) If a car is stopped short of billed destination after it has 
had one diversion of reconsignment under these rules, charges 
will be made on basis of the tariff rates to and from the point 
at which the first diversion or reconsignment was accomplished, 
plus $5.00 per car in addition to the other diversion or reconsign- 
ment charges previously accrued.” 

Complainant asks for the establishment of a rule authorizing 
one reconsignment on the line of each carrier participating ina 
through movement. Defendants state that the purpose of the rule 
is to lessen the detention and congestion of equipment; that the 
modification desired would defeat that purpose; and that one 
change in destination generally is sufficient to satisfy commercial 
requirements. + = 

The uniform reconsignment rules, of which this rule is one, 
were approved by us in the Reconsignment case, supra, following 
a general investigation in which all rail carriers and interested 
shippers were afforded an opportunity to be heard. They have 
been in effect for several years. We have found rule 5 not 
unreasonable in a number of recent cases presenting issues sub- 
stantially the same as those herein. Lowry Lumber Co. vs. Direc- 
tor-General, 59 I. C. C. 159; Tuffli Bros. Pig Iron & Coke Co. vs. 
Director-General, 62 I. C. C. 497; Standard Oil Co. vs. Director- 
General, 68 I. C. C. 143; Texas State Highway Department vs. 


Director-General, 69 I. C. C. 252. 
Demurrage—Bunching—Average Agreement 

Iindiana.—Question: In November, 1925, we had five carloads 
of lumber which arrived in the carrier’s terminal on the follow 
ing dates: B. & O. 173438 Nov. 12, 11 p. m; C. M. & St. P. 
206157 Nov. 14, 11 p. m.; Erie 110829 Nov. 16, 6 a. m.; C. & 0. 
38471 Nov. 16, 8 a. m.; I. C. 330796 Nov. 17, 7 a. m. 

The above cars were all placed on our unloading track on 
November 18th, at 2 p.m. At the time of placing these cars, we 
had no empties or loads on our tracks, the tracks being clear 
of all cars. 

B. & O. 178488 was unloaded November 20,6 p.m. C. M.& 
St. P. 206157 was unloaded November 2ist, 6 p. m. Erie 110829 
was unloaded November 23, 6 p.m. C. & O. 38471 was unloaded 
November 19, 6 p. m. I. C. 330796 was unloaded November 19, 
6 p. m., making two days detention on the B. & O.; three days 
detention on the C. M. & St. P.; four days detention on the 
Erie; one day’s detention on the C. & O.; one day’s detention on 
the Illinois Central car. 


Since we are working on the average agreement plan, there 
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accrues one debit on the C. M. & St. P. and two debits on the 
Erie. Our contention in this case is that the railroad should 
not have charged our account with these three debits. Accord- 
ing to the Nationa] Car Demurrage Rule, Freight Tariff No. 4-E, 
Agent Jones’ I. C. C. 1581, we understand that we are not 
entitled to these charges under the average agreement. How- 
ever, this is a very peculiar case and we do not believe we 
should pay the excess debit charges. 


The track which leads to our factory from the carrier’s main- 
line runs along a considerable distance near a river and when- 
ever the river rises, it covers their tracks for about two squares. 
The water being over their tracks at this time caused these 
cars to be placed on our tracks all at one period, November 
18, 2 p. m. 

By referring to Item No. 10, Rule No. 8, Section A, Article 
1, you will find a footnote which reads as follows: 


The extension of free time on account of high water or snow 
drifts shall apply to other than public delivery tracks only where 
there is disability of this railroad. 


It is plain in this case that it is purely disability on the 
part of the carrier to place these cars that caused them to be 
bunched in delivery to us. 

Answer: We assume that the cars were bunched within the 
meaning of Section B-2 of Rule 8 of the National Car De- 
murrage Rules. 

If so, bunching caused by a disability of the carrier, as in the 
instant case, does not, under the provisions of Section E of Rule 
9 of Agent Jones’ Demurrage Tariff I. C. C. No. 1581, where a 
shipper has executed an average agreement, entitled that party 
to the additional free time to which he would otherwise be 
entitled. 

See Davis Sewing Machine Co. vs. P. C. C. & St. L. Ry. Co., 
51 I. C. C. 191, which case covers cars bunched and delivered 
in numbers greater than the consignee could unload within the 
period of free time, by reason of flood conditions affecting the 
carrier’s terminal facilities. 

Freight Charges—Liability of Consignor 

West Virginia.—Question: In 1923 the United States Gov- 
ernment made a contract with A to furnish a certain tonnage 
of calcium chloride. A is a broker and makes contract with B, 
who is a producer, to ship a certain tonnage of this commodity, 
which amounted to one carload of calcium chloride, to be shipped 
to the Navy Department, consigned to Brooklyn, New York, 
Navy Yard. 

The shipment was consigned by B under the instructions of 
A as follows: Commanding Officer, United States Navy, Brook- 
lyn, New York, freight collect. B tenders shipment to the X 
Railroad Agent at Malden, West Virginia, on a uniform straight 
bill of lading consigned as the above instructions, freight collect. 
The shipments moved to destination and was delivered to the 
Navy Department without the collection of freight charges at 
destination, as the Navy Department at Brooklyn declined to 
pay them. 

In the meantime A becomes insolvent and the originating 
carrier has brought legal action against B for the freight charges, 
although the originating carrier declines to bring legal action 
against the United States Navy Department who were the con- 


signees, to ascertain if they will pay these charges, claiming that 


the shipper failed to sign the clause in the bill of lading wherein 
the collection of all freight charges should be collected by the 
carrier from the consignee. 

Is the United States Government immune from paying its 
just bills? The Navy Department is aware that it has received 
this shipment and has not paid the lawful freight charges 
assessed thereon. 

Should not the carrier exhaust all legal remedies to collect 
these charges from the United States Government Navy De- 
partment who are solvent, before bringing legal action against 
the shipper to recover? 

Answer: Ordinarily a carrier has a right to look for his com- 
pensation to the person who required him to perform the service 
by causing the goods to be delivered to him for transportation 
and that person is generally, of course, the shipper named in 
the bill of lading, or the consignor. Finn vs. Western Railroad 
Corporation, 112 Mass. 525, 17 Am. Rep. 128. 

The fact that the latter does not own the goods has been 
held material (Wooster vs. Tarr [Mass.], 85 Am. Dec. 707), 
on the ground that the carrier’s contract and right to recover 
his freight cannot be made to depend on what may prove to be 
the legal effect of the negotiations between the consignor and 
the consignee on the title to the property which is the subject 
of transportation. (Finn vs. Western Railroad Corporation 
[Mass.], 17 Am. Rep. 128). 

Furthermore, even though there is a stipulation in a bill of 
lading providing that the consignee shall pay the freight, that 
does not of itself relieve the consignor, and a carrier is not 
bound at his peril to enforce the payment of freight from the 
consignees. The usual clause in bills of lading, that a cargo is to 
be delivered to the person named, or his assignees, “he or they 
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paying freight,” is only inserted as a recognition or aSSertion of 
the right of the master of a ship to retain the goods carrie 
until his lien is satisfied by payment of the freight; it imposes 
no obligation on him to insist on payment before delivery of the 
cargo. If he sees fit to waive his right of lien and to deliye, 
the goods without payment of the freight to resort to the Shipper 
for compensation still remains. (Holt vs. Wescott [Me.], 64 
Am. Dec. 74; Wooster vs. Tarr [Mass.], 85 Am. Dec. 707 and 
note; Hayward vs. Middleton [S. C.], 15 Am. Dec. 615.) 

True, the consignee, or the indorser of a bill of lading, may 
be sued if he has received the goods in pursuance of a bil] of 
lading, imposing the payment of freight on him, at all events in 
cases where there is no charter party. The receipt of goog; 
under such a bill of lading is evidence of a contract by th 
person so receiving them to pay the freight. But the liability 
of the consignee does not depend, in such a case, on the assump. 
tion that the original shipper would not be liable, as one seems 
to have been thought, but on a new contract to pay the freight, 
evidenced in ordinary cases by the bill of lading and the recep. 
tion of goods under it. There is no shifting of liability. The 
contract of the consignor and that of the consignee are pot 
considered to be inconsistent with each other; each is an origina] 
contract based on a sufficient consideration. (North-Germay 
Lloyd vs. Jeule, 44 Fed. 100; Grant vs. Wood [N. J.], 47 Am 
Dec. 162.) 

See also the following cases which have held that the con. 
signor is liable for freight charges, regardless of the liability 
of the consignee. Mo. Pac. R. Co. vs. Pheiffer Stone Co., 265 
S. W. 82; Chicago Junction Ry. Co. vs. Duluth Log Co., 202 N. W. 
24; Western Maryland Ry. Co. vs. Cross, 123 S. E. 572; Sea. 
board Air Line vs. Montgomery, 112 S. E. 652 and cases cited in 
Note 7 of the decision in Louisville & Nashville R. R. Co. ys. 
Central Iron & Coal Co., 265 U. S. 59. 


While in Y. & M. V. R. Co. vs. Zemurray, 238 Fed. 789, it was 
held that a carrier is bound by its election to collect freight 
charges from the consignee, and is not entitled to sue the con- 
signor for the portion that it failed to collect through mistake, 
the decisions in general, do not make it a condition precedent 
to the recovery of freight charges from the consignor that the 
carrier exhaust its legal remedies against the consignee. 
Graduated Minima—Shippers Acceptance of Car Furnished 

Where Size of Car Not Specified in Order Constitutes 

Acceptance 

Indiana.—Question: Will you please advise regarding correct 
minimum to be assessed on car of lumber in question. This 
car was loaded at a point governed by tariff which reads that 
when smaller car is ordered minimum weight will be 30,000 Ibs. 
Shipment in this case was loaded in a 40-ft. car and did not take 
the room allotted in car or, in other words, car was not loaded 
to capacity. The bill of lading from shipper shows that no 
notation was made upon billing as to size car ordered. 

It is our opinion that if shipper simply ordered car not 
stating size and he loaded a 36-ft. car inside measurement he 
will have to pay minimum of 34,000 lbs. while if he ordered car 
to accommodate minimum which could be gotten into a car less 
than 36-ft. inside measurement, and so stated, he will pay only 
on the 30,000 lbs. minimum. 

Answer: We do not locate a case directly in point. How- 
ever, in cases where the minimum weight depends on the size of 
the car ordered the shipper has the right to order a car of the 
size necessary to accommodate his shipment and the carriers 
have the duty to furnish such a car or protect the minimum for 
a car of that size, providing, of course, the shipment could 
have been loaded in such car. 

The general rule on this subject is as stated in Northern 
Grain Co. vs. S. P. & S. Ry., 63 I. C. C. 205, viz.: 

Where a carrier by its tariffs specifies a certain minimum for 
a car of a certain size it thereby tenders to the public that rate 
of transportation; and where for its own convenience it tenders 
car of different capacity from that ordered by the shipper it 
must protect the minimum of the car ordered. See also California 
Cotton Mills Co. vs. Southern Ry., 74 I. C. C. 747, and Feltus 
Lumber Co. vs. Great Nor., 51 I. C. C. 571. . 

In the instant case, however, you did not specify the size 
of car desired, therefore carrier is within its rights in offering 
you the first car available, regardless of its size. On the other 
hand you have the right to accept such a car if it meets your 
requirements or reject same if it does not. If, however, you 
accept such a car, without protest, your acceptance, in our 
opinion, has the effect of ratifying the order for such a car and 
so you are bound to pay on the minimum specified for a car of 
that size. 

Reconsignment—Shipments Consigned to “Order,” Held on Hold 
Tracks at Destination for Surrender of Bill of Lading, and 
Subsequently Switched to Warehouse or Siding for Delivery 
Louisiana—Question: Kindly give us an interpretation of 

the following item, which, we understand, appears in all tariffs 

of carriers as to rules and regulations covering change of cor 
signee or destination, carload shipments, which article reads in 
line with the following: 


1. Rule 11-A.—Cancels 11. 


Diversion or Reconsignment to 
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‘Named for the Great Emanctpator 


Most appropriate it is that this splendid passenger train should be called the 
Lincoln Limited, since, in its daily run, it passes through scenes weli known 
to the great Emancipator, and stops in the cities made famous by his earlier 
speeches. 
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Leaves Chicago .... 3:00 PM Leaves St. Louis . . . . 3:00 PM 
Leaves Bloomington . . 6:05 PM Leaves Springfield . . . 5:50 PM 
Leaves Springfield . . . 7:35 PM Leaves Bloomington . . 7:20 PM 
Arrives St. Louis .. 10:30 PM Arrives Chicago ... 10:30 PM 
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Heavy steel cars, modern furnishings, always clean and comfortable, proper 
, ventilation, excellent dining service, smooth roadbed and latest safety devices, 
all go to make the Lincoln Limited one of the country’s finest trains. 


Chicago &-Alton 
The Only Way” 


For Tickets and Information consult any Alton Agent 
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Points Within Switching Limits Before Placement: A single change 
in the name of consignor and/or consignee at destination and/or 
@ single change in or a single addition to the designation of place 
of delivery at destination will be allowed. 

(a) Without charge if order is received by local freight agent 
or other authorized representative at destination direct from con- 
signee or owner in time to permit instructions to be given yard 
employees prior to arrival of car at destination. 


The way we interpret this item, a shipment could be con- 
signed to a particular destination with no specific designated 
delivery and if car was ordered to some team track or warehouse 
for unloading within 24 hours, there would be no additional 
charge. However, if the lading specified a particular delivery 
such as warehouse or team track and car was ordered within 
24 hours after arrival, changing the team track or warehouse 
delivery, the charge would be $2.25. What we have in mind are 
order notify shipments and ladings were surrendered within 24 
hours after receipt of notice of arrival ordering cars to a specific 
warehouse. 

Answer: We note you quote rule i1l-a as authority for 
moving the car to the team track or siding within 24 hours with- 
out a reconsigning charge. While all the reconsigning tariffs 
may not carry Rule 16, some of them do, and the greater part 
of them have it. This rule provides: 


- . . shipments covered by “order” or “order notify” bills 
of lading placed on hold tracks and held ONLY for surrender of 
bill of lading . - and necessitating subsequent movement of 
the car to place of delivery, will be subject to the following: 

(a) No charge will be made if bill of lading is surrendered to 
local freight agent or other authorized representatives at des- 
tination direct by consignee or owner, . in time to permit 
instructions to move the car to be given the yard employees 
P R to the expiration of 24 hours after the first 7:00 a. m. 
after the day on which notice of arrival is sent, or given to the 
consignee or party entitled to receive same. 


You may have in mind that Note 2, Rule 16, directs you to 
Rule 11, but under the circumstances you describe, we do not 
consider that there is a change in either the consignor, the 
consignee, or a change in or addition to the destination or place 
of delivery. If you surrender the bills of lading and order cars 
from hold track to your warehouse, there has been no change in 
the billing, the cars have been delivered “to the order” of the 
consignee. No place of delivery having been specified, and none 
recognized by the carrier until the bills of lading are surren- 
dered, we do not see where any “change” in the place of delivery 
has been made. Your ordering them to the warehouse seems to 
be the first designation of a place of delivery. 

Routing and Misrouting—Conflict in Rate and Route Shown in 

Bill of Lading at the Transit Point 

Missouri.—Question: F. A. Leland’s Tariff 47-K, I. C. C. 
1663, Supplement 24, page 74, publishes rates from Union Pacific 
points named to Louisiana Groups A and B listed in Item 2706, 
page 58 of that Supplement. . 

A party loaded and shipped three cars of feed from Kansas 
City to Shreveport via the Missouri Pacific. The freight bills 
surrendered to the billing agent were for wheat originating at 
Ellis, Kansas, Index 36101, from which the rate to Kansas City 
is 19% cents. Therefore, on the basis of transit the balance 
to apply was 22% cents on a car of feed. On one bill of lading 
this rate was specified but on the others no rate was mentioned. 


Please let us know if you think the rate published to Shreve- 
port, which is a K. C. S. station, is applicable on a through 
shipment from origin to destination via Mo. Pac. and connections 
(T. & P. or Cotton Belt). 

Should the Missouri Pacific protect rate specified on lading 
— and admitted to be in effect via K. C. S. from Kansas 

y? 

Should rate via the K. C. S. be protected on two cars where 
ladings specified no rate owing to Conference Ruling 474? 

Item 2706 in giving the list of points in Louisiana Groups, 
included Shreveport in the K. C. S. stations but there is nothing 
to indicate that this rate applies only via K. C. S. Again, all 
ladings contained reference to the point of origin and if the 
Mo. Pac. was not prepared to protect the same rate as its com- 
petitors, it should have called the shippers’ attention to this and 
given opportunity to forward via another line. Failure to do 
this should justify application of Conference Ruling 474. 

Answer: Page 22 of the tariff in question under Special 
Application of Rates reads: 


Rates shown in this tariff apply only as follows: Where no 
application is provided, combination rates apply, unless otherwise 
provided to the contrary. 


From points on the Union Pacific R. R. to points on the 

K. C. S. Ry. on the same page, the tariff says see Items 514 and 

’ §17 for the application of your rate. Referring to these items 

we find nothing therein to authorize the Missouri Pacific and 

connections route beyond Kansas City to K. C. S. delivery at 

Shreveport. Consequently, said rate is not applicable via the 
route you mention. 

It is true that Item 2706 carrying the Louisiana Groups does 

not indicate that said rate applies only via K. C. S. Ry. How- 

ever, this is immaterial, for as we show above, the tariff (on 
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pages 18-51) carries a special application of all rates ip this 
tariff, therefore, it was not necessary for Item 2706 to repeat 
the same information. 

As to your questions 2 and 3, it is our view that the prip. 
ciple enunciated by the Commission in the McLean Lumber 
Case, 22 I. C. C. 349, is controlling. In this case the Commission 
held that “where a shipper’s bill of lading contains instructions 
both as to route and rate, and the rate is not applicable over 
any route of the receiving carrier, but is applicable over the 
route of a rival line to which shipper might have delivered the 
shipment had he so elected, the receiving carrier may forwarg 
the shipment over its own line at the rate lawfully applicable 
it not being obligated to turn the traffic over to its competitor.” 
(See also Colorado Bending Co. vs. C. B. & Q. R. KR, 181.6 
403). If this is true where the rate and route conflict, surely 
it applies with equal, if not more, force where no rate is speg¢j- 
fied in the bill of lading. 

In the light of these decisions it is our view that the 
Missouri Pacific had no duty to protect the through rate yoy 
mention. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended February 6 totaled 10,326 cars, as compared with 10,841 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship. 
ments were reported as follows: 


Apples, 1,671 cars; cauliflower, 222 cars; cabbage, 652 cars; 
celery, 209 cars; eggplant, imports, 20 cars; grapefruit, 391 cars; 
imports, 27 cars; lemons, 151 cars; lettuce, 929 cars; imports, 1 car; 
mixed citrus fruits, 117 cars; mixed vegetables, 436 cars; imports, 
19 cars; onions, 528 cars; oranges, 1,069 cars; imports, 22 cars; pears, 
36 cars; peppers, 3 cars; imports, 55 cars; spinach, 447 cars; straw- 
berries, 3 cars; string beans, 5 cars; sweet potatoes, 333 cars; 
tomatoes, imports, 116 cars; potatoes, 3,124 cars. 


CONFERENCE ON HIGHWAY SAFETY 


The National Conference on Street and Highway Safety has 
been called to meet in Washington, March 23, 24 and 25, 1926, 
according to an announcement issued by Secretary Hoover. The 
governors of the states have already been invited by President 
Coolidge to send delegations representing their respective states. 

In addition to these state delegattions the Conference will 
include federal, state and city officials, representatives of rail- 
roads, street railways, insurance companies, automobile manu- 
facturers, wholesalers and retailers, organized labor, commercial 
and trade organizations, organized motorists, the public, safety 
councils, women’s and welfare organizations, engineers and 
educators. 


RAILWAY ASSOCIATION STARTS BRAKE TESTS 


With a view to bringing about still greater safety and com- 
fort to passengers as well as a still greater reduction in loss 
and damage both to freight and equipment, the American Rail- 
way Association is conducting the most complete series of tests 
of train brakes ever undertaken. The purpose of the tests, which 
are being held at Purdue University, Lafayette, Ind., is to deter- 
mine what improvement can be made in respect to the standard 
of brakes now used by the railroads of this country. 

The tests are being conducted under the direction of H. A. 
Johnson, general manager of the Chicago Rapid Transit Com- 
pany, assisted by thirty expert engineers. The tests are ex- 
pected to require more than a year. 


DOCKET OF THE COMMISSION 


Note. Items in the Docket marked with an asterisk (*) are new, 
naving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 15—Forth Worth, Texas—Examiner Disque: 

‘1, & S. No. 2592—Cotton linters and cotton seed hull fibre or 
shavings from the southwest to Interstate destinations. 

February 15—St. Paul, Minn.—Railroad and Warehouse Commission 
of Minnesota: 

' Finance No. 5176—Application H. E. Byram, Mark W. Potter and 
Edward J. Brundage, receivers of Chicago, Milwaukee & St. Paul 
Ry. Co., for authority to construct an extension of a line of 
railroad in Freeborn County, Minn. 

February 15—Mobile, Ala.—Alabama Public Service Commission: 

‘Finance No. 5179—Application Gulf Ports Terminal Ry. Co. for 
authority to abandon a portion of its railroad. 

February 15—Washington, D. C.—Examiner Haley: 

Finance No. 3615—Excess Income of the Ashland Coal & Iron Ry. Co. 


February 15—Argument at Washington, D. C.: 
16095 fang Sub. No. 1)—Armour & Co. et al. vs. C. M. & St. P. Ry. 


et al. 
15824—The Grand Forks Commercial Club vs. C. & N. W. Ry. et al. 
15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 


February 15—Washington, D. C.—Examiner Fowler: 
* Valuation No. 366—In re tentative valuation of the property of the 
-~o & iL BR. BR. Co. 
* —_— No. 365—In re tentative valuation of the B. & L. E. R. R. 
et al. 
February 15—Washington, D. C.—Examiner Mullen: 
No. 9200—Railway Mail Pay. 
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February 15—Atlanta, Ga.—Commissioner Lewis: 
bi age on chert, clay, sand and gravel within the state of 
eorgia. 
1. & S. No. 2470—Sand, gravel and slag from Alabama and Tennes- 
see to points in Georgia. 
= ae oom, No. 1)—Roquemore Gravel Co. et al. vs. A. B. & A. 
y. et al. 
17689—Roquemore Gravel Co. et al. vs. A. B. & A. Ry., B. L. Bugg, 
receiver, et al. 
17763—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al. 
= ge! Sub. No. 1)—Dixie Sand & Gravel Co. vs. A. B. & A. 
y. et al. 
February oe. D. C.—Examiner Rasch: 
Valuation No. 633—In re tentative valuation of the property of the 
San Antonio & Aransas Pass Ry Co. 
February 16—Argument at Washington, D. C.: 
16877—M. L. Rawlings vs. C. B. & Q. R. R. Co. 

16184—R. C. Jackson & O. E. Jackman, co-partners trading under 
the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 
16421—Consolidated Water Power & Paper Company et al. vs. Can. 

Nat’l Rys. et al. 

* Finance No. 5244—Application of the Pittsburgh & West Virginia 
Ry. Co. under Section 20a of the Interstate Commerec Act for 
authority to change the par value of its common stock and to 
convert a portion thereof into preferred stock. 


February 17—Washington, D. C.—Examiner Brown: 
Finance No. 4970—Application Murfreesboro-Nashville Southwestern 
R. R. Co. for a certificate of public convenience and necessity. 


February 17—Washington, D. C.—Examiner Conway: 

Valuation No. 164—In re tentative valuation of the property of 
Charleston & Western Carolina Railway Company. 

February 17—Washington, D. C.—Examiner Harraman: 
17427—The American Sugar Refining Co. vs. A. C. L. R. R. et al. 
February 17—Washington, D. C.—Examiner Davis: 

Finance No. 5294—Application Utah Ry. Co. for authority to acquire 
control of the National Coal Ry. Co. by purchase of stock and by 
lease. 

February 17—Argument at Washington, D. C.: 

15452—The Harbauer Co. vs. A. A. R. R. et al. 

15575—Old Ben Coal Corp. vs. C. C. C. & St. L. Ry. et al. 

16832—The J. I. Hollingshead Co. vs. A. A. R. R. et al. 

February 18—Ft. Worth, Tex.—Examiner Koch: 
* 1, & S. No. 2566—Calves from Texas to Chicago, Ill., Kansas City, 
Mo., New Orleans, La., and other western destinations. 


February 18—Washington, D. C.—Examiner Brinkley: 
Valuation No. 192—In re tentative valuations of the properties of 
i: the New York, Ontario and Western Ry. Co. et al. 


February 18—Washington, D. C.—Examiner Boles and Molster: 
Finance No. 4807—Application of Detroit & Ironton R. R. Co. for 
a certificate of public convenience and necessity authorizing the 
acquisition and operation of the railroad of the Detroit, Toledo 
& Ironton R. R. Co., including the Toledo-Detroit R. R. 
Finance No. 6149—Application of Detroit & Ironton R. R. Co. for 
authority to acquire control of the Detroit, Toledo & Ironton 
> R. Co. and the Toledo-Detroit R. R. Co. by purchase of capital 
stock. 
Finance No. 5150—Application of Detroit & Ironton R. R. Co. for 
eet to issue certain securities and to assume certain obliga- 
tions. 


February 18—Argument at Washington, D. C.: 
.412950—Atlas Portland Cement Co. vs. Director-General, as agent. 
‘46908—Manufacturers’ Traffic Bureau et al. vs. Belt Ry. Co. of 
Chicago et al. 
17060—The Frohman Chemical Co. vs. B. & O. R. R. et al. 


February 18—Washington, D. C.—Examiner Gray: 
‘Valuation No. 643—In re tentative valuation of the property of the 
Toledo, Angola & Western Ry. Co. 


February 18—Washington, D. C.—Examiner Conway: 
Valuation No. 246—In re tentative valuation of the property of the 
Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern R. R. Co. and West River R. R. Co. 


February 19—Washington, D. C.—Examiner Davis: 

* Finance No. 5305—Joint Application of Illinois Bell Telephone Co. 
and Home Telephone Co. of Cairo for a certificate that the pur- 
chase by the former company of the properties of the latter com- 
pany will be of advantage to the persons to whom service is to 
be rendered and in the public interest. 

Finance No. 5306—Joint Application of Pewaukee-Sussex Telephone 
Co. and the Wisconsin Telephone Co. for a certificate that the 
acquisition by the latter company of the properties of the former 
company will be of advantage to the persons to whom service is 
to bé rendered and in the public interest. 

Finance No. 5307—Joint Application of Mentor Telephone Co. for a 
certificate that the acquisition by the latter company of the prop- 
erties of the former company will be of advantage to the persons 
to whom service is to be rendered and in the public interest. 

Finance No. 5326—Joint Application of the Central Kansas Telephone 
Co. and the United Telephone Co. for a certificate that the pur- 
chase by the latter company of the properties of the former com- 
pany will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 

Finance No. 5329—Joint Application of Cumberland Telephone & 
Telegraph Co., Inc., and the Shreveport Home Telephone Co. for 
a certificate that the acquisition by the former company of the 
properties of the latter company will be of advantage to the per- 
sons to whom service is to be rendered and in the public interest. 

February 19—Argument at Washington, D. C.: 
15428—Iola Cement Mills Traffic Assn. et al. vs. A. V. I. Ry. et al. 
15751—The Colorado Portland Cement Co. et al. vs. A. V. I. Ry. 


et al. 
15744—Nebraska Cement Co. vs. A. V. I. Ry. et al. 
15727—Oklahoma Portland Cement Co. vs. A. V. I. Ry. et al. 
12578—Iola Cement Mills Traffic Assn. et al. vs. Director-General, 
as agent, Santa Fe et al. 


February 23—Los Angeles, Calif.—Special Examiner Aitchison: 

* |. & S. No. 2588—Plasterboard from Los Angeles, Calif., and Seattle, 
Wash., to Utah common points. 

February 23—Washington, D. C.—Examiner Faris: 

* Valuation No. 3—In re tentative valuation of the property of New 
Orleans, Texas and Mexico R. R. 

* Valuation No. 361—In re tentative valuation of the property of the 
St. Louis, Brownsville & Mexico Ry. Co. as of June 30, 1919. 

* Valuation No. 371—In re tentative valuation of the property of 
Louisiana Southern Ry. Co. 


a 


* 


* 


* 
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* Valuation No. 458—In re tentative valuation of the property of ¢ 
New Iberia & Northern R. R. Co. et al. he 
* Valuation No. 459—In re tentative valuation of the property of 
Orange & Northwestern R. R. Co. the 
* Valuation No. 460—In re tentative valuation of the Property of th, 
Beaumont, Sour Lake & Western Ry. e 
* Valuation No. 464—In re tentative valuation of the property of N 
Benito & Rio Grande Valley Ry. Co. ‘ an 
* Valuation No. 486—In re tentative valuation of the property of ty, 
Houston & Brazos Valley Ry. Co. ‘ e 
* Valuation No. 631—In re tentative valuation of the 
Brownsville & Matamoros Bridge Co. 
February 23—Pine Bluff, Ark.—Examiner Disque: 
3 £ > No. 2583—Cotton fabrics from Monticello, Ark., to Atlantic 
orts. 
February 23—Washington, D. C.—Examiner Harriman: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et ai. 
February 23—Washington, D. C.—Examiner Way: 
Valuation No. 639—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (of St. Louis). 
February 23—Washington, D. C.—Examiner Conway: 
Valuation No. 658—In re tentative valuation of the property of the 
Minneapolis, Red Lake and Manitoba Ry. Co. 
February 23—Olympia, Wash.—Department of Public Works: 
Finance No. 6182—Joint application of Northern Pacific Ry. Co, 
Great Northern Ry. Co., and Oregon-Washington R. R. & Navi. 
gation Co., for authority to operate over the Longview, Portland 
& Northern Ry. between Olequa and Longview Jct., Wash 
February 23—Argument at Washington, D. C.: 
15886 (and Sub. No. 1)—The Barrett Co. vs. Santa Fe et al. 
16343—E. I. Du Pont De Nemours & Co. vs. H. & B. V. Ry. et al. 
February 23—Washington, D. C.—Examiner Boles: 
Finance No. 5273—Joint application of Southern Pacific Co. ang 
Texas & New Orleans R. R. Co. for authority to acquire contro} 
- the Dayton-Goose Creek Ry. Co. by purchase of stock and by 
ease. 
February 24—Washington, D. C.—Examiner Brown: 
Finance No. 5002—Application West Pittston-Exeter R. R. Co. for 
ew to construct a short line of railroad in Luzerne County, 
a. 
February 24—Washington, D. C.—Examiner Potter: 
Valuation No. 95—In re tentative valuation of the property of the 
Intermountain Ry. Co. 
February 24—Washington, D. C.—Examiner Hendon: 
Valuation No. 644—In re tentative valuation of the property of the 
Rio Grande and Eagle Pass Ry. Co. 
February 24—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director-General, as agent, 
A. & V. Ry. et al. 
13869 (and Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 


et al. 
ar +" wee Cement & Supply Co. et al. vs. A. & W. P. R. R. 


e . 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al. 
February 24—Washington, D. C.—Examiner Harraman: 
17462—Handy Chocolate Company vs. B. & O. R. R. et al. 
17743—Association of Cocoa and Chocolate Manufacturers of the 
United States vs. A. & V. Ry. et al. 
February 25—New York, N. Y.—Commissioner Cox: 
16923—Port of New York Authority vs. Santa Fe et al. 
14490—In the matter of efficient, economical and joint use of 
terminals of common carriers in the Port of New York district 
and the cost to carriers of operating the terminals in performing 
common-carrier services. 
February 25—Argument at Washington, D. C.: 
Valuation No. 529—In re tentative valuation of the property of the 
Pittsburgh, Lisbon and Western R. R. Co. 


February 25—Washington, D, C.—Examiner Macomber: 
Valuation No. 648—In re tentative valuation of the property of the 
East Broad Top R. R. and Coal Co. 


February 26—Argument at Washington, D. C.: 

Finance No. 3284—In the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as Receivers of the Texts & Pacific 
Ry. Co., for a certificate of public convenience and necessity 
authorizing the abandonment and dismantling of the Midland & 
Northwestern Ry. 

February 26—Kansas City, Mo.—Examiner Disque: 

Fourth Section Application No. 1867—Filed by W. H. Hosmer—In re 
rates on commodities between Memphis, Tenn., and points taking 
same rates, on one hand, and points in Missouri, Kansas, Ark- 
ansas, Colorado, and Nebraska, on the other. 

February 27—Washington, D. C.—Examiner Johnston: 

Valuation No. 567—In re tentative valuation of the property of the 

Texas State R. R. 

March 1—Lynchburg, Va.—Examiner Mackley: 

* 17286—Traffic Bureau—Chamber of Commerce (Lynchburg, V32.), 
vs. N. & W. Ry. et al. 

* 17362—Traffic Bureau—Chamber of Commerce vs. N. & W. Ry. et al. 

March 1—Denver, Colo.—Examiner Mullen: 

rt. A 3 No. 2551—Coal from Colorado mines to Oklahoma and Texas 
points. 

March 1—Washington, D. C.—Examiner Folsom: 

Valuation No. 363—In re tentative valuation of the properties of 
Chicago Great Western R. R. et al. 

March 1—San Francisco, Calif., Special Examiner John E. Aitchison: 


17143—Pacific States Butter, Egg, Cheese & Poultry Assn. vs. Sou. 
Pac. Ry. et al. 


Fourth Section Application No. 11428. 
March 1—Kansas oly. Mo.—Examiner Disque: 
1. & S. No. 2582 ombination rule on sand, gravel and stone be- 
tween Western Trunk Line points. 
1. & S. No. 2582 (ist supplemental order)—Combination rule on 
sand, gravel and stone between Western Trunk Line points. 
March 2—Denver, Colo.—Examiner Mullen: 
* 17481—Mountain States Roofing Co. et al. vs. Santa Fe Ry. et al. 
— “he oy ou, mg Disque: 
. - No. 3—Combination rule on sand between ints in 
Kansas, Missouri and Oklahoma. - 
March 2—Washington, D. C.—Examiner Roberts: 


Valuation No. 660—In re tentative of the propert: ai 
and Southeastern R. R. Co. property of the Colora 


property of 
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Industrial Real Estate 
EXCLUSIVELY | 


1782 Illinois Merchants Bank Bldg. 
Chicago, Ill. 
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___ Booklet explaining L M S unusual 
Ff ree Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LMS warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. | 

























The average LMS charge for handling, stowing 
= and delivering out of store as required is only 2/3 of a 
= cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. L M S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage ‘rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


RA 





The LMS New York Office 
offers every co-operation to 
helb you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 
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THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


To FROM 


sBinghamton Second Morning aengore Corresponding Service 
Buffal ” n enia ° ° 
Seder Hughie Siuie Bloomfield given to shipments loaded 
Chicago Fourth Boonton to the platforms of connect- 
Cincinnati ” 


Delawanna 
Cleveland Third 


Columbus: Fourth Harrison ing roads destined to points 


Hoboken Ci ° 
Cortland Second et beyond those named herein. 
Council Bluffs Seventh Jersey City 

Decatur Fourth Lyndhurst Simi se ice is eff 
Denver Ninth lar Tvl ec 


N k ° e 
DefMoines Sixth et tive via Lackawanna from 
Detroit Third 


East St.Louis Fourth eee Philadelphia and other 


Elmira Second Fete ih . ° ° 
Eli Secon \ Watsessing Reading Railroad points, 


on thiie pee And other New Jersey points also from points on the 
Fort Wayne Fourth \ 


35th St. 
Harlem Transfer 


Fostoria Third \ | - / 4 Central Railroad of New 
Grand Rapids Fourth ” \ } i 


Indianapolis Jersey, via Scranton, Pa. 
Ith Si id Affern \ + 
gece Rearth Meming \ Transfer; also from Boston 


Kansas City Sixth 


\\ | longislandcity via Boston & Maine-Dela- 
Los Angeles Fourteenth \\ Yi 


Louisville Fourth \ ly 630St. ware & Hudson and Bing- 
Memphis Sixth \\ 


Milwaukee Fi0th \\ |] _— hamton, and via New York, 


yn. 

Minneapolis Seventh ‘ temin’ = New Haven & Hartford and 
oenene — ‘ Sr —yeWallabout Port Morris, N. J. 

maha event z= 
Oswego Second Afternoon ° e ° 
oan Peete tecning Daily passing reports in 
Pittsburgh = Third = i; the possession of all Lacka- 
Port Huron ” ” y FROO : 
Portland Fourteenth » 4 Cty wanna Agents enable imme- 
Rochester Second ° 
Saginaw Fourth NEW Yor diate and complete infor- 
Sai i ” n . 
pei we Seventh TRANSFER, Docks. mation to customers. 
SanFrancisco (Fifteenth 
Seattle Fourteenth » 
Ss + Second , + : . 
— oe Not Necessary to Designate Any Special Station, 
Syracuse Second 


Toledo Fourth Pier or Train e 
Toronto Third 


Ree it Re SM Simply Route “LACKAWANNA” 


ay St. 


The foregoing diagram has proved of ines- ments, facilitation of tracing; prompt turn- 
timable value to the Trade, showing as it does over of investment. 
what the Lackawanna Railroad is doing in the way ses : 
way of assembling shipments into through If any other locality is interested in move- 
cars for the destinations named. ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
Advantages: Quick service, advance infor- the Lackawanna will consider inauguration of 
mation to agents concerning location of ship- through merchandise car therefor. 


LACKAWANNA AGENCIES 


DETROIT, NEWARE, 
ist Natiena] Bank Bldg. 78¢ Broad 


SEATTLE, 
1312 L. C. Smith Bldg. 
SYRACUSE, 
Lackawanna Statien 
TOLEDO, 
438 Nichelas Building 
ST. LOUIS, TORONTO, 
112 Nerth 4th Street 1602 Royal Bank Bidg. 
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FURTHER RATE REDUCTIONS 


TO THE 


PACIFIC COAST 


Effective FEBRUARY 20, 1926, the Universal Carloading and Distributing Company will place 
in operation another consolidated car for the handling of Paints, Varnishes, Lacquers and kindred 
articles from Central Freight Association and Eastern Trunk Line territory to Pacific Coast points. 


PAINTS, VARNISHES AND LACQUERS 
via UNIVERSAL to 
LOS ANGELES, SAN FRANCISCO, PORTLAND, SEATTLE 

The establishment of this new consolidated car service gives us an opportunity to offer you 
materially reduced rates to the Pacific Coast on L. C. L. shipments of Paints, Varnishes, Lacquers 
and all other commodities mentioned in Item 4260 in T. C. F. B. Tariffs 1-Y and 4-V. 

A dependable service will be maintained, placing this car immediately on a par with our other 
commodity cars that have been in operation to the Pacific Coast for a number of years. 


MACHINERY AND MACHINES 


Universal Reduced Rates to Los Angeles, San Francisco, Portland, Seattle and other Pacific 
Coast points apply on L. C. L. shipments of Machinery and Machines and various other items of a 
similar nature outlined in Item 3960 in T. C. F. B. Tariffs 1-Y and 4-V. 


ALL METAL AUTOMOBILE PARTS 
There is a material saving in Universal rates on L.C. L. shipments of All Metal Automobile 
Parts covered by Item 5435 in T. C. F. B. Tariffs 1-Y and 4-V. 


DRUGS, MEDICINES, CHEMICALS 


We maintain a regular service to Pacific Coast Points for the handling of L. C. L. shipments 
of Drugs, Medicines, Chemicals, Toilet Preparations and other articles appearing under Item 2370 
in T. C. F. B. Tariffs 1-Y and 4-V, at a considerable saving in freight rates. 


UNIVERSAL FREIGHT SERVICE 


Address the Universal Carloading and Distributing Company, 53 West Jackson Boulevard, 
Chicago, Illinois, or any of our other offices listed below, for rate quotations or full particulars 
concerning the operation of these Pacific Coast Cars or any other of the 526 different consolidated 
car services maintained by this company. 


UNIVERSAL 
CARLOADING AND DISTRIBUTING 
COMPANY 


Atlanta Cincinnati 


E, Liverpool Indianapolis Long Island City New York City Rochester Toledo 
Baltimore Cleveland E. St. Louis Jersey City Los Angeles Omaha San Antonio Toronto 
ton allas El Paso Kalamazoo Louisville Perth Amboy San Francisco Trenton 
Bridgeport Dayton Ft. Worth Kansas City Milwaukee Philadelphia Seattle aco 
Brooklyn Denver Galveston Kenosha Minneapolis Pittsburgh St. Louis Weehawken 
me Des Moines Hoboken Laredo Newark Portland St. Paul Wilmington 


Detroit Houston 
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EDMONTON 


~ SASKATOON 


VANCOUVER 


WINNIPEG 
f Seattie 
b EMERSON 


h THIEF RIVER FALLS 
PORTLAND 


) + SAULT 
t, SAINT 
% 


a) “4 
BESSEMER. yh AmARIE 
% 


MACKINAW 
city 


MENOMINEE 
MANITOWOC 
MILWAUKEE 


CHICAGO 


Freight Service 


Between 


All Points in the East and South 


and 


Northwest, Western Canada 
North Pacific Coast 


To avoid delay, shipments for Canadian destinations must be accompanied 

by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 

This document must be delivered railroad agent at initial point with the 
shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois Bldg. 
Chicago, Ill., 707 Standard Trust Bidg, 
940 Rookery Bldg. 
Chippewa Falls, Wis. 
Cincinnati, O.. 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bidg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 326 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bidg. 
Indianapolis, Ind., 522 Merch. Bank Bldg. 
Kansas City, Mo., 738 Railway Ex. Bldg. 
Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St. 
230 Grand Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th St. 
and Marquette Ave. 


Neenah, Wis. 

New York, N. Y., 1550 Woolworth Bidg, 

Omaha, Neb., 1025 W. 0. W. Bidg. 

Philadelphia, Pa., — Bldg., Locust St, at 
t 


Pittsburgh, Pa., 2041 Oliver Bldg. 
Portiand, Ore., 3rd and Pine Sts. 
St. Louis, Mo., 2050 Railway Exch. Bidg. 
St. —_ Minn., }112 Merchants Nat'l Bank 


iz. 
San Francisco, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat'l Bank Bidg: 
Superior, Wis. ” 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint with Duluth, 
Missabe and Northern Ry. 


ROUTE YOUR FREIGHT—CARE SOO LINE 
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MONTAGUE 


os SHIP YOUR 
ts, | Western Freight 
f rio VIA THE 


Ze Western Pacific 


Joint transcontinental freight 
rates are in effect between the 
East and points served by 
Western Pacific rails and short 
line connections in the states 
of California, Nevada and 
Utah; also to and from points 
in California upon: 






Atchison, Topeka and Santa Fe— 
Bakersfield and North 
Southern Pacific— 


Banning, including Los Angeles 
and points north to the state line 





Good Service Maintained 
Through Package Cars 


AGENCIES THROUGHOUT THE UNITED STATES 


General Offices: Mills Building, San Francisco 


Febrt 


VII, No, 


February 20, 1926 


THE TRAFFIC WORLD 


“Traffic Managers” 


| 


Would you care to have available to you 
at all times the most complete and up to 
date file of freight tariffs in the United 
States? 


We have access to the tariff files of the 
Interstate Commerce Commission, and 
Subscribers to our services have the privi- 
lege of calling on us for rate quotations 
therefrom. 


Our subscribers also have a general con- 
sultation privilege on all transportation 
matters, regardless of their character. 


An opportunity to place before you the 
advantages and benefits of our contract and 
services is solicited. 


Interstate Traffic Company 


Transportation Building 
Washington, D. C. 


I. C. C. and State Rate Statements and | 
Rate Cases Handled. | Traffic Statistics Compiled. 


J. M. SMITH, Manager 


Consultation Service on I. C. C. 
Procedure and Law of Carriers. 


Loss and Damage Claims Handled. 
Freight Bills Audited! 
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New Ticket Office—Chicago 
. A ann ——$$$—— I 
i; co] |. 
yy OW 
‘3 Announcement is made“of the opening of Southern fe z . 
- Pacific Lines New Adequately Equipped Street Floor re 29 
ai st Ticket Office in Chicago. Fe fr: 
o 
aS > 
a 6 The new office at 31-33 West Jackson Boulevard . 
® ® ° . ‘ a 
is convenient to the hotel and business districts and 
with a corps of experienced ticket agents offers to the ee 
: 3 public complete travel bureau service. oF ais 
e 
= | 
cm , A cordial invitation is extended to you to make eh er 
3 zs use of this facility—Telephone Harrison 9683. : Fa 
tt ba * : 
dled For information 
Write, telegraph or 'phone : ° 
3 @ ‘General Agent, Southern Pacific Lines’’ @ Ee 4 
i z The Postman Knows Him EY 5 
3 i ma » 
a . 
a5: 
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@ ATLANTA 


@ BALTIMORE 
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